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Summary:	  	  
Cycling in London is getting increasingly popular, and the borough of Hackney, in East 
London, is leading the way of the apparent cycling revolution, taking place in the capital, with 
an impressive average of 15% of people riding their bikes to work. In Hackney it seems that 
the bicycle has in this way become a common mode of transport to work. 
Wanting to understand the perceptions of cyclists in London, to get an idea of what is driving 
the growing number of cyclists on the streets, and what cyclists think of the infrastructure and 
road culture they are presented with, the aim of this dissertation has been to examine what 
cyclists perceive of riding in the free-flowing system, of mostly non-segregated traffic. 
 
The factual developments of increasing levels of cycling as well as safety concerns over the 
increasing number of cycling deaths and serious accidents in recent years have been a cause 
for concern for many cyclists, politicians, planners and the general public alike. But there are 
many issues at play for cyclists forming their perceptions, such as increasing the level of 
awareness, increasing mutual respect, improving road design and layout as well as educating 
drivers about the responsibility that they have towards cyclists and pedestrians. 
Through the use of Lefebvrian notions of space and performativity, and by utilising Michel de 
Certeau’s conceptions of tactics and strategies it is argued that individual actions can be 
analysed, as space is manifested through the actual performativity of individual behaviour. As 
space becomes endowed with history, culture, design, intent and power, one can observe 
framing structures of behaviour, and start to conceptualise how to discern perceptions, 
hierarchies and rhythms of the road. 
Summing up the findings through the use of various ethnographic methods, one could say that 
as a cyclist you have to be confident when you are riding, being assertiveness, “occupying 
space of the road”, but there is also a need to ride defensively to avoid dangerous situations, 
through using forward vision to predict traffic. The problem concerning the current 
infrastructure and road culture therefore seems to revolve around it being dependent on the 
individual cyclists being assertive, as well as on other road users being considerate and 
accepting of cyclists legitimate claim to safe passage through the city. However, the cyclists’ 
very presence on the road means that traffic is forced to behave differently and although being 
the weakest vehicle on the road, it has been found that the bicycle is not necessarily placed at 
the bottom of the road hierarchy, considering infrastructural prioritisation and the 
performativity of the growing mass of bicycle. Cyclists’ position in the hierarchy, and 
perceptions of cycling in London is conclusively fluid, dependent on internalised perceptions. 
However, as cyclists are aware of their precarious position, as the weakest vehicle among 
giant metal boxes, and perceive their positioning according to internalised utilisation of 
tactics, the different cyclists vary in how they seem themselves in the hierarchy of the road. 
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Chapter	  One:	  Cycling	  on	  the	  streets	  of	  London	  	  
Cycling in London is getting increasingly popular, and with an impressive average of 15% of 
people riding their bikes to work in Hackney, the bicycle has become more common as a 
mode of transport to work than even the car, as the car only stands for 13% of the mode share 
of transport to work trips in the borough. Some areas of Hackney even exhibit 20% of people 
riding their bikes to work. Therefore when looking at figure 2 on the next page showing 
“London’s Cycling revolution”, one will see that Hackney is the epicentre hot-spot for highest 
mode share of cycling, as 13 out of the first 15 wards in London  (smaller districting units of 
the Boroughs) are placed in Hackney.  
Wanting to understand what is driving the growing number of cyclists, and indeed what 
cyclists think of the infrastructure and road culture they are presented with, the aim of this 
dissertation has been to examine what cyclists perceive of riding their bikes in the free-
flowing system, of mostly non-segregated traffic in London.  
 
However, for introducing the reader to the scenery, and the current context of cycling in 
London, and to exhibit how cycling is portrayed in the media, influencing perceptions of 
cycling in various ways, a short introduction concerning the current issues revolving around 
cycling in London will first be introduced, hereafter the research question sought to be 
answered will be introduced, and finally the proposed research design for doing so will be 
presented.  
Chapter one is meant to introduce the reader to the project, and Chapter two is meant to set 
the stage to help the reader get acquainted to the context of this dissertation, concerning 
cycling and perceptions of cycling, and give a frame of reference, for later reading the 
research findings in Chapter Four, and the discussion in Chapter Five.  The theory and 
methods utilised will be further introduced and discussed in Chapter Threes, but will feature 
as outlined in the research design.      (Fig.1) 
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 (Fig 2) 
A comprehensive visualisation of London’s cycling landscape; Produced by Bolt Burdon Kemp. 
Using data from the 2011 UK Census, Transport for London’s Cycling Census and Bike Share data 
from UCL and TfL, we have shown for the first time the boroughs that produce the most cycling 
commuters.       Via: www.boltburdonkemp.co.uk 
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Introduction:	  
 
On 5th November, as The Mayor of London Boris Johnson was setting out to unveiled the first 
peace of his vision for segregated bicycle infrastructure in London, one cyclist was reported 
killed and another seriously injured. Overshadowed by the increasing numbers of serious 
cycling accidents in London, and the news of a fatal accident, Boris Johnson made the 
announcement of his £35 million scheme to improve London’s busiest bike lanes, promoting 
the segregation of bikes from traffic, where possible, along the Cycle Superhighways 
(London Evening Standard 2013; BBC news online).  
In the following two weeks a further five cyclists fatalities on the streets of London has put 
cycling at the top of the political agenda in London (BBC news online). The total of six fatal 
accidents in a two-week period has therefore called into question the design of London’s 
flagship cycle infrastructure – The Cycle Superhighways, as well as the general infrastructure, 
and not least focused public attention onto cycling in England, and London in particular. The 
accidents have heated up debates between different road users, and exposed perceptions of 
cycling in a positive as well as negative light. The spate of accidents has further questioned 
the viability of the growing numbers of cyclists on the roads of London, as well as questioned 
the Mayor's ability to deliver safe infrastructure for cyclists, his administrations understanding 
of cyclists’ needs and demands for a safer road culture, as well as better and safer 
infrastructure to ride on. Moreover the recent focus on cycling in the media has not least 
created, transformed and enforced perceptions of cycling by cyclists and the general public1 
(tfl.gov.uk; bbc.co.uk; Guardian.co.uk).  
Recent developments have therefore opened a discussion of how to view, understand and plan 
for the growing number of cyclists in London, as well as what roads and infrastructure should 
look and feel like, and not least how roads can and should accommodate different users in the 
best and safest ways. The accidents has called into question the aspirations and the targets set 
for the city and the country as a whole, when concerning the ambition for London to become 
a cycling city, and England to become a cycling nation, according to visions set out by the 
Mayor of London Boris Johnson2and the Prime Minister David Cameron3.    
There are however many ways of describing the current state of the roads when concerning 
cyclists, as the statistics on the next page will show (see Fig. 3).  
 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
1 See: http://theironhorseproject.tumblr.com/search/London 
2 See: http://theironhorseproject.tumblr.com/search/Boris+Johnson 
3 See: http://theironhorseproject.tumblr.com/search/David+Cameron 
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(Fig 3)  
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Although cyclist fatalities have been decreasing since 1999, there has been a slight increase in 
recent years. Figure 3 show that there are many road accidents in the UK, varying in severity, 
which incur a high cost to the economy, not mentioning the human cost of losing a loved one. 
In total 1.575 cyclists have been killed between 1999-2010. Moreover, these accidents seem 
to occur proportionately in rush hour where there are most people on the roads, travelling in 
peak hour commuting traffic going to or coming home from work. 
However, as varying pictures of reality are being painted and portrayed by competing 
politicians and interests groups, as the media has been awash with articles and reports on 
cycling since the spate of accidents at the start of November, mainly concerning safety issues 
and the inadequacies of the current infrastructure for cyclists. This is noticeable when visiting 
the Guardian4 or searching the BBC website5 for recent articles relating to cycling.  
 
However, as my professor Richard Millet taught me at Southern Illinois University 
Edwardsville and Copenhagen Business School; “there are Lies, Damn Lies and then there’s 
Statistics”, quoting the famous statement of the 19th-century British Prime Minister Benjamin 
Disraeli (1804–1881).  
Therefore, for answering the research question of what cyclists' perceptions are of riding on 
the streets of London, the author has found it imperative to gain an understanding of cycling 
in London directly as well as gain access to normal everyday cyclists to explain their 
perception. The aim has not been to focus on the plans, visions, the politics as well as 
statistics of cycling directly, but to focus on what cyclists' understandings and perceptions are 
of being on the road. Statistics, current politics, the media landscape as well as quantitative 
research on safety, accidents, health benefits etc. are however helpful in illuminating 
perceptions of the interviewees, and therefore the ‘insights of statistics’ and the media 
discourse on cycling will not be discarded, but be examined in more detail in Chapter Two, 
setting the stage and the context for understanding the research findings presented in Chapter 
Four.  
The ethnographic perspective, and the theories relevant and the methods used for examining 
Londoners’ perceptions will be introduced, and further discussed in Chapter Three, 
concerning the theories and methods underpinning this dissertation, and used for analysing 
the research findings in the discussion in Chapter five. 
 
Fundamentally, the dissertation has always been about the focus on voicing and gaining 
access to London cyclists’ perceptions, as they are the everyday users of the bicycle as a 
mode of transport, and the people with the best understanding of cycling, based on their own 
experiences from the saddle. 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
4 http://www.theguardian.com/lifeandstyle/cycling 
5 http://www.bbc.co.uk/search/news/?q=cycling 
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Impressions	  of	  London	  &	  Hackney	  
 
London is undoubtedly a great world city, calling up more pictures and associations onto the 
retina, than most cities are able to conjure up when mentioned. The sky-line of London’s 
famous new and old buildings, as well as monuments and museums such as TATE Modern, 
Big Ben, The Shard, The Gurkin, the London Eye, St Paul’s Cathedral, the financial districts 
of the City of London and Canary Waft, Buckingham Palace etc., are among some of the 
world’s most iconic buildings, monuments and skylines.  
However, bicycles are not what most people associate with London, when recalling pictures 
and memories of visiting the city. Therefore, if asked before writing this dissertation “What 
traffic moves London?”, I would probably have answered it to be the red double-decker 
buses, the trains, the 150 year old Underground system, the major rail stations such as 
Victoria, London Bridge, King’s Cross St. Pancras, Liverpool Street station etc. In most 
peoples imagery of London, it is the vast public transport networks, the famous London taxies 
and the thousands of pedestrians that feature prominently on the cities streets, as well as the 
many cars that gridlock traffic in rush hour, that makes the city feel alive at all hours of the 
day, and which animates and moves the city.  
But this perception of London and the traffic that moves and defines the city might be 
changing, as certain districts, like the central north-eastern borough of Hackney, are showing 
a high percentage of people cycling (See Fig 1,2 & 6). On average 15% of working people 
choose the bike to get to work, and amazingly only one third of households own a cars, in the 
borough of Hackney6. 
 
As observed while living in Hackney throughout the writing process, arriving in London in 
September 2013, the bicycle has become ingrained into the scenery of the district. Bicycles 
are visible in the ebb and flow of the morning and evening commutes, dominating some 
intersections in the morning and evening rush hour, giving life to the major arterial roads, 
while also animating the smaller back streets throughout the day.  
Bicycles are a visible artefact of the evolving life of Hackney’s many districts and 
neighbourhoods, as the hundreds of parked bikes on the streets, locked to fences, lampposts, 
trees or placed on balconies, are visible markers of people shopping, going to the pub, 
arriving home or visiting friends. These visible artefacts ascribe to a burgeoning bicycle 
culture taking root, seemingly ever growing as the bicycle is now a common sight on the 
streets and seemingly being viewed as a normal way to transport oneself, becoming ingrained 
into the evolving life in Hackney, differentiating and defining the borough (See Fig 2 & 6). 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
6 informed by the London Cycling Campaign in Hackney, at their general meeting taking place on 2nd October. – which I 
attended. 
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Ingrained into the picture of the growing number of cyclists in Hackney, is also the rooted 
issue of staking a claim for more space and awareness of the cyclists on the road. As the 
bicycle has seemingly come to define Hackney, differentiating the district form its 
surrounding neighbours, it underlines how London has an amazing ingrown potential for 
change, as this great city seems to always reinvent itself. This is especially true for Hackney 
and East-London, which has come through a decade of revitalization, not least following the 
attention and economic boost of holding the Olympics in Stratford, bordering Hackney to the 
Northeast. 
 
The changing nature of Hackney is visible when walking the streets, observing the amount of 
new and hip restaurants, bars and clubs being opened in the borough. The emergence of this 
lively district developing out of the formerly poor and ill perceived East London, might find 
some explanation in looking at the demographic distribution of Hackney, which after about a 
decade of “gentrification” (see Chapter Two), is finding itself at the centre of London’s real-
estate price boom due to the increasing popularity of the boroughs varying districts. 
Moreover, when looking at the demographic statistics of the average age of Hackneyites, one 
is immediately struck by the borough having a very young population (see Fig. 4), generally 
seeing the bulk of the population being in the age groups between 20 – 44 years of age.  
As I have been fortunate enough to have lived and work in Hackney before, in the period 
between 2005 till 2006 – managing a Netto store (Dansk Supermarket), I can personally 
attribute to the explosion of bicycles seen on the streets, as well as the explosion of bars, 
clubs, restaurants, hang out spots, street markets, new developments, many of which seem to 
have sprung up all over Hackney since 2006. Seven years ago Hackney was not defined by 
bicycles, in my subjective opinion, as I did not see many bikes on the streets at that time. 
Often walking to work between 6:00 and 10:00 and returning between 16:00 and 22:00, I 
don’t remember seeing many bikes on the road – and although owning a bike at the time, I 
myself would choose to walk the 20 minutes it took for me to get to work, as it seemed 
dangerous to use the bicycle. 
Hackney has however now become a blossoming part of London, drawing on its ethnically 
and culturally diverse heritage, to become a throbbing part of London - oozing with life, and 
attracting an increasing amount of young, talented and affluent people, moving into this once 
deprived part of London (see Hackney council’s promotional video7). As young people seem 
to move into and define the districts of the borough, they are increasingly also choosing to use 
the bicycle to get around. 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
7See: http://theironhorseproject.tumblr.com/post/67744202186/as-im-writing-my-dissertation-on-cycling-in 
 See: http://www.youtube.com/watch?feature=player_embedded&v=4ZM8OlAZWw4 
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(Fig 4)  
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Hackney could therefore be argued to showcase what the transformative possibilities are of a 
changing demographic, a growing local economy, new developments being built, increasing 
real-estate prices, new urban transport systems (Overground) being opened can mean for 
urban revival, as well as what growing public transport fares and proximity to the centre of 
London can have on changing people’s apparent transport preferences and perceptions of 
modes of transport.  
A focus on understanding the perceptions driving people’s preference of using the bicycle as 
their preferred mode of transport, could therefore help in understanding how better to 
implement local and sustainable transport policies, make better and safer infrastructural 
designs and inform current policies, in view of how to best support people choosing a healthy 
and environmentally sustainable mode of transport, through better understanding the people 
who choose to cycle in London. 
 
To	   set	   the	   stage	   for	   introducing	   the	   current	   situations	   concerning	   the	   prominence	   of	  
cycling	   in	   London,	   the	   author	   has	  made	   various	   videos,	   photographs	   of	   the	   typical	   road	  
environments	  found	  in	  Hackney	  available	  on	  a	  blog	  especially	  set	  up	  for	  this	  dissertation.	  	  
Readers	   are	   asked	   to	   watch	   a	   short	   12-­‐minute	   video,	   to	   get	   an	   idea	   of	   the	   physical	  
environments	  confronting	  cyclists	  in	  Hackney,	  to	  be	  able	  to	  understand	  the	  setting	  and	  the	  
subject	  of	  the	  dissertation	  better.	  This	  could	  be	  important,	  as	  the	  environments	  confronting	  
cyclists	  in	  Hackney	  and	  London	  are	  different	  to	  those	  confronting	  cyclists	  in	  for	  instance	  in	  
Amsterdam,	  Berlin	  and	  Copenhagen.	   	   	   Please	  watch	  this	  video:	  	  
http://theironhorseproject.tumblr.com/post/72319607081/introduction-­‐to-­‐cycling-­‐in-­‐
hackney-­‐audio-­‐from	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Research	  question:	  	  	  
Due to the recent debate over cycling safety, particularly following the spate of six cyclist 
fatalities over a two-week period, and being interested in examining the growing popularity of 
cycling in London8, particularly exhibited by developments in Hackney, it has been found 
important to focus on how and what different cyclists perceive of riding on the streets of 
London, as well as how they understand and adapt to the different physical environments that 
confronts them on a daily basis.  
It has been found important to understand cyclists' perceptions in order to understand what is 
driving the cycling boom, and if the notions and concerns exhibited in the media over the 
inadequacies of safety levels of infrastructure, are shared amongst cyclists. 
 
The research question to be answered in this dissertation therefore is: 
 
 
What	  are	  cyclists'	  perceptions	  of	  biking	  in	  Hackney	  –	  London?	  
	  
Research	  Design	  	  	  
It is the aim in this dissertation to examine the London’s cycling culture, with a particular 
focus on Hackney, and review the findings in a critical examination and discussion of cyclists' 
perceptions, and in doing so also examine rhythms and the hierarchy of the roads as observed 
and documented through the use of various ethnographic methods.  
The dissertation has been inspired by readings of Henri Lefebvre, Yi-Fu Tuan, and Michel De 
Certeau, as well as readings on the Situationist, and their use of the flâneur to gain an 
understanding of the city. The methodological applications to engage cyclists’ perceptions 
have furthermore been inspired and informed by readings of Jonas Larsen’s, Rachel Aldred’s 
and Justin Spinneys’ work on cycling in London, where the use of ethnographic methods, 
including auto-ethnography and video-ethnography, has been utilised. 
 
It has moreover been important for this project to place an emphasis on using the body for 
experiencing what cycling feels like in London, and in this way gain experience to then carry 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
8 http://theironhorseproject.tumblr.com/search/london 
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out informed observations of wandering and experiencing the city, and through doing so be 
better able to understand and gain access to informants described perceptions.  
It has therefore been through the primary use of auto-ethnography and interviews that it has 
been possible to construct a mosaic of narratives, to understand and indeed describe what 
drives, structures and frame cyclists’ feelings and perceptions of cycling in London’s urban 
environment. The theoretical aspects of these methods will further be discussed in Chapter 
Three, concerning the theories and methods used for own research. 
 
In the adaptation of the approach utilised for answering the research question, it has also been 
important to include an examination of observed rhythms and hierarchies that cyclists are 
apart of defining and indeed are also structured by. 
The insights and perspectives gained through the use of a literature review – concerning 
London (Chapter Two) and concerning the theories of observation (Chapter Three) will be 
used for setting the stage for examination of the cycling culture and of cyclists’ perceptions. 
These will be examined through utilising mixed ethnographic methods taking into account 
some aspects of the materiality of the actual road space cyclists traverse in forming their 
perceptions. This aspect of the relational implications of the social interacting in the physical 
environment is explored more in depth in the Chapter Three.  
The actual research findings of own research has been documented through the use of 
ethnographic methods of observations, interviews and photo and video documentation, the 
findings of which are presented in Chapter four. In this way the dissertation will try to 
combine aspects of how materiality of the physical environment (different to the segregated 
roads common in Amsterdam, Berlin or Copenhagen), both forms and frames the specific 
spaces which cyclists traverse, perceive and navigate through. In this way it has been possible 
to describe (to a limited degree) the physical environment’s affective influence on 
experiences, perceptions, as well as capturing observed rhythms and hierarchies of the roads 
in London.  
This has meant in practice that a methodological approach of observing and documenting (i.e. 
filming, photographing) the different physical road spaces used by cyclists in Hackney, has 
been conducted alongside focusing on ethnographic observations, conducting a surveys and 
several in-depth interviews for gaining access to articulated perceptions of cycling. This 
design has been envisioned, while also having an attentive focus on being guided by feelings 
and intuitive experiences and insight, gained through myself cycling the roads of Hackney – 
inspired by the Situationist use of the flâneur, as well as auto-ethnographic theory and 
methods (Spinney: 2011; Larsen: 2013) to experience the city and inform the research design 
and applications of the methods throughout the process of writing (see Larsen 2013).   
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Summation of Chapter One 
 
Having established that cycling is growing in some boroughs of London, especially in 
Hackney – being at the centre of an apparent cycling revolution, the issues revolving around 
recent media and political attention paid to cycling has also been introduced.  
However, it seems that the growth in cycling is mired by concerns of inadequate 
infrastructure and concerns over safety, and it also seems that the growth in cycling is taking 
place at the same time of great changes in demographic compositions, economic development 
and a general blossoming of East London – where higher proportions of the population 
choose to bike to work.  
 
Finally the envisioned research design has also been introduced and described. It has been 
made clear that it is through the use of ethnographic mixed-methods, including ethnography, 
auto-ethnography and video-ethnography; including using interviews, various video methods, 
own observations, and a survey, that it has been envisioned to delve into an examination of 
the perceptions of cyclists, to answer the research question of “what cyclists perceptions are 
of biking in Hackney and London?” 
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Chapter	  two:	  Examining	  developments	  in	  London	  	  
Before delving into describing in more detail the theoretical and methodological 
considerations behind the methods chosen to inform the research question, a more in-depth 
look at the research concerning London and cycling in the Capital needs to be examined, as to 
present the changing nature of cycling in London, and the increasing focus on cycling seen in 
the UK in recent years. Therefore a small ‘current’ literature review on developments 
important to London cycling developments has been compiled, as a way of drawing a picture 
of the current trends happening in the English Capital. 
This is meant to introduce the reader to the currents driving the changes in London towards 
increasing awareness of cycling, as policies of road safety, infrastructural design and transport 
transformational policies seem to have gained in prevalence and cross party -political support. 
The possibilities and potentials for cycling in London furthermore need to be elaborated on, 
as the general changes in the prevalence and status of cycling seem to be increasing, not least 
due to growing media and political attention, focused on promoting and supporting the 
ambition of growing the British cycling culture.  
Fundamentally it is made clear that increasing levels of cycling will have an impact on how 
the streets feel, how infrastructure works, how perceptions of road use is framed, formed and 
acted out. Therefore the increase in cycling might lead to direct implications for how 
investments and policies are formulated and implemented in the future, as to insure 
particularly the safety of cyclists, but also ensure a broad based cycling uptake can be 
maintained.   
 
The transformative implications of a changing mode share, where the bike features more 
prominently, might well lead to fundamental changes of the London Capital. Lefebvre 
elaborates on this by stating that; “objectively, for there to be a change, a social group or a 
caste must intervene by imprinting a rhythm on an era, be it through force or in an 
insinuating manner. In the course of crisis, in a critical situation, a group must designate 
itself as an innovator or producer of meaning. And its acts must inscribe themselves on 
reality" (Lefebvre, 2004:14). 
 
Therefore, as cyclists are increasingly occupying and riding the streets of Hackney and central 
London, intervening in traffic, as well as gaining political support and media attention, it 
could seem that a watershed moment for traffic and road cultural change might be at hand.  
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Drawing	  a	  picture	  of	  cycling	  in	  London	  	  
 
Six cyclists have been killed over a 13-day period on the streets of London in the beginning of 
November 2013 (bbc.co.uk). Five cyclists were involved in Heavy Goods Vehicle (HGV) 
accidents, and one fatality was involved in an accident with a London bus.  9 out of 14 
accidents this year in London have been accidents involving HGVs. The recent fatalities have 
prompted cyclists, drivers, cyclist campaigners, various interest organisations and councilmen 
and women around London to reflect on cycling in the Capital, and there have been calls for a 
change in policy, to improve and make infrastructure safer. Recurrent calls for segregated 
lanes for the growing numbers of cyclists in the Capital have been made, and a “HGV 
exclusion zone” in rush-hour traffic has furthermore become a main issue in the political 
debate, as most accidents occur in peak hour traffic (bbc.co.uk, see video for summation of 
BBC headlines since September 9). 
The Mayor of London Boris Johnson, the Mayors appointed cycling commissioner Andrew 
Gilligan, Transport for London (TfL) and the Police Commissioner, have furthermore come 
under pressure, as the design of the flagship cycle scheme, the Barclays Cycle Superhighway 
(picture on bottom right), has been heavily criticized for lulling cyclists into a false sense of 
security, as painted blue lines, or green, blue or orange boxes reserved for cyclists at the head 
of the head of intersections (Picture on left), do not restrict cars, lorries and buses from 
encroaching on the space reserved for cyclists. However the Mayor has somewhat replied to 
the criticism by encouraging cyclists to take better care of themselves in traffic – 
inadvertently being criticized for blaming the victims of the recent accidents (bbc.co.uk).	  10	  	   	   	   	   	   	  
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
9 http://theironhorseproject.tumblr.com/post/72319445370/cycling-through-hackney-with-the-news-bbc-london 
10 (Photos of Super highway and Green advance cycle box).:  
http://www.londoncyclist.co.uk/is-there-anything-super-about-the-cycle-Superhighways/ 
http://cyclingwithheels.wordpress.com/2013/06/25/how-many-cyclists/ 
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“The capital’s cycling lobby – young, energetic and media-wise – has launched a strong 
assault on Boris Johnson, London’s “cycling mayor”, questioning his commitment to cyclists’ 
safety and accusing him of victim-blaming. The media, smelling blood, has fallen into pack 
formation” (Hill, 2013:online).  Here it might be worth noting the point that Sir Bernard 
Hogan-Howe, The Metropolitan police commissioner, made in an interview with BBC 
London, saying that; “It seems to me that if you get it wrong, or the driver gets it wrong, the 
person that’s going to pay is the cyclist” (Ryan, 2013). 
 
The curious thing about the debate concerning cycling in Britain is that there is near political 
consensus that more people on bikes is a good thing. However, the research shows that for a 
broad based uptake of cycling, people have to feel safe “[…] and they tend to only feel safe if 
they have access to continuous, well-designed, dedicated cycling infrastructure, including 
(where needed) segregated bike lanes, and redesigned roundabouts and junctions” (Walker - 
theguardian.com). 
 
In Hackney alone, 71 one people have died on the roads between 1999-2010 (Fig. 5), and 
Hackney is furthermore the borough with the 3rd highest level of people killed or seriously 
injured in traffic between 2007-09, having had 375 serious or fatal accidents in this period. 
Only Westminster, being the dubious number one, and the City of London surpass Hackney, 
and Camden and Lambeth make up the last of the top five most dangerous boroughs in 
England – all Boroughs are located in London (Department for Transport). 
          (Fig. 5) 
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Reflecting on the factual number of serous injuries and fatal accidents, there has in recent 
years been a rise in London, climbing from 468 incidents recorded by the Department for 
Transport (DfT) in 2010 – hereof 10 deaths; jumping to 571 incidents in 2011 – hereof 16 
deaths; increasing to 673 seriously injured in 2012 ending the year with 14 fatal accidents 
(bbc.co.uk online; gov.uk). Although the number of serious accidents has been falling since 
1979, being nearly halved since then, the recent increases are worrying. However these 
increases also reflect the growth in amount of daily trips made by cyclists in London, as the 
DfL has recorded a 66% increase in cyclists over the past 10 years (Goodwin, 2013). 
 
Cyclists today make up an incredible 24% of vehicles in London's morning rush hour, 
according to Transport for London (TfL) figures, and London Bridge is averaging 660 bikes 
an hour between 6am and 8pm, making up 47% of vehicles (Laura Laker, 2013-
theguardian.com). In 2011 London furthermore featured more cyclists than cars crossing the 
Thames by the six great bridges of Lambeth, Westminster, Waterloo, Blackfriars, Southwark 
and London Bridge in peak periods – challenging planning provisioning for traffic as well as 
the perceptions held of cyclists as a marginal mode of transport in London (Goodwin, 2013). 
London’s cycling commissioner, Andrew Gilligan, furthermore told the Guardian in an 
interview that “Cycling is clearly a mass mode of transport in central London and until now it 
hasn’t been treated as such. […] Nearly all provision for cycling is based on the presumption 
that hardly anyone cycles, that you can make do with showing cyclists to the side of the road 
and that just clearly is wrong" (Laura Laker, 2013 -theguardian.com). 
Sir Peter Hendy, TfL's transport commissioner, also noted at the Mayor’s cycling vision's 
launch in March 2013, that ‘cheap’ investment into cycling infrastructure gives a benefit back 
to the city more than for any other mass-transport system, and he went on to describe how he 
wanted to make cycling “one of his highest priorities” (Laura Laker, 2013-theguardian.com).  
However, as campaigners and research point out, urban cycling in London is still dominated 
by a minority, and the next goal is to get everyone on a bike (Laura Laker, 2013-
theguardian.com).  
 
An analysis of the specific individuals making cycling trips in London shows that frequent 
cyclists are typically white, male and between 25 to 44 years of age, and on a higher than 
average income” (Goodwin, 2013). This group still has a substantial potential for growth, but 
“much of the potential [for growth in cycling] comes from women, ethnic minorities, younger 
and older people, and those on a lower income” (Goodwin, 2013). It is however interesting to 
note the gender and average age group of cyclists in London, remembering the demographic 
distribution of Hackney (Fig. 4).  
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As the age group between 20-44 distinctively make up the bulk of the population in Hackney, 
and as well as having seen a general gentrification, it would seem that the typical cyclist 
aligns himself to the official view of cyclists in the case of Hackney.   
 
The number of daily trips made by bicycles has jumped from 300.000 daily trips made in 
2001, to about half a million daily trips being made in 2011.  Furthermore, the miles travelled 
by cyclists have been steadily increasing since the early 1990’s, although not yet reaching 
average miles travelled in 1980’s (bbc.co.uk).   
Nationally only about 2% of all trips in the UK are made by bicycle, with an average trip 
length of about 3 miles (4.8 km), according to the latest National Travel Survey from 2012. 
This makes up approximately 1% of the mileage travelled in the UK, as the average cycled 
trip is shorter than the national average of travelled distance per trip. The average trip on a 
bike, furthermore, takes approximately 20 minutes, giving an average speed of about 10 miles 
(16km) an hour (Goodwin, 2013). 
 
Approximately 77% of British households have access to at least one car, and this has become 
the usual form of transport for most people in Britain. 77% of short journeys under a mile (1.6 
km), were done on foot, but 20% of trips were still made by car (Pooley et al., 2013).11 Two 
thirds of the British population do not make a single trip by bicycle in a year, while one third 
make an average of 6-7 trips, travelling proximately 16 miles a year. In total only 
approximately 15% of the population use their bike more than once a week (Goodwin, 2013).  
Moreover, during the recent all party parliamentary cycling group inquiry of 2013, Frances 
Macleod, witnessing before the commission on behalf of the Department for Culture, Media 
and Sport, reported that 85% of the population indeed are able to physically ride a bike. And 
as more people own individual bikes than still own cars, even if many of these are evidently 
left unused; “there seems to be a great potential to support people taking up cycling”  
(Goodwin, 2013) 
 
Moreover, it would seem that in recent years there have  been a quit cycling revolution taking 
place, as the 2011 census revealed a 10% increase in overall cycling to work in Britain’s six 
‘core cities’- excluding London which saw a 66% increase, since 200112 (Goodwin, 2013). 
Moreover the two big university cities of Oxford and Cambridge saw an increase of overall 
modal share. In Oxford cycling levels jumped from a 14.9% of overall modal-share in 2001 to 
17% in 2011.  
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
11 http://www.bbc.co.uk/news/uk-15975564 
12 Birmingham saw a growth of 8.6%, Liverpool 15.8%, Manchester 21.4%, Leeds 34.7%, and Newcastle and Sheffield saw an 
impressive increase of 53.3% and 61% in levels of cycling to work. Though the actual numbers of cyclists are still low, in 
relative terms, the increases in cycling have been significant in the big urban cities of England 
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I myself having recently visited Cambridge, was not surprised to find that Cambridge is the 
official cycling capital of England, as the bicycle holds an impressive 28.9%, or 
approximately 1/3 of the modal-share of work trips made in 2011 (Goodwin, 2013). Arguably 
this amount of bicycle trips made, makes for a different feeling of a city, as is known from 
living in Copenhagen, but also witnessed when staying for two days in Cambridge. There is a 
slower pace of traffic in the inner city, an abundance of cyclists and pedestrian with dedicated 
infrastructure, which seemingly worked in unison with public transport systems and traffic 
filtering, to achieve a calm and stress-free environment with few cars occupying the streets of 
the inner city. 
 
Conclusively, it is important to note that there is a great difference between rural and urban 
areas in Britain, in terms of modal share, and there is a great difference between the rest of the 
country and the metropolitan of London. In London only 41% of all trips are undertaken by 
car, with 31% travelling with public transport and 25% on foot. It can be argued that a 
combination of good public infrastructure and public transport networks, and that the limited 
road space and congestion charging has produced a varied outcome for London, with less cars 
for average trips made (Pooley et al., 2013:5). However, cycling is in the overall picture of 
London underrepresented, but in Hackney, Islington, Lambeth and certain other inner London 
Boroughs there has been significant increases in recent years.    (Fig. 6). 	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Planning	  perspectives	  of	  increasing	  cycling	  levels	  	  
 
Putting the increase of cycling exhibited in England’s big cities into a planning context, a 
growing body of officials from the Department for Transport and London’s City Hall believes 
that car use might have passed its peak, and car ownership may have entered a long era of 
relative decline. Recent years decline in traffic volumes in inner London, while seeing a rapid 
increase in cyclists, might well have enormous implications for how British cities are 
designed, city streets utilized and investments in infrastructure prioritized in the future 
(Goodwin, 2013).  
In hackney, the push for opening up parks to cyclists, traffic calming and filtering small back 
streets, limiting rat runs (through going traffic on small streets) as well as the shear presence 
of cyclists (safety in numbers) have all meant that cycling in Hackney is something that has 
become normal, noticeable and feels relatively safe. Other road users like pedestrians, buses 
and cars are also becoming accustomed to having to share the road with cyclists, although 
there still lurks real dangers of potential accidents when riding in the free moving traffic, – as 
previously mentioned (Fig 613).  
Supporters of “Peak-Car” theory, resembling theories promoted by Danish Urbanist Jan Gehl 
(2010), envision a future, where increasing amounts of the public domain and road space of 
the inner cities is given over to pedestrians, cyclists and public transport. In this vision the 
café culture would come to replace the car culture,  and people would reclaim the streets by 
using the public domain for other things than parking and for providing space for polluting, 
severing and antisocial individualised transport modes (Goodwin, 2013). These aspects are 
also associated with compact city planning and the promotion of shorter trip lengths, 
promoting sustainable public infrastructure investments, cyclists’ and pedestrians’ needs for 
transport over that of the drivers’ needs for more road capacity and for increased speeds only 
supporting further distances travelled (see Deloughery, 2011, Jenseth et al., cited in Næss, 
2008:173; unglobalcompact.org; Williams et al., 2000; Haughton and Hunter, 1994; enks et al 
1996:5; Jenks, 2000, Breheny, 1998; Seabrook, 1996; Kronlid, 2008; Nussbaum, 2005) 
It is furthermore widely accepted that we need to de-link improvements in urban living 
standards and quality of life, from that of high levels of resource consumption and waste 
production, which have been a development rooted in the development models, production 
methods and consumption levels of the modern age. Therefore, the “Compact city” has to 
incorporate the conception of socio-economic sustainability based on intergenerational equity 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
13 See: http://theironhorseproject.tumblr.com/post/69873685196/touch-this-image-london-cycle-deaths-2013 
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and social justice, which also aligns itself with post cars theory (Haughton and Hunter, 1994). 
But even if some planners, planning institutions and politicians are right in their assumptions 
of falling car dependency in Britain’s major cities, “they know that they have a hard task 
ahead trying to convince those responsible for setting roads policy to adopt such a dramatic 
course” (Goodwin, 2013). A statement of one senior official speaking at the recent all party 
parliamentary cycling group inquiry sums it all up rather well, saying: “We are entering a new 
phase in terms of how we need to think about the roads, and if we are not, we should be. It is 
time for a ‘refresh’ about our strategy for what the road network should look like in 20 years’ 
time" (Goodwin, 2013). 
However, any proposed vision is  […] “dependent upon high-quality implementation of 
innovative schemes, and the need to gain public confidence and acceptability to support these 
measures through active involvement and action” (Banister, 2008). The report, Get Britain 
Cycling, concludes that strong political leadership is needed to bring about change, and calls 
on the mayor of London and the prime minister to provide this leadership (Cavenett, 
2013:theguardian.com). The Mayor of London is showing some leadership in this regard as it 
has been announced that £ a billion will be spent on cycling over the next decade, but that has 
not exhumed him from critique in the recent debate over cycling safety and infrastructure 
provisioning. 
Furthermore, it seems that critiques still remain of UK planning policies as it is argued that 
policies fail to deliver on social equity through transport programs in light of the Climate 
Change Agenda, as well as limiting social inequality, and not least improving cycling and 
road safety for the health benefit of citizens, with beneficial economic outcomes for the 
economy overall (see Deloughery 2012). Therefore dissenters of current transport policies 
continue to argue that there is a need to significantly reduce car-traffic levels on UK roads, 
especially in urban areas, for these varied socially, ecologically and sustainably progressive 
goals to be accomplished (see Sustainable Development Commission 2010, Deloughery, 
2012). 
The mayor’s Vision for Cycling, published in March 2013, also supports the principles of 
providing segregated space for cycling on main roads, and where there is not space, reducing 
motor traffic speeds and removing through-motor-traffic (Cavenett 2013:theguardian.com). 
But efforts to increase cycling have been argued to fail if those considering cycling as a 
substitute for cars or public transport are deterred by fear of using the roads. Therefore, the 
problem of securing and delivering a safe and secure cycling environment lies in the hands of 
politicians, planners and road engineers, who have not yet made the connection between 
cycling and the general taming of traffic (Whitelegg, 2013:theguardian.com).  
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Therefore the safety issue has become of central concern if a broad based cycling uptake is to 
be achieved, due to the perceived dangers of cycling in London by the general public.  
A £77m investment into cycling announced by David Cameron, the largest ever national 
investment in cycling,  has signalled a significant change in public policy  as the Prime 
Minister chose to make the announcement himself, rather than leaving it to his isolated 
cycling minister, Norman Baker (Walker 2013:theguardian.com). However, transport 
planners generally agree that to get a significant increase in bike use, it requires spending 
about £20 per person per year and a commitment over many decades.  
This entails the same commitment to cycling, as has been the case for projects like Crossrail, 
the implementation of the Overground system, the congestion charge, the bus lanes or the 
tube upgrade program (Walker 2013:theguardian.com). Many commentators are however 
sceptical that investments and commitments will ever reach the levels needed to truly sustain 
a transformation of London streets to support a general cycling revolution. 
The all-party parliamentary group has urged the government to invest at least £1bn a year on 
cycling, for decades, if the goal of increasing cycling levels is to be achieved (Walker 
2013:theguardian.com). Thus far, the only person to have outlined a vision that goes 
somewhat towards the amounts described by experts needed to support a cycling revolution 
with a national cycling average of 10-20%”, is London’s mayor, Boris Johnson (Goodwin, 
2013). In March the London Mayor set out an ambitious plan to double cycling levels by 
2020 with a budget of £900m to support the policy goal of increasing cycling, as well as 
creating 3 mini-Holland districts in parts of London suburbs (Walker 2013:theguardian.com). 
 
Cycling	  potential	  in	  London:	  
 
That Hackney is changing, is evident though reflecting on the recent 2011 census, as the bulk 
of the population in Hackney now lies within the ages groups of 20 to 45 years, who have 
begun defining the city in their own image, as indeed "Every Generation must build its own 
City" (Austin Williams cited in Alex Danchev, 2011:446). 
Here it might also be relevant to reflect on what Jane Jacob describes in her classic text, “The 
Death and Life of Great American Cities” (1961), and what Richard Sennett describes in ”The 
Fall of Public Man” (1977). Both argue that the presence of strangers in cities is the essence 
of civility and safety. “Sennett describes the city as the place where strangers are most likely 
to meet’ and defines ‘civility’ as ‘treating others as strangers and forging a social bond on 
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that distance’. Jane Jacob basses her case on ‘natural surveillance’, which is built around the 
informal social control of strangers” (Cited in Minton, 2012:142). 
This perspective, thinking of the above stated quotes, reminds one of the growing number of 
cyclists on the streets works as natural surveillance, taming and civilising streets and traffic, 
and cyclists are in essence transformative agents of the street scene. This is not least due to 
the strategies and tactics employed by cyclists in their spatial relationships, meaning that 
through the bicycle claiming evermore space on the road it is also changes general of the 
traffic as the bicycle is mingling in this free flowing system (De Certeau, 1984:38).  
But although the cycling culture in Hackney might be considered “Avant-garde”, as the 
borough is indeed leading the way in terms of realising the cycling potential in London, there 
seems to be an increasing focus on making cycling safer for all, and indeed mainstreaming 
cycling – exhibited by the growing media attention given to cycling, as well as the political 
attention and financial commitments to improving road infrastructure in London.  
Moreover it seems that cycling suits London and Hackney as it is a fast form of transport, not 
least exhibited by a race conducted by Top Gear (a BBC Program), racing a bike, public 
transport and the car across London, where the bike won ahead of public transport and the car 
as being the fastest way to get around inner London (see project.tumblr.com/search/top+gear).  
 
A lecture, recently viewed by Saskia Sassen (see blog14), where she told of the transformative 
potential of introducing dog-walkers into “bad neighbourhoods” in New York City in the 
80’s, again reminds the author of the transformative capabilities of having people zig-zaging 
and navigating their way through our cities. Furthermore, Sassen discuses the concept of “the 
city talking back”, which might also seem relevant for this dissertation as cyclists are indeed 
using the city, traversing, navigating and negotiating the streets, leaving their vehicle (the 
bicycle) as visible artefacts of the changing nature of transport in certain districts of London. 
The ghost bikes littered around London, the vigils held for cyclists killed by HGV’s, the 
demonstrations demanding political action, as well as the recent spate of accidents have 
furthermore been used to raise the issue of inadequate infrastructure in London. Therefore it 
seems that the city is beginning to talk back when concerning cyclists’ perceptions over safety 
and the environment that confronts them on a daily basis. 	  
Transport for London (TfL) has recently also issued a new method of analysis to calculate the 
future potential of cycling in London. The TfL method shows that even after allowing for all 
the trips that could not realistically be made by bicycle, that only 7% of the potential of 
cycling is currently realised in London, ranging from almost 0% cycling in some London 
boroughs, to 24% of the potential being realised in the leading borough of Hackney.  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
14  http://theironhorseproject.tumblr.com/search/lecture    - http://theironhorseproject.tumblr.com/post/64108587025/saskia-
sassen-the-future-of-smart-cities 
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The London Cycling Campaign’s (LCC) chief executive, Dr Ashok Sinha, said: "The latest 
cycling figures from TfL simply underline that given the right circumstances, a large 
proportion of London’s population would opt to cycle to work” (Laura Laker, 
2013:theguardian.com). 
 
Furthermore there is a growing unrest within the cycling community wanting to see change 
concerning cycling investments, as more than 71,000 people have signed the Times petition 
calling on the government to implement the recommendations of the Get Britain Cycling 
report, being the most evident example of the city talking back over concerns of cycling 
(Torrance, 2013:theguardian.com). 
It therefore seems that the city’s cyclists are becoming outspoken, and that planners and 
politicians are beginning to reflect on the increasing number of cyclists occupying and 
making up traffic in London. Moreover, the described political situation and media attention 
paid to cycling might seem to suggest that cycling and the political issue of cycling 
provisioning is moving from a peripheral issue, to play a more central role, as to 
accommodate the non-negligible number of Londoners who choose to cycle. London’s 
mayoral candidates also faced a block vote by cyclists in 2012, where Boris Boris Johnson 
after intensive lobbying from the London Cycling Campaign, Johnson promised; “I am fully 
committed to meeting the three key tests15 of LCC’s ‘Love London, Go Dutch’ campaign,” 
which are to be completed during his next mayoralty. (lcc.org.uk16)  
The arguments behind supporting the burgeoning cycling revolution are many, but mainly 
revolve around living longer, physically active and healthy life, as well as arguments 
concerning  clearing congestion off our roads, keeping smog and pollution at bay and helping 
Londoners to recognizing and utilise their neighbours by reclaiming the streets by freeing up 
space for socialising (Torrance, 2013:theguardian.com, also see17).  
Two great video lectures explaining the benefits of cycling, summing up the benefits of 
cycling are by James Sallis18 and acclaimed cycling researcher Professor John Pucher19. 
Moreover,	   there	   seems	   to	  be	   cross	  party	   alignment	   in	  English	  politics	   over	  promoting	  and	   recognising	   the	   benefits	   of	   cycling.	   The	   shadow	   transport	   secretary	  Mary	   Creagh	  (Labour)	  wants	  to	  move	  cycling	  from	  the	  margins	  to	  the	  mainstream,	  with	  the	  ultimate	  goal	  of	  catching	  up	  to	  countries	  like	  Germany	  and	  Denmark,	  stating	  that	  “When	  nearly	  a	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
15  #1 Implement three flagship Love London, Go Dutch developments on major streets and/or locations. 
 #2 Make sure all planned developments on the main roads that they controls are complete to Go Dutch standards, 
 especially junctions. 
 #3 Make sure the Cycle Superhighways programme is completed to Love London, Go Dutch standards. 
16 See demands at: http://lcc.org.uk/pages/campaign-demands 
17 http://theironhorseproject.tumblr.com/search/Article 
18 http://theironhorseproject.tumblr.com/post/63074901906/transportation-strategies-for-healthier 
19 http://theironhorseproject.tumblr.com/post/72332954420/promoting-cycling-and-walking-for-sustainable 
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quarter	   of	   car	   journeys	   are	   less	   than	   a	   mile,	   the	   switch	   to	   pedal	   power	   can	   cut	  congestion	  and	  pollution,	   improve	  public	  health	  and	  boost	   the	  economy.	  However,	  we	  need	   to	  move	  up	  a	  gear	   to	  catch	  up	  with	  countries	   like	  Germany	  and	  Denmark,	  which	  have	  set,	  and	  met,	  their	  impressive	  targets	  to	  increase	  cycling"	  (Creagh,	  2013). 
The shadow transport secretary’s main priority for cycling investment would be to focus on 
the redesigning of dangerous junctions, where almost two-thirds of deaths and serious injuries 
occur. Creagh argues, like many commentators and researchers that “A streak of coloured 
paint on the road is no substitute for cycle paths set apart from traffic”. “A Labour 
government would cycle-proof all major road schemes, by subjecting them to a Cycling 
Safety Assessment prior to approval. We need an HGV action plan to work with the haulage 
industry to make them safer for vulnerable cyclists and pedestrians" (Creagh, 2013) 
But although there is cross party agreement on the benefit of increasing levels of cycling, 
Creagh states that the current national government is only investing " £114m in cycling over 
the next three years. In contrast, the government is spending £28bn on roads by 2020" 
(Creagh, 2013).	  
 	  
Hackney;	  The	  “cycling	  heart”	  of	  London	  
 
Hackney, as already explained, is leading the cycling revolution in London. However, not all 
of the districts of Hackney are exhibiting the same levels of cycling or the same growth in 
cycling. It might therefore make sense to remind ourselves that ”Differences within places are 
about the degree to which difference is permitted to intrude into a place. To what degree does 
a place embody difference and to what degree is it purified. Purified places have the capacity 
to limit identity formation, while difference within places open up new possibilities” (Dovey 
2008:57). 
 
Through reflecting on this quote, and through living in the northern part of Hackney in 2005-
2006 and for the duration of writing this dissertation August 2013 to January 2014, the 
differences between the districts of Hackney have become apparent, as the southern and 
central parts seem to be where the life, night life, and urban redevelopment is mostly taking 
place. However, when conducting the research for this dissertation, taking surveys in the ward 
of Queeensbridge and interviewing informants (all cyclists), people have been aware of and 
very proud of living in Hackney (as a general abstraction) due to the cycling culture they 
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associate themselves as being part of and that indeed defines all of Hackney – although 
evidently to varying degrees. (Pooley et al., 2013:5; Hackneypost:online). 
 
The figures, provided by London Datastore – for the Hackneypost, show that 19.1% of 
residents cycle to work in Queensbridge, which holds the highest percentage of cycling 
throughout inner London.  Queensbridge also recorded the highest percentage increase in 
people commuting to work by bike, as the ward has seen an 11.3% rise since 2001, followed 
by Dalston, Hackney Central, Clissold, Hackney Downs and Stoke Newington, which all 
record an increase of more than 10% since 2001.But while Hackney Council has worked in 
conjunction with local groups to make cycling safer, there are dangers that continue to put 
people off cycling (Hackneypost:online). As Mandy Black, a Dalston retiree, reported to the 
Hackneypost: “I cycle a lot around Hackney to go to the shops, but I don’t think I would ever 
cycle to central London, as it’s much more dangerous and I don’t think drivers really look at 
cyclists” (Hackneypost:online). 
However, the latest data suggests that local efforts to equip Hackney’s roads for cyclists with 
more signs, cycle counters, parking spaces and secured parking facilities, as well as quick-fix 
workshops and road redesign and traffic calming schemes on many streets, are having an 
effect. As Richard Jones, an IT specialist from London Fields, explained to the Hackneypost: 
“Hackney is a great place to cycle. There are much better facilities for bikes than there used to 
be, so my journey to and from work is easier and more enjoyable" (Hackneypost:online). 
That hackney is changing has been put into perspective through reflecting on the demographic 
composition, as already mentioned. Furthermore, from living in the district in 2005-06, I have 
been able to myself observe and reflect on changes in how the district looked and felt before 
and now, and how it has evolved – Hackney becoming a hip young borough.  
Research also shows that London is “turning inside out”, as affluent young professionals 
seem to be staying in the inner-city longer, turning places such as Dalston (in Hackney) into 
hipster enclaves. The outer suburbs are thus getting poorer, as people who cannot afford 
inner-London rents are pushed further out. (economist.com) The most detailed “gentrification 
map” of London, featured on the next page, also reveals how the formerly gritty East End has 
prospered in recent years, while the spacious outer suburbs have entered a relative period of 
decline.  
This development shows a remarkable reversal of fortunes in 21st-century London, with 
inner-city areas such as Stratford, Hackney, Bethnal Green and Canning Town growing at the 
expense of the Urban fringes. However, it seem that people now prefer to live close to the 
urban centre, and the hustle and bustle of the city  (Standard.co.uk). 
The map, drawn up by researchers at the estate agency, Savills, has marked areas that have 
moved upmarket in red, and those that have suffered “reverse gentrification” in blue. A band 
of red runs across the east and south of the City, including areas that were once dominated by 
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slums, but have now become fashionable among young London professionals, among which 
Hackney features prominently as a popular borough for young professionals.  
The map has been compiled by using a measure of socio-economic class, used by the Office 
for National Statistics, and shows the change in the demographic profile (income levels) of 
areas around London. Hackney is bright red, as young professional seem to flock to this new, 
hip, and lively district of London (Standard.co.uk). 
Researcher Neal Hudson, who compiled the figures, said the areas that had gained the most 
were those that had seen the biggest number of major new residential developments, 
particularly along the river and on the eastern fringe of the City. The development portrayed 
by the map reflects on the dramatic rise in popularity of “urban living” among professionals 
working in the fast-growing technology and creative industries, that are increasingly driving 
London’s economic growth. The trend may also have been accelerated by the Olympic effect, 
of the London 2012 construction of the Olympic Park and associated redevelopments in east 
London (Standard.co.uk). 
In areas where average prices are between £350,000 and £400,000, the biggest increases were 
seen in the Leabridge ward in Hackney, where homes were sold 50 per cent above their peak 
of the financial crash in 2008. The second fastest growth was in King’s Park ward, also in 
Hackney, where prices are 44% above their previous peak. Hackney’s Queensbridge ward, 
which includes most of Dalston, has also seen massive increases in prices (Standard.co.uk). 
However, around 40% of properties are still social housing in Hackney, and therefore a large 
part of the property market is not open to the influx of young “hipster-yuppies” (description 
found in associated article - Standard.co.uk).  
Moreover, affluent professionals are also competing for housing with immigrants, who tend 
to earn less, but who are also willing to squeeze four or five people into a single room to cut 
costs. This contributes to Hackney having a diverse population with very visible income 
inequalities, as turning a corner one might go from a well-kept affluent Victorian Terraced 
Housing District, to entering a Housing estate that is rather neglected in terms of comparative 
appearance, to housing units that are neglected and dilapidated, but still feature tenants 
(Minton 2012; Standard.co.uk). 
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(Fig. 7)  
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Summation of Chapter Two  
 
The descriptions and information outlined in this chapter have informed the reader of the 
factual developments, as well as initial observations regarding increasing levels of cycling as 
well as safety concerns over as the number cycling deaths and serious accidents that have 
increased in recent years, although road safety has improved since the beginning of the 
decade. The reader has also been informed of the political aspirations driving London 
mayor’s commitment to spending vast amounts of money to provide better and safer 
infrastructure for the growing number of cyclists, making up and increasing and non-
negligible part of road traffic in inner London. However, it is only in certain wards and 
boroughs that cycling is growing rapidly, and it is not in this way a citywide phenomenon as 
of yet. Cycling levels even vary heavily within the boroughs of Hackney – being at the heart 
of the apparent “cycling revolution”.  
Hackney has furthermore been described as a district having gone through an economic 
blossoming, leading to the borough being heavily gentrified over the recent past, and as the 
district has become popular for young professionals, it seems that the cyclings popularity has 
also increased. 
The arguments behind supporting the cycling are many, but revolve around living a longer, 
physically active and healthy life, as well as arguments concerning  clearing congestion off 
our roads, keeping smog and pollution at bay and helping Londoners to recognize and utilise 
freed up space for socialising, meeting and trading on the streets. Moreover it has been made 
clear that there is a growing awareness and attention paid to cycling in the media, the political 
arena and the general public, with a seeming cross-party recognition of the benefits of 
promoting cycling in the UK, although there is disagreement on how to achieve the goal of 
increasing ridership levels. 
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Chapter	  Three:	  Theories	  and	  Methods	  utilised	  	  
 
Having set the stage through an initial introduction of the project and the proposed research 
design in Chapter One, and having provided a more in depth summation of various relevant 
developments framing and driving the change, exhibiting more people starting to use the 
bicycle in central districts of London in Chapter Two, it is now time to turn to the theoretical 
and methodological conception laying the foundation for conducting the research meant to 
illuminate cyclists’ perceptions.  
Therefore, before being able to turn to presenting the research findings, a critical examination 
of the methods utilised as well as the theoretical grounding for the project need to be 
introduced, described and discussed in more detail.  
 
In Chapter Three, the reader will be introduced to how the conception of space and place has 
been theorised and conceptualised in this dissertation, with relevance to how it is possible to 
discern variations in space to make up a readable picture for analysis in the research. 
Furthermore, through the theorization of performativity of bodily-individuals relating to place 
and space, it will be argued how it is possible to conceive of ways to analyse individual 
behaviour. This will be argued as being a main theoretical conceptions for discussing how we 
as individuals, and the researcher in particular, is then able to conceptualise and indeed be 
made aware of processes taking place, forming behaviour in space as well as perceptions of it, 
to then be captured by the utilised methods. As space is argued to be manifested through the 
performativity of individuals, it becomes endowed with history, culture, design, intent and 
power, and it is through observing these framing structures that it becomes possible to 
conceptualise how to discern perceptions, hierarchies and rhythms and to capture these for a 
discussion and analysis of the research finding in Chapter five.  
The theoretical part of this chapter will therefore provide the phenomenological basis on 
which the research design and the utilised methods stand for placing the individual at the 
centre of the research findings. 
Fundamentally, however is the individuals’ understanding of the world, as it is the individual 
who has the knowledge and insight to shed light on perceptions. Methodologically it has been 
through the use of a survey, own documented observations and interviews with informants, 
that it has been possible to construct a mosaic of narratives of cycling. Therefore the second 
part of this chapter will include an examination of the qualitative ethnographic mixed-
methods utilised in this project for capturing cyclists perceptions.   
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Theory	  and	  Methods	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A	  phenomenological	  basis	  for	  the	  Project:	  	  
 
For answering how cyclists perceive and navigate the roads of London, a plurality of 
methodological approaches (i.e. mixed-methods) has been utilised, in accordance with the 
theoretical foundations of reflexive ethnography. This is based on a Lefebvrian 
understanding, that the production of space and place are “conceived in terms of embodied 
practices and processes of production [which] are simultaneous material and discursive. From 
this perspective, space is most usefully understood as nodal points of connections in wider 
networks of socially produced space” (Gregory et al., 2013:218). This is what Massey refers 
to as an extroverted sense of place, as places are formed through relations to the surrounding 
environment, where boundaries are socially constructed and therefore also contested (Massey, 
1994). Individuals therefore both produce places externally, and make sense of the world 
through internal processes, in “a dynamic and open-ended system of relational 
transformations […]” (McCormack, 2009). 
Phenomenological studies have shown that "our experience of the environment is 
fundamentally based on the coordinates of our bodies, giving 'place' primacy of 'space'" 
(Kusenbach, 2003:455). This is what the philosopher E., Casey (1993) describes as how 
movements “constitute our primordial sense of the environment as a diversity of places” 
(Cited in Kusenbach, 2003:455 – also see Casey, 2001). This perspective is similar to the 
concept of 'perceptual space', developed by the humanist geographer Relph (1976:11) who 
claims that perceptual space is "richly differentiated into places, or centres of special personal 
significance" (Kusenbach, 2003:456). 
 
Moreover, as relational embodied practices and our perceptions of spaces form our 
understanding of our environment, it might be worth reminding ourselves what this 
individualised conception of space  entails when concerning public space. Namely that “The 
ideal of a progressive sense of place is one where interests are diverse, [therefore] there can 
be no singular ‘public interest’. These diverse interests, however, are bound together by a 
common interest in shared use of public space, even where desires for its future may not be 
shared" (Dovey, 2008:57).  
This statement helps theorise on understandings of the contested and politicized relations 
between the identity of bodies and the identity of places (McCormack, 2009; Gregory et al 
2009:287-95), and underline that there is no “singular public interests”, (Dovey, 2008:57) but 
that there is a shared interest in our public domain. From the above stated theory, one can 
further extrapolate and expect that the research findings to some degree will have 
contradictory statements, as well as common narratives concerning the interests and desire for 
the “public space”, viewed from the position of the various cyclist informants.  
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The key effect that the concept of performativity in relation to the formation of 
undifferentiated space transformed into endowed places has had in field of human geography 
and urban planning, has been to contribute to an understanding of space itself as being 
performative. As it is though the individual actors that occupy and act in space, this then leads 
to relational meanings and understandings being attached, and in doing so, our perceptions of 
our environment then becomes a performative process (see McCormack, 2009; Lefebvre, 
2004; de Certeau 1984; Soja 1989, Goffman 1959). 
Yi-Fu Tuan describes this performative process as taking place between the individual bodily 
self, and the situatedness of space, beginning with “undifferentiated space [which then] 
becomes place as we get to know it better and endow it with value. It is however relevant to 
note that the idea of place and space require each other for definition (Tuan 1977:6). In other 
words, it is through dwelling in space that we organise it into a ‘human space’, which is 
uniquely dependent on sight and our other senses to expand and enrich the visual space, and 
dramatize the spatial experience (Tuan, 1977:16).  
 
It is also though the body, with a special focus paid to observations of the eye that 
rhythmanalysis, as envisioned by Lefebvre (2004), can try to make sense of and analyse the 
world as it unfolds. Lefebvre explains that; “Everywhere where there is a interaction between 
place, time and an expenditure of energy, there is rhythm", and it is through observations and 
use of our bodily senses that we can make sense of these rhythms  (Lefebvre, 2004). 
Michel de Certeau, like Lefebvre and Tuan, puts an emphasis on the importance of the 
mastery of the human body and especially of sight, to make it possible for individuals to 
divide and differentiate space, thereby making sense of these ‘cognitive components’ and 
structures that begin to form, as we adapt to and perform and navigate our way through space. 
As space then becomes evermore divided into personalised and endowed places through 
experience and formed perceptions, it is possible in de Certeau’s panoptic view of practice, to 
transform foreign forces into objects, that can then be observed and analysed, as individuals  
negotiate this environment of obstacles.  
By transforming observable forces into objects, it thus becomes possible for the individual to 
predict developments through observational positioning, and thereby make it possible for the 
individual to attempt to negotiate these forces and objects. In this way the individual uses his 
scope of vision, to negotiate a chosen path, by using tactics to overcome opposing forces and 
objects.   Therefore, “To be able to see (far into the distance) is also to be able to predict, to 
run ahead of time by reading space” (de Certeau, 1984:36). Of course one should not forget 
that the blind are also able to read and make sense of space, but for this dissertation, special 
emphasis is placed on the optic nerve for observing and analysing behaviour and perceptions 
in relation to our environment, thereby keeping in line with the described theories of Tuan, 
Lefebvre and de Certeau. 
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For Michel de Certeau, the approach to reading space and place, begins when the ordinary 
man becomes the narrator of his world, and defines the (common) place of discourse and the 
(anonymous) spaces of its development (de Certeau, 1984:5).  
Importantly people are constrained by visible, conscious and sometimes subconscious and 
invisible notions of structures, hierarchies, social dogmas, societal rules and laws, as well as 
manifested structures in both a psychological sense and physical sense, as well as being 
informed by personal experience and gained knowledge. It is in this seeming chaos of written 
and unwritten rules, laws, habits and rituals in which the “ordinary man” finds himself in the 
everyday. In this chaos de Certeau describes how people tactically choose to navigate and 
negotiate their way through space.  
 
De Certeau notes that, through this analysis of the everyday, by viewing it as a tactical 
endeavour where individual actions take precedence, it allows urban researchers to 
conceptualise individual actions, as people (the ordinary man) attempt to capitalise on 
acquired advantages. Through the theories set out by de Certeau, one can begin to theorise 
about how individuals prepare for future actions, which opens up a certain independence with 
respect to established rules, laws, dogmas and hierarchies, which can be viewed as a battle of 
the individuals tactics “combating” society’s strategies, set down by dominating structures, 
as; “Power relationships define the networks in which they [the ordinary men] are inscribed 
and delimit the circumstances from which they can profit (De Certeau 1984:34). 
Therefore, de Certeau calls negotiating the everyday life, “the game of tactics and strategies”, 
as life takes place within the fluidity of various power structures and physical environments 
formed by man, as well as hierarchies inscribed with culture, habits and negotiation (De 
Certeau, 1984). Making a reference to a game or a sport might then seem appropriate, as 
tactics are being utilised by the “ordinary man” to overcome restrictions faced by the 
strategies of the more powerful in societal hierarchies and structures, which he is confronted 
with and has to negotiate20.  
 
However it is important to note, as Yi-Fu Tuan states, that “man, out of his intimate 
experience of his body and with other people organises space so that it conforms with and 
caters to his biological needs and social relations” (Tuan, 1977:34). However, as already 
stated, organised space also features power relationships and hierarchies which sometimes 
takes on a life of their own, and therefore space does not necessarily conform to individual 
needs and desires, and must sometimes be negotiated tactically. 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
20 “The space of tactic is the space of the other, thus it must play on and with the terrain imposed on it and organised by the law 
of a foreign power. It does not have the means to keep to itself, at a distance, in a position of withdrawal, foresight, and self-
collection: it is a manoeuvre “within the enemy’s field of vision” as Von Bülow put it, and within enemy territory. (De Certeau 
1984:37) 
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In conceptualising a way of observing how various structures frame our lives, it is worth 
noting Henri Lefebvre’s understanding of time. This perspective is relevant as Lefebvre 
points out that we, as humans, have become accustomed to pacing ourselves to the tyranny of 
the clock, and that we have become habituated in training ourselves to conform to the 
structures that surround us (see fig. 3). Foucault describes this in his book “Discipline and 
Punishment”, as “dressage”, where he writes of people becoming accustomed to disciplining 
and training their bodies and minds to conform to societies rhythms and norms (Elden cited in 
Lefebvre, 2004). 
However we must not loose sight of, that it is the body that relates itself to space, 
remembering that the body not only occupies space, but that the body also commands and 
makes sense of space through intention of the mind (Tuan, 1977:35). Therefore space can be 
understood as humanly constructed space, which indeed in most urban setting is designed 
with intent by the powerful – although intentional designs do not always result in the planned 
or supposed outcomes. As an example it has been argued with regard to Cycle Superhighway 
2 in London, featuring a disproportionate amount of fatal accidents, that this has been due to 
inadequacies of the road design from the onset of the opening of the route.   
 
Furthermore, as man lives with intent, he must eventually call into question dominating 
structures if desires cannot be met through abiding by societal rules and laws. De Certeau 
argues that it is through the use of tactics, that strategic structures can be challenged or 
subverted by the weaker partner in the performative relationship between positions in a 
hierarchy. By utilising tactics it is possible for individuals to gain sought after advantages, 
thereby creating an alternative relational understanding of space through embodied actions 
(Performativity), and thus challenge the “status quo”. By creating new realities of 
understanding through the use of various tactics of how space can best be traversed, it can 
become possible for a mass of individuals to transform “strategic” hierarchical structures as 
the tactic forces the structural hierarchy to react or risk complete subversion, and the 
breakdown of the structured hierarchy.  
Moreover it might be worth noting that according to Foucault, knowledge and power are 
closely interwoven, as knowledge will usually accommodate what the prevailing discourse 
acknowledges and recognizes as knowledge. Foucault further writes about the scientific 
hierarchy of knowledge, that it is at the bottom of the discursive hierarchy that we find 
"subjugated knowledge" (Foucault, 1980:81-85), and these subordinate discourses are 
neglected and forgotten forms of knowledge and practices, which the dominant discursive 
practices and hierarchy of knowledge do not accept or do not focus on. Some ethnographic 
researchers claim that the “oppressed perspectives” of a given social construct, which refers 
to a 'gaze from below', are privileged in the epistemological sense, as the oppressed 
experiences are (of an epistemological primacy) and therefore better placed to put into 
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perspective current social structures (Harding, 2004:136). This has also been part of the 
considerations of looking at cyclists, and through their eyes analyse rhythms, hierarchies and 
power relations relating to the hierarchies of the road in a wider sense, as articles has hailed 
the cyclists to be somewhat subjugated in relation to the road culture and in some drivers 
perceptions. 
In this way there is an argument that the research findings will not only be able to shed light 
on cyclists' perceptions and use of space – through the methods and collected documentation, 
but that the research will also shed light on other relationships and on the general hierarchy of 
the roads in London. 
	  
The	  Relationship	  between	  Materiality	  and	  Subjectivity	  
 
As sociality is inter-subjective, and the subject being the indispensable component of inter-
subjectivity, sociality is thus reliant on individual's subjective consciousness. Fundamentally, 
subjective awareness is dependent on an always-present materiality, necessary for the 
formation of any subjective awareness.  
However, materiality does not constitute our world of thought - instead it is to be understood 
as an imperative for inter-subjective exchange, as a kind of sensory witnessing a materiality, 
imperative for all exchange. We need to have a common understanding of what we are talking 
about, where we are placed, what we are looking at and describing before a conversation and 
a meaningful exchange can take place. This inter-subjective awareness, based on physical 
experiences of the spaces we occupy, is grounded in Husserl’s classical phenomenology, in 
which all consciousness is intentional, i.e. 'directed against something' (Husserl, 2012), or as 
Jean-Paul Sartre formulates it: "All consciousness is consciousness of something" (Sartre 
1964:16).  
In this respect, the situatedness that the informant and the researcher find in the field is 
defined, by Blaikie, as a "dynamic objectivism" seeking: "a form of knowledge that grant the 
world around us its independent integrity, but does so in a way that remains cognizant of, 
indeed relies on, our connectivity with the world” (1978)  
The physical world around us therefore is a necessary factor for the emergence of awareness 
of anything at all. Something must be witnessed, before we can make it conscious – as indeed 
the deaths of six cyclists on the road of London must be broadcast before it can make and 
impact on common perceptions of road safety. Furthermore, experience of cycling, and 
indeed cycling on the streets of London as opposed to Copenhagen or Berlin, has to be 
experienced before a deeper conversation can be had, concerning how it feels and what the 
experience has made you think – thereby making it essential to immerse oneself into the 
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physical realities before the perceptions gained through informants if the physical experiences 
can truly be discussed.  
	  
	  
Affect	  -­‐	  feelings	  and	  subconscious	  perceptions	  
 
Research on subjective interaction and perception of the physical environment is often faced 
with the problem of “the source of emotions seem to come from somewhere outside the body, 
from the setting itself, but this setting is cancelled out by methods like questionnaires and 
other such instruments” (Thrift, 2008; Spinney 2009, 2010) 
Therefore, one is confronted with a fundamental problem when doing interviews and 
documenting environments through the use of video and photographs. This is mainly 
concerning the inherent problem of a recollection of an experience, talked about during an 
interview, which in essence is not the experience itself but a recollection of it. Consequently, 
affect cannot be concisely documented in speech, or in conversation as it is more a feeling or 
discourse. 
Moreover when trying to capture affect in the spoken or written language or in the visual arts, 
to represent or document our experiences, we do not communicate or capture the actual or full 
experience, but merely a linguistic or visual representation. The problem of affective 
recollection being; “[t]hat emotions are largely non-representational: they are ‘formal 
evidence of what, in one’s relations with others, speech cannot congeal" (Katz 2000: 323 in 
Thrift 2008).  
 
Outlining	  Methodological	  Considerations	  	  
 
For this dissertation an array of mixed-methods have been chosen for the research design, 
which without further explanation may seem illogical to epistemologically combine. These 
methods have been used for gaining a deeper understanding of cyclists' behaviour and 
perceptions through the use of surveying, interviewing and filming routes and environments 
traversed by cyclists, including informants routes to work, and own observations from the 
Saddle and from the balcony (the front seats on the first floor) of a London double-decker 
bus. Also a minor survey was conducted on cyclists’ perceptions, where 44 responded, giving 
a broader based insight into perceptions based on structured questions. All these methods 
focus on personal observations and cyclists’ perceptions, which have been coupled to form an 
examination of the physical environment and the perceptions hereof. 
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The conducted observations and interviews are grounded in recent years' cultural 
geographical traditions, based on reflexive ethnography and a Lefebvrian understanding of 
space and performativity, introduced on the previous pages. In addition, the use of the author's 
subjective self as an ‘informant’ has been utilized, which is an approach grounded in Non-
representational Theory and auto-ethnography (Thrift, 2000; 2007; 2008; see Gregory et al., 
2013:503-5, Spinney: 2008, 2009; Larsen:2012).  
By using the perspective of the flâneur or an auto-ethnographic approach to cycling, where I 
myself have observed and felt the street scenes of the city while cycling through Hackney, the 
project has tried to utilise a form of “Dérive”, meaning; “A mode of experimental behaviour 
linked to the condition of urban society, through a technique of transient passage through 
varied ambiances” to describe the urban environment both physically and affectively 
(Coverley, 2010; Gregory et al., 2013:685-6).  In this dissertation, the use of video 
ethnography has been used as a way of documenting some of the observations of passing 
through the streets of London, forming the basic research findings to be used for describing 
and analysing rhythms, hierarchies. Video material has also served to document informants 
routes to work, and for describing what confronts them in their daily negotiation of traffic, as 
well as observing what tactics they utilise for getting around. 
 
These mixed-methods are meant to compliment each other, in a research design that combines 
a subjective perspective through the conducted interviews and filmed routes, with a focus on 
the physical observable environment, as well as personal affective descriptions. Furthermore, 
a small quantitative survey (44 respondents) has helped to also give a snapshot of cyclists’ 
perceptions, for triangulating the results. 
The mixed-methods used i.e. surveys, interviews, the “flâneur” perspective of experiencing 
the city myself, as well as the various video-methods utilised, shed light on different aspects 
of cycling in London. As the set task has been to construct a cohesive and illuminating mosaic 
of narratives, highlighting the uniformity and divergences in perceptions of cycling in 
London, it has been in the research findings that perceptions have been presented and in the 
discussion that the author has had to work hard to interpret and present the findings in a 
representative and yet deductive manner. 
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On	  qualitative	  mixing	  	  
Mixed-method research generally denotes adopting a research strategy that employs more 
than one type of method for gaining insight into the research area. Quantitative, ethnographic 
and action research designs can furthermore include multiple methods in of themselves i.e. 
questionnaires, surveys, observations, interviews, and various sorts of documentation methods 
and writing styles, as employed in this dissertation.   
A qualitative approach is typically defined by purposive sampling, and using semi-structured 
interactive interviews to collect data, mainly focused on data relating to people’s judgments, 
attitudes, preferences, priorities, and/or perceptions about a subject – and analyses the 
findings through sociological, [ethnographical] or anthropological research techniques. 
Qualitative research is also associated with the interpretist and constructivist tradition, which 
includes a recognition of multiple realities, and further believes that objective and value-free 
science is impossible. 
 
This conforms to the theory outlined on the previous pages, and entail that the methods used 
therefore seek to involve many stakeholders in an attempt to obtain multiple perspectives to 
uncover perceptions, through purposive sampling, semi-structured and exploratory data 
collection methods.  
However, it is important to recognize that qualitative and quantitative methods stem from 
different paradigms, and hold different assumptions about the nature of knowledge (ontology) 
and the means of how to generate knowledge (epistemology) (Bazeley, 2002). This is 
important, as the quantitative angle has been utilised in Chapter Two, where a lot of statistics 
and general summations were drawn up to introduce the reader to a general reality, portrayed 
by quantitative representations of London’s recent development. The inclusion of the broad 
based quantitative angle in Chapter Two and the small surveys in the research findings have 
primarily meant to work as ensuring the triangulation of the in-depth qualitative research 
findings of own observations and the interviews.  
Why	  Ethnography	  is	  best	  suited	  for	  this	  project	  
 
Qualitative exploration, as well as the context-specific focus is what defines geographic 
ethnography, as well as a desire and eagerness to learn, observe, understand, describe, analyse 
and communicate how people interact with each other in specific situations in specific places 
and times.  It is a method that is focused on social practice, with the aim of developing a 
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deep/deeper understanding of individuals and group cultures and behaviour in relation to 
“everyday life” and the manifestation of places (Larsen & Maged, 2011:304). 
 
The complexities of the environments in which researchers operate and seek to describe, 
demand competencies enabling various and often multiple responses to changing and 
developing situations. This often entails diversifying and adapting to the uniqueness and 
uncertainty of the situations confronting the actual research. Research in the field therefore 
demands continuous adaptation of ideas, methods and techniques, involving issues of 
improvisation, experience and intuition, as has indeed been the case for the duration of this 
dissertation, not least concerning the evolving media focus on safety issues concerning 
cycling, political ambitions and scrutiny infrastructure design covered in the general media.  
The ethnographic approach to examining the city's social-geographic manifestations of 
cyclists’ perceptions, as described, necessarily deals with how people "live" places and 
attached meanings to sites. Following the theoretical summation, one must necessarily focus 
on how people use, make use of and behave, form feelings and perceptions towards other 
people, groups and the physical environment. 
Focussing on perceptions therefore entails that the researcher must conducts studies that focus 
on concrete face-to-face relationships and social interactions between individuals and groups 
in a given area. Ethnographic researchers are interested in how different people experience, 
sense, use and abuse, live with, relate to, fight for and identify themselves with places and 
people. In studying people, through the use of an ethnographic approach, one is trying to 
examine how actions and self-realisations create new realities, perceptions, rhythms, 
hierarchies, identities, opinions and conflicts. 
For these reasons geographical ethnography is well placed to be used in studies of how 
interaction between the intended use of the planned environment and the actual every day 
bodily use of the place are unfolding, and what might be the most pressing issues concerning 
specific groups (see De Certeau, 1984; Lefebvre, 2004).  
 
By producing comprehensive narratives, formed through conversations, interviews, purposive 
sampling and documenting environments through the use of photos, video and audio 
recordings and field notes etc., it is possible for the researcher to lift obtained descriptions to a 
higher level of abstraction. The goal being to give insight and a deeper understanding of how 
areas function, how users' perceptions are formed, and how the use of specific sites and 
spaces manifest themselves. 
 
Another characteristic of ethnographic methods is that it usually approaches problems on a 
smaller scale, so as to catch the (seemingly) trivial events that unfold, as one is focused on 
everyday life. When the research reaches its end, a mosaic of information has been gathered, 
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and a bigger picture of how places and perceptions of areas, locations and behaviour is 
manifested begins to take form. Fundamentally, the emphasis is on understanding the 
everyday life – and through this extrapolation it might be able to point out wider issues 
demonstrated by the examples and the empirical evidence collected. This necessitates that the 
ethnographer must take informants seriously and strive to understand them on their own 
terms.  
Therefore the informants participating in the research are all to be considered as 
knowledgeable agents, as they alone possess insight into their own lives, and the culture that 
they see themselves as part of.  
This methodological approach focussing on informant perspectives on their lives, thus served 
as a way to achieve an anchoring of knowledge (Haraway, 1991:193).  
 
Preconceptions;	  reflexive	  and	  immersed	  considerations	  	  
Through the use of ethnographic methods, the researcher is to be conscious of his personal, 
political and theoretical "pre-understandings", as these might influence informants and colour 
the empirical data, as well as represent the findings in a biased way. This has been 
particularly relevant for this project as I have had a long standing experience of cycling in the 
rather differently designed and planned urban environments, as exhibited through the 
provisions of mostly segregated bicycle paths along main roads, and many back streets in 
Copenhagen and Berlin.  
Although I found myself circling around the issue of segregated bicycle lanes, asking 
informants about their perceptions and opinions on this subject, this has been done in 
consideration of safety issue involving infrastructure for cyclists becoming a major concern in 
the national press, as well as viewing the issue of segregation to be of a special significance 
for the elderly and children being able to ride on the streets in comfort and safety. 
 
Ethnography is not, however, a naively empiricist or a simple inductive method, but 
sophisticated as it acknowledges, that it is impossible to cleanse oneself completely from 
preconceptions, and thereby to see the world in all its purity – if that is indeed possible. 
However, the ethnographic approach involves an understanding that ethnographic data moves 
within a constant interplay between participants’ observations and theory reading - between 
obtaining, interpreting and describing data, and that of self-reflection (Pink, 2006; O'Reilly, 
2009). Ethnography has furthermore gone through a so-called "reflective turn" in recent years. 
This refers to how the "sophisticated ethnographer" explicitly relates to preconceived-
understandings and the possible lens that one might be applying, as well as to be made aware 
of how one's mere presence could affect informants (Larsen & Maged, 2011:305). 
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The ethnographic way to gain knowledge of place and space goes through the body and 
employs the senses, based on individual transcendent experiences as we are dependent on 
seeing, smelling, tasting, touching and hearing,  to be able to  make sense of our surroundings. 
Capturing and illustrating some of the experience through film, sound recordings, 
photography and writing styles, are all methods considered central to ethnographic research 
(Pink, 2006). 
Anthropologist Daniel Miller further explains that the ethnographer examines and evaluates 
what people say in relation to what they actually do, i.e., as physical agents who work within 
a material world, and not just what they say they do (Miller, 1997:16-17)   
 
It is furthermore important to note that one informant’s story will always be one among many 
other narratives, not capturing the whole truth but only parts of it, as in principle each 
narrative (be they contradictory) is as valid as the other.  Consequently, to ensure the validity 
of the research, the ethnographer must give the reader a good description of how he or she has 
seen and constructed the specific narratives (Pink, 2006:18). One must therefore meta-reflect 
on the text, methodical approaches, on the inclusion of photographs etc., and there will 
always be an important discussion as to whether the methodological tools used were relevant 
to the depth sought examined in the project.	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Pictures,	  Videos	  and	  Visual	  field	  notes,	  as	  evidence	  
 
In her book, Doing Visual Anthropology (2006), Sarah Pink discusses how the visual 
ethnographer, using film and photography, or asking informants to do so as part of participant 
observations, can act as a supplement to the written notes taken during workshops, transect 
walks, interviews, observations, transcriptions etc. (Larsen & Maged, 2011:302).  
 
However it is important to note, as Sarah Pink argues, that a reflexive approach to the use of 
photographs and film footage is required, recognising that although the camera reproduces 
reality realistically, it does not do so in a neutral way, as taking a pictures or filming is done 
to individual personal tastes. However, most of the sceneries portrayed in the videos sampled 
have been filmed by placing a camera on the frame of a bike, on a bicycle helmet, or on a bus, 
and therefore the personal taste of the videos has been somewhat limited to the routes taken 
on these journeys.  
It is however often the photographer who unconsciously determines what and how objects 
and subjects are to be photographed, as: “Anyone who uses a camera or views a photograph, 
will most probably be subscribing, albeit unwittingly, to some form of theory of 
representation” (Wright cited in Pink, 2006:54). 
 
The camera’s ethnographic value is therefore not unlike the tape recorder, used for 
documenting interviews. Both technologies record precise accounts of a unique meeting 
between the researcher or informants and the field (Ball and Smith, 2001:309 in Larsen & 
Maged, 2011).  
Furthermore, taking photographs assumes that one distances oneself from the observed, where 
the photographer acts as a spectator who looks on in the distance, watching and perhaps 
photographing the scene, people and behaviour without participating in the scene. If one is 
lucky, one’s presence is not observed, and does not affect the subject behaviour in the picture 
(Larsen & Maged, 2011:308). However, the photographer's mere presence may shape the 
interactions that he is trying to portray, and the subject may move from being observed to 
participating in the taking of the photographs. 
 
The use of the photograph are too many not an intimidating method. However, as described, 
there are pitfalls associated with basing ones research solely on photographs and video 
material, and furthermore ethical issues to consider when using photographic methods. On the 
one hand, it is not ethical to study people without them knowing, on the other hand you risk 
being rejected or that people change behaviour if they know that they are participating in a 
study.  
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In terms of participants’ involvement in filming their routes to work, and the transcription of 
conversation by use of video, all informants agreed to this being used, and therefore seem not 
to have been scared by the video methods utilised. Furthermore, after reading Jonas Larsens 
(2012) research by use of auto-ethnographic methods, and “stalking/shadowing” other cyclists 
at a distance to get a feel for the tempo and style of riding, I have myself been inspired to do 
so in a limited degree. More emphasis has however been placed on roaming the streets at 
random, to observe and feel the city fabric when cycling as explained by the use of the flâneur 
as a source of inspiration. 
 
Observations, videos and photographs are especially well suited for a visual recording of 
places and location’s materiality, and for documenting the behaviour and patterns of 
interaction among the users. The camera allows an additional opportunity to register 
materiality and aesthetic qualities as well as bodily or material movements and interactions, 
and can be used as visual field notes to supplement written notes (Pink, 2007, 2008; Rose, 
2008; cited in Larsen & Maged, 2011:309, Spinney 2011). 
However, the dangers of basing a study on observations alone are that the observations easily 
can get a superficial character, and that the analysis loses depth as observations only describe 
behaviour, not opinions or reasons for this behaviour.  If only applying observations, the 
researcher remains outside the interaction, and it will be impossible to relate deeper and gain 
a deeper understanding of the interactions themselves.  
Eric Laurier writes that the best participant–observations are generally done by those who 
have involved themselves in the things they are trying to observe and document, and this is 
precisely the approach that I have taken – involving myself in the field, interviewing people, 
walking the streets, observing behaviour, riding bikes, going to cycling meetings, meeting 
English cycling researchers, etc.  (Laurier, 2003:54; Larsen & Maged, 2011:308).  
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Adaptation	  of	  the	  Go-­‐along	  interview	  method	  	  
 
In her article "Street Phenomenology: The Go-along as an Ethnographic Research Tool", 
Margarethe Kusenbach introduces the Go-along interview method. Here she describes how 
this method differs from traditional ethnographic participant observation and interviews, and 
why the Go -Along method has the potential for better access to some of the transcendent and 
reflexive aspects of everyday life experiences (Kusenbach, 2003:455).  
The Go-along method was developed on the foundation of a phenomenological approach, 
where the researcher is placed in the urban space with their informants. This enables better 
access to their experience and practice as it unfolds in the given space meant to be explored. 
This also includes how the interaction between the individual and the space is central to 
forming identities of space and of individual self-understanding in that space (Kusenbach, 
2003:478). 
In this project, as the “here and now” lived life of cyclists (the present) and their perceptions 
of their reality is of interest, materiality becomes centrally placed as well as the issues relating 
to subjectivity influencing each other in the interview settings. However, as we continuously 
form perceptions and reconstruct our relation to objects and our environment, made up of 
space and places, perceptions are necessarily continually being influenced and changed.  
The aim has been, through using interviews combined with video footage of routes to work, 
as well as using video editing to transcribe interviews, that it has been possible to attempt to 
better get accesses to the knowledge and affective experiences of riding through the physical 
environments of London, although this representation will always be incomplete.  
But as the environment, understood through the bodily placement in space, and space being 
differentiated through performativity, t use of sight and intellect, thus forming perceptions of 
space. The mix-method utilised in the video and auto-ethnographic methods, have been found 
to be well placed for attempting to integration, visual experiences, observations with 
explanations and interviews in the best possible way to try to capture affective relations to the 
environment.  
 
The central concept of this approach has been to capture the concept of affect, understood as: 
”[Affect being] a set of embodied practices that produce visible conduct as an outer lining. 
[...] Its chief concern is to develop descriptions of how emotions occur in everyday life, 
understood as the richly expressive/aesthetic feeling-cum-behavior of continual becoming that 
is chiefly provided by bodily states and processes” (Thrift, 2008). Affect is thus to be 
understood as the concrete, continuous interaction between materiality, subjectivity and 
sociality that constitute experienced and practiced place and culture. 
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Although the direct application of this method has not been possible for this dissertation, it 
was possible for two informants to film their routes to work. It was not practical for myself to 
accompany the informants on these routes, as indeed having a conversation riding side by side 
is not practical on the streets of London. One informant was interviewed before filming her 
route to work, and one informant was interviewed after his route to work, while we watched 
the video together. The interviews conducted were then superimposed on the individual 
video’s as a way of putting the conversations into a relational context of the environment. 
 
The Go-along method is argued to bring a greater phenomenological sensibility to 
ethnography by allowing researchers to focus on different aspects of human experience that 
tend to remain hidden from observers i.e. affect, feeling and perceptions in relation to the 
environment. The method makes it possible to articulate how everyday experience transcends 
the immediate and can help to make aware the seemingly static boundaries between 
individuals, environments and objects and articulate these perceptions and feelings (Merleau- 
Ponty, 1968; Spinney 2011). This has been the methodological consideration for using the go-
pro camera, and having informants filming their routes to work and interviewing them about 
their experiences. Through the use of video recordings, it has been possible for myself and for 
readers to relate to observable environments of a typical route to work for 2 informants.  
 
 
(Picture of Narrow Way – Hackney) 
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Survey	  	  	  Using	  the	  outline	  of	  self-­‐completion	  questionnaire,	  by	  employing	  closed	  or	  fixed	  choice	   questions,	   where	   the	   respondents	   generally	   had	   a	   limited	   choice	   of	  answers	  to	  each	  question	  has	  been	  used	  as	  it	  greatly	  facilitates	  the	  processing	  of	  answers,	   making	   it	   possible	   to	   construct	   a	   snapshot	   of	   perception.	   (Bryman	  2007:203-­‐4)	  Special	  attention	  was	  paid	  to	  construct	  easily	  understood	  questions,	  so	  the	  respondents	  could	  themselves	  easily	  fill	  out	  the	  survey	  sheet,	  and	  in	  this	  way	  limit	  the	  researchers	  influence	  on	  the	  answers.	  	  The	  survey	  was	  envisioned	  to	  work	  as	  a	  snapshot,	  providing	  a	  broader	  base	  of	  data	  on	  which	  to	  make	  broader	  statements	  on	  perception	  and	   for	   triangulating	  the	  in-­‐depth	  interviews.	  Special	  attention	  was	  paid	  to	  the	  safety	  issue	  revolving	  around	  cycling,	  due	  to	  recent	  media	  debates.	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Semi-­‐structured	  interviews	  	  
Semi-structured interviews are a ‘key technique’ in ethnographic interviews (LeCompte	  1999), to elicit information about opinions and experiences from individuals. An interview 
was conducted with each participant of approximately 1 hour in duration. All interviews were 
audio recorded, except one phone interview and one instance of attending a LCC meeting 
where notes was taken after spending 3 hours at a general meeting and 2 hours talking to 
multiple informants at a local pub 
Topics covered in the interview generally related to four main areas of enquiry: the bicycle 
and purposes of riding; roads and routes taken and styles of riding; attitudes towards cycling 
and safety; and the general cycling experience. The interviews were respondent-led in order 
to ascertain from the participant their own understanding and representations of their cycling 
experiences. The interviews were conducted at a location and time that was convenient for the 
participant, often at their home, over the phone, at a pub or at their work place. 
	  
Ethical	  research	  considerations	  
  
It is essential to have a self-critical awareness and an understanding of the context in which 
research is done, and this also involves ethical rules or guidelines when doing mixed-method 
ethnographic research. However, although there are not fixed rules, most participatory 
practitioners agree on the rights of participants to have access to the research findings. Ravi 
Kenbur has suggested labelling this spectrum of research, going from ‘passive involvement’ 
to ‘active involvement’ of the people on which the research is being conducted. (Grusky & 
Kenbur, 2001:6).  
 
On consideration of this perspective, transcribed interviews and videos have been sent to 
informants, and research findings of the dissertation, as well as the general research have been 
posted on the dissertation blog. On receiving the final grade of the dissertation, and having the 
chance to correct eventual mistakes, the dissertation will be sent in full to all participants, as 
well as be uploaded to the blog. 	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Each	  Narrative	  is	  Unique,	  and	  All	  Cyclists	  are	  not	  the	  same	  	  
The approach utilised for understanding cyclists’ perceptions rests within a humanistic 
geographical methodology, as it is a phenomenological philosophy that forms the foundations 
for the methods used for gaining an understanding of informants' narratives. 
However, to try and understand the various cyclists' perceptions and uses of road space is 
quite difficult. Just the fact that children and adults think, act and communicate differently, 
challenge the particular notion of cyclists as constituting one cohesive group, sharing the 
same perceptions of cycling.  
The many varied groups of cyclists, including men, women, mothers/fathers, the elderly, 
children, recreational, Velcro, MAMIL and IPod cyclists (see Aldred 2010, 2013) as well as 
experienced and inexperienced cyclists to mention a few obvious groups. This muddies the 
image of a unified group with shared perceptions of space and time, and illustrates the 
possible varied interests, as well as experiences that the “cyclists' group” might span over 
when asked their perceptions on cycling in London (see Jungnickel and Aldred, 2013 
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Preparation:	  Looking	  at	  own	  perception	  &	  testing	  methods	  	  	  
For initial preparation for the writing of this dissertation, I found it imperative to look at own 
experiences and perceptions of cycling, based on the habits and routines of how I makes sense 
of, the way in which I rides my bike in Copenhagen and Berlin – my  “native cities”. Having 
grown up and lived in Copenhagen, and also having lived in Berlin between 2000-2004, and 
through owning a flat-share in Berlin since 2007, these cities are where experience of cycling 
has been based prior to arriving in London.  
These initial reflections and captured observations were done through the use of video 
documentation as a way of making biases aware to myself before arriving in London, and 
commencing the research. However, this initial filming also served as a way of experimenting 
with the method of presenting results, to later be used in London. 
21 
Although cycling in these two cities have great differences between them (Copenhagen and 
Berlin), I have grown to feel relaxed while cycling to and from destinations, having learned 
the etiquette of cycling on these cities particular infrastructure. Once having learned how to 
cycle in these cities, being the most intuitive on Copenhagen’s comprehensive	   segregated 
bicycle network, the	  bicycle has become the main and preferred mode for transport, and the 
iPod a valued companion for making the journeys more enjoyable, when riding along on 
Copenhagen’s segregated bicycle-paths in perceived safety.  
However, dangers still lurk in both Berlin and Copenhagen, as resent cases of HGV accidents 
in Copenhagen have proven22. Furthermore, as the interview with a good friend in Berlin 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
21 See videos from Copenhagen:  
 http://theironhorseproject.tumblr.com/post/69587814999/cycling-research-cycling-copenhagen-making 
 http://theironhorseproject.tumblr.com/post/69587853898/cycling-research-cycling-copenhagen-making 
See video from Berlin, with interview concerning a HGV accident: 
 http://theironhorseproject.tumblr.com/post/70195582543 
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shows, serious HGV accidents can happen, even with a supposedly experienced Dutch 
chauffeur involved, while riding on a bicycle path (see Berlin video). Therefore it seems that 
accidents can happen anywhere, even when there are dedicated infrastructure, experienced 
truck drivers and an experienced cyclist involved.  
The interview with a good friend who was nearly killed on the streets of Berlin, while riding 
her bike, has made me keenly aware of the serious issue involved with HGV accidents, road 
cultures, road designs and traffic engineering, traffic speeds, the amount of money and notice 
given to cyclists and road safety, as well as policy targets set, safety and accident levels 
accepted by authorities, as being issues and discussions not only relevant for London.  These 
aspects of cycling and perceptions of safety therefore seem also to be relevant in cities 
considered leading on implementing infrastructure and supporting the bicycle culture, and the 
methods utilised could potentially be used to examine the cycling culture in these cities as 
well.  
However, as the ethnographic method goes, this initial phase of the research was not meant to 
be discussed in the dissertation directly, but merely meant to prepare myself for conducting 
research in London, through making potential differences aware, as well as to reflect upon 
own perceptions and experiences before conducting the research.  
The experimentation with the video documentation, editing and presentation was also meant 
to inform how to best conduct the video documentation in London, as a way to prepare for the 
following interviews conducted in London. 
Summary:  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
22 http://ing.dk/sog/trafiksikkerhed%20cyklister 
 http://www.b.dk/sog#pid:11;id:netsprint-search-search-box-form-1;query:trafiksikkerhed%20cyklister 
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It	  has	  been	  established	  through	  the	  theoretical	  discussion	  that	  the	  conceptions of viewing 
performativity of bodily-individuals, relating themselves to place and space, makes it possible 
to conceive of ways to analyse individual behaviour, and for understanding and describing 
perceptions of cycling. Through the use of Lefebvrian notions of space and performativity, 
and by utilising de Certeau’s conceptions of tactics and strategies it is argued that individual 
actions can be observed, captured and analysed. 
Behaviour, perceptions and elements of the environment have been argued to be observable, 
and through the described methods it has been argued possible to capture these elements for 
analysis.  
As space is argued to be manifested through the performativity of individuals, it becomes 
endowed with history, culture, design, intent and power, and it is through observing these 
framing structures that it becomes possible to conceptualise how to discern perceptions, 
hierarchies and rhythms and to capture these, in the research findings in Chapter Four, to later 
be discussed and analysis in the discussion in Chapter Five.  
 
Moreover it has been outlined how and in what way the research design, plans to use 
ethnographic methods, including aspects of auto-ethnography as well as video, photographs, 
interviews and surveys to establish and construct a narrative, that adequately captures 
informants as well as own perceptions and experiences  of cycling in London. 
Fundamentally it has been argued that, it becomes possible to research how individuals 
negotiate their way through the city by way of using tactics to overcome obstacles.	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Chapter	  Four:	  Research	  Findings	  	  
 
Moving to London in September 2013, I commenced the research by examining my own 
perceptions of cycling from experience in Copenhagen an Berlin, as well as focussing on 
getting to grips with the literature and the media attention paid to cycling in London (see 
Chapters One through Three), while also getting to know the district and getting a feeling for 
cycling in London. This was all seen as essential before setting out to document and talk to 
informants, as the ethnographic method proscribes getting to know the subject area before 
being able to adequately examine it. 
 
Being somewhat scared of getting on the bike in the first place, due to recent media attention 
focussing on the safety issue of cycling, especially following six cyclists deaths on the roads 
in the beginning of November, there was a mental barrier to overcome to get on the bicycle.  
Moreover it took some time to adjust and get use to the free-flowing, intermingling and 
seemingly anarchistic traffic system in London, where the bicycle is sharing the same spaces 
on the roads as the buses and cars. Furthermore, it became inherently apparent that it is the 
riding style and etiquette of the individual cyclist that is seemingly the only thing that truly 
protects the cyclists from accidents – and conversely as I did not know the culture and the 
etiquette of the road at the beginning of this dissertation, therefore it took me some time 
before building up the courage to get on the bike myself.  
 
As an initial way of getting to grips with how traffic works I started to film routes travelled by 
busses through Hackney – sitting on the front seat “balcony” of the double-decker buses. In 
this way I began to film and document how the traffic seemed to work, and get an initial idea 
of how traffic functions, and rhythms and hierarchies are manifested. This method was 
inspired by Lefebvre and his rhythmanalysis, as he describes doing observations from a 
balcony, to gain a distance for observing and then analysing road behaviour in his book 
“Rhythmanalysis; Space, Time and Everyday Life” (2004). These bus trips have resulted in 3 
videos being made: 
 
See Bus route 254: http://theironhorseproject.tumblr.com/post/68969752955/video-research-
using-the-bus-as-my-balcony-for	  
See Bus route 38: http://theironhorseproject.tumblr.com/post/68969806076/video-research-
using-the-bus-as-my-balcony-for	  
See Bus route 243: http://theironhorseproject.tumblr.com/post/68969784378/video-research-
using-the-bus-as-my-balcony-for 
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From the balcony of the double-decker bus, the author began his initial documentation of the 
road culture, using this method to get an initial idea of how traffic seems to work on major 
streets – as this is where the bus routes mainly run. The author was using the platform of the 
moving bus “balcony” to film and document the roads, paying extra attention to observe how 
cyclists navigate and traverse the streets. 	  
	  
Observations	  from	  a	  moving	  balcony:	  	  
What first became apparent from the documented routes, through watching, editing and then 
analysing the videos, was that the cyclists on the filmed routes, many times use the bus lane, 
but that the lanes are also open to use for motorcycles and taxies and sometimes even car-
parking is placed within the bus lane. Out of seeming fear of opening car does, cyclists 
seemed to stray out into the middle part of the bus lane or road when overtaking parked cars. 
Therefore the parked cars on the side of the road are seemingly pushing the bikes out from the 
side of the road into the flow of traffic.  
Furthermore, there seems to be constant overtaking taking place between buses and bikes in 
the bus/bike lane. As buses stop to pick up passengers, it forces cyclists to either wait or to 
overtake the stopping bus. It would also seem that having a bus approaching a cyclist from the 
back would be somewhat intimidating, and furthermore as some bus drivers drive more 
aggressively than others, the experience of the passing bus, overtakes at varying speeds and 
distance to the cyclist, seems quite intimidating (as observed from the bus). 
	   	   	   62	  
Moreover, as the bus-lanes commence and terminate at intervals, frequently pushing buses, 
cars and bikes into one lane of traffic as the streets narrow, this forces cyclists into merging 
traffic.  
There are green boxes at many intersections reserved for cyclists to get in front of traffic, but 
many times cars will encroach on these, and often because of overcrowded roads and 
congested streets it is hard for cyclists to get to these dedicated green boxes at the front of 
intersection.  
As cyclists are frequently stuck behind vehicles, it has been observed that cyclists frequently 
go on the inside of cars, buses and lorries, trying to get to the front of an intersection or for 
turning left. Sometimes cyclists squeeze between two buses placed in separate lanes, often 
cyclists choose to pass on the outside of congested traffic, riding close to oncoming traffic, 
and occasionally cyclists use the sidewalk to get in front of traffic, trying to get to the green 
box of “safety”, or to get out of the way of a HGV that might be turning left.  
 
Traffic in London is generally slow, as there are many narrow roads, due to the city having an 
old Victorian street layout, especially evident in Hackney with many small roads and 
intersections. This seems to slows traffic down and to calm the streets to a slumbering flow in 
peak hour traffic. There is a lot of congestion on the streets, which is difficult for cyclists to 
traverse, especially if drivers do not leave enough room to pass through the gridlock. This 
often results in cyclists being stuck in traffic, and while being stuck the cyclist is exposed to 
weather, as well as pollution and noise.  
It was also noticed that when a cyclist wants to turn right, instead of crossing the streets in 
two directions (as is the norm in Copenhagen and Berlin), cyclists are encouraged to cut 
across traffic to make the turn, and are sometimes made to stand in the middle of a busy 
intersection waiting for a chance to make the turn. 
Some intersections also seem hard to traverse, due in part to traffic islands, intersection 
designs, and the old Victorian street layouts, as five streets might intersect in one location 
creating a traffic flow that is hard to predict, or that a lot of traffic might be merging into 
roads from smaller side streets. Major roundabouts also seem dangerous for bikes, as riders 
often have to cut across lanes of traffic to get to the right exit lane. Cyclists sometimes also 
run red lights, seemingly to get a head start at intersections, where it seems that cyclists are 
able to predict the changing lights and cross in relative safety.  
 
The sidewalks are busy in all of London, therefore seeing bikes on the sidewalk is not the 
norm, but is also not uncommon in Hackney, but very uncommen in central London. 
Furthermore, pedestrians as well as cyclists have a habit of “J-walking”, and for crossing the 
streets where it is most convenient. As traffic is slow, this is mostly unproblematic, but does 
seem somewhat anarchistic, as one never knows if a pedestrian is going to walk out from the 
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sidewalk – seemingly making it imperative to keep some distance to the sidewalk for both 
drivers and cyclists. 	  
However, what has been noticeable, when taking the bus into Hackney, is the increasing 
number of parked bikes on the sidewalks, indicating that there are more cyclists in this 
borough of Hackney than in the central city, as statistics in Chapter One and Two indicate. 
There are also more bikes on the streets, and children found biking on the sidewalk in 
Hackney.  
Furthermore, it seems that people cycling in Hackney are using the bike not only to commute 
to work, but also seem to use the bicycle locally to get around, as the bikes in front of bars, 
pubs, restaurants, and apartments seem to also indicate leisure and pleasure trips. 
Cyclists seem to ride in various ways, some confidently claiming road space as when riding in 
the middle of a road, but also riding defensively as when overtaking parked cars, stopping 
buses, turning vehicles, or being stuck in congested traffic, especially around HGV’s, as well 
as keeping some distance to pedestrians which might walk out into the road. It was also 
observed that “novice” cyclists on especially Boris bikes rode slower and closer to the curb, 
then seemingly more experienced riders who generally were faster and rode with more 
confidence.  	  	  	  
Observations	  from	  the	  Saddle:	  Cycling	  in	  London	  	  	  
Having conducted the initial “bus-balcony” observations of traffic, I proceeded to buy a bike, 
which I then mounted a camera onto, to be able to film my initial observations and 
impressions of riding on the streets in London.  
 
The first trip I made was through Hackney Marches. From this large park to the North of 
Hackney, I proceeded to go to the Olympic Park as I wanted to see the new district and the 
development site, as this has been hailed as a new way of building and planning urban 
development in the UK.  Cycling to the Olympic Park, I documented my way back to 
Hackney.  
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Cycling From the Olympic Park to Hackney 	  
Cycling from an observation point overlooking the Olympic Park, - located in Stratford to the 
north-east of Hackney, I had found an open, car free and picturesque route along the canals, 
that got me to this point. However, as I started to make my way back (filming the route), I 
decided not to take the same way back, and soon found myself biking on the sidewalk running 
along a busy road, rather than riding along the canals free of cars. 
Initially it seemed logical to stay on the sidewalk, however I soon found that cycling on the 
sidewalk was not where cyclists were meant to be. A lot of hindrances to stay on the sidewalk 
was experienced, as high curbs, narrow sidewalks, railings, trees, lampposts, phone booths all 
made riding on sidewalks inconvenient and unpleasant.  
As I was still getting used to London, this being my first cycling excursion, I took it slow 
when I decided to ride on the streets. The many parked cars on the side of the roads seemed to 
force me to ride at a distance to the curb, and the parked cars also made me ride somewhat in 
the middle of the lane, making me feel uncomfortable at first. 
Soon arriving back at the canals, I rode along the river where I found that the paths are quite 
narrow, making passing pedestrians and other cyclists possible only at slow speed.  
When entering the Olympic Park, I found the amount of HGVs on the road intimidating.  
There was evidently a lot of work going on in the Olympic Park, the whole area is being 
rebuilt for its official re-opening in 2014, and HGV’s filled up and dominated the narrow 
roads and I therefore chose to push my bike along the sidewalk again.  	  
While waiting to cross the street, I found the intersections somewhat interesting, as the time 
spent waiting for a green light took ages. Furthermore, it seemed that the time allotted to 
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crossing was extremely short – giving the impression that the road capacity of cars takes 
precedence over the comfort of pedestrians having time to cross the road - even in the newest 
London district. 
 
Entering the main road of the Olympic Park, I found segregated bike lanes located next to the 
sidewalk and not on the road. These paths terminated at a busy intersection about one 
kilometre later, and now the bicycle seemingly again belonged on the road with traffic. When 
riding back on the same bicycle lane, I started to notice that lampposts and trees again seemed 
to be somewhat misplaced, not giving a comfortable riding distance to cyclists. I also 
observed that pedestrian crossings had been placed in the middle of the lane, and pedestrians 
many times seemingly wandered onto the bicycle path, paying little attention to approaching 
bicycles.  
When exiting the Olympic park, there was a massive intersection, being the demarcation 
between the borough of Hackney and Stratford, and serving quite nicely as a severance or a 
border between the two boroughs. This intersection was extremely inhospitable, placing the 
cyclist on the sidewalk if wanting to traverse the many lanes of traffic.  
On the last leg home, I decided to ride through the park of Hackney Marches to the north east 
of Hackney – going west, I made my way through the peaceful setting of Hackney Marshes, 
free from noise, traffic and worries – finding a nice secluded spot to read up on Lefebvre and 
rhythmanalysis.   
Throughout the journey I had 
gone from being relaxed, to be 
scared of traffic, to be confused 
as to where to locate myself and 
where the bicycle actually 
belongs (on the road or the 
sidewalk), to again feeling 
relaxed riding through the park 
of Hackney Marches. Therefore I 
found my first experience of 
riding a bike in London 
somewhat confusing, leaving me 
with a mix set of emotions over 
what it feels like to bike in 
London, as well as how the 
infrastructure works for bicycles.   	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Riding on the streets of Hackney 	  
Picking up on the videos of my own experience of riding through Hackney on a bike, one 
already presented in the introduction23, I first found when getting use to riding on the main 
and back roads in Hackney, that the small back streets were more comfortable to ride on. The 
main roads were at first intimidating; especially riding alongside the big double-decker buses 
in the bus lanes frightened me. But after a while I got comfortable with riding on the main 
streets, as most bus drivers seemed to give adequate room when overtaking – although having 
a double-decker bus overtaking you is still somewhat unnerving for a novice rider.  
 
One of the things I immediately noticed when cycling in Hackney, and what is clearly evident 
from watching a few minutes of the two videos, is that the road surfaces in Hackney are 
uneven and specked with potholes and drains. This has caused the camera	   to	   shake	  
sometimes violently in the film.  
This uneven road surface often forces the cyclist to swerve, trying to avoid the worst bumps 
and potholes, as well as causing the cyclist to give some distance to the curb as this is where 
most drains are located. 
The relatively bad road surfacing entails that the cyclist has to pay attention to where his or 
her wheels are touching the road, paying attention to the quality of the oncoming road, while 
at the same time paying attention to parked cars, upcoming bus stops, potential opening car 
doors, pedestrians walking out in front of you at any moment, as well as trying to be aware of 
traffic coming from the front, potentially turning in front of you, or driving out from the side-
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
23 The Long video: 56 min : 
  http://theironhorseproject.tumblr.com/post/72319445370/cycling-through-hackney-with-the-news-bbc-london 
The Short Video: 12 min: 
 http://theironhorseproject.tumblr.com/post/72319607081/introduction-to-cycling-in-hackney-audio-from 
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streets – as well as traffic overtaking you from behind. This seemingly makes the cyclist 
hyper-attentive, as compared to Berlin or Copenhagen, where one feels more relaxed, secure 
and safe on the segregated bicycle lanes provided.  
 
Traffic-calming measures, through the implementation of traffic filtering; closing off streets 
with bollards, one directional traffic, speed bumps and slow speed limits (normally 20 mph), 
has meant that traffic runs slow and does not feel intimidating on the back-streets. These same 
back-streets, as well as housing estates open to thoroughgoing “bicycle and pedestrian” 
traffic, make for many shortcuts, which once learned have been the preferred streets to cycle 
on. 
There are many parked cars on the backstreets, which impose on the narrow roads, which then 
become only wide enough for one-directional-traffic, often causing congestion in peak 
periods. Bikes are often stuck in congestion on these back streets, as cars fill up the streets, 
but there are many alternative routes to take on these tightly knit road networks.  
Sometimes you see signs on the smaller back streets, directing the cyclists onto the sidewalk, 
and this signage has caused some confusion, as to when and where it is okay to mount the 
curb and where you would get fined for doing so. 
 
The main roads in Hackney are quite busy and congested throughout most of the day. 
Furthermore, parked cars, skips, unloading vans, traffic islands, parked cars, HGVs and bus 
stops, frequently force cyclists into the middle of the road.  
Furthermore, passing buses on the inside is advertised “as not allowed” on little yellow 
stickers on the side of buses, garbage collection trucks and some HGVs. Not being able to 
pass large vehicles on the left hand side makes getting to the green boxes, reserved for bikes 
at intersections hard, as the path leading to the green box is located on the left hand side. This 
has meant that I found myself stuck behind a bus on several occasions, and can tell of the 
exhaust fumes and noise of an accelerating bus as not being nice to breathe in or listen to. 
Furthermore, the view when stuck behind a large vehicle is somewhat ruined, making it hard 
for oncoming traffic to see you, as well as for the cyclists to enjoy the beautiful scenery of 
London’s streets. In a way this seems encouraging for trying to squeeze through traffic on the 
inside or outside, possibly making use of the sidewalk, to get in front of traffic when arriving 
at a congested intersection. 
 
There are however quite a lot of green routes in Hackney, as the routes along the parks, canals 
and the limited number of segregated bicycle paths, make getting around Hackney more 
enjoyable as it is free of vehicles. However, the canals have very narrow paths, especially 
passing under bridges, where it is only wide enough for one person to go in one direction at a 
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time. This sometimes causes “mini-congestion”, as well as causing the cyclists to be very 
attentive when driving on the paths, even when these are free of vehicles. 
Furthermore, it has been observed that there are many bikes parked along the roads on both 
the back streets, but especially on the busy main streets. For instance along Kingsland Road, 
connecting Hackney to the city of London, in the North-South directions, it seemed full of 
parked bikes. This indicates that a lot of cyclists use their bikes to get to work, to do shopping 
and use the bike when going out.  
 
The cycling culture was in general observed to be very well-behaved, with riders riding safely 
and considerately. However, some rather unsafe riding behaviour has also been observed, as 
one cyclist was for instance observed riding in the middle of the bus lane with both arms out 
to the side, while a bus was overtaking him, seemingly not paying attention.  	  
Informants Commuting to Work: 	  
Observed road behaviour and road design features will now be introduced from watching and 
analysing 3 videos of trips made to work by 2 informants.  These videos consist of 2 films 
from morning commutes and one video of an evening commute. The videos have been 
merged with interviews with informants, which can be found on the blog24. The interviews 
will be presented later in the research findings. 
 
From watching informant videos, it was observed that the female informant choose to ride on 
the main roads, while the male informant choose to ride on the backstreets, zigzagging his 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
24 http://theironhorseproject.tumblr.com/search/video+research 
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way through London. It was also observed that there is a slight congestion problem of cyclists 
in the morning if choosing to take the main streets, as the many riders try to get into the 
reserved green boxes at the head of intersection. Furthermore the many cars on the road in 
peak hours are also clogging up the roads, sometimes making it hard for cyclists to charge 
ahead or even to get to dedicated bicycle infrastructure,(especially concerning intersections).  
The informants commute takes them approximately 40 to 50 minutes, of a distance of about 
10-12 miles. Furthermore, it has been observe that the athletic clothes worn by the informants, 
as well as the majority of other cyclists commuters filmed on the road, indicate that people 
commute long distances, using cycling as a serious transport form, by investing in expensive 
clothing gear as well as riding seemingly expensive hybrid or racer bikes. 
 
The female informant, having a preference for main roads, was observed to ride for most parts 
of the journey traveling in the bus lane, in effect using it as a cycle lane, or using the bicycle 
Superhighway in the latter part of the journey. However, the bus lanes and the bicycle super 
highway terminated as bus stops, car parking or narrowing streets ended the dedicated path or 
and potentially locate it to another lane of traffic for a short distance. The bus lane was also 
not coloured, and this seemingly makes it hard to determine who has the right to use it, as 
opposed to the red painted bus lanes. 
Observed hindrance and moments of danger was observed when the informant had to cut 
across lanes of traffic to make a turn or a later exit at a roundabout, or driving defensively 
when positioned next to a HGV, especially at intersections. Construction work furthermore 
seems to be a general problem, as it pushes the cyclist into the middle of road. 
From the male informant, preferring to ride on the back streets, it was observed from his 
morning and evening commutes that, some cyclists ride against one-way direction streets, 
being a hazard to other cyclists who have to swerve out of the way. Some cyclists including 
the informant sometimes went on sidewalks, seemingly to avoid construction work or to get 
in front of traffic. The informant was also shown to undertaking slow moving vehicles and 
cyclists positioned in the middle of the road, when going straight on small streets. On the 
backstreets there are a lot of pedestrians walking out in front of traffic, as well as numerous 
traffic islands merging traffic at different, sometimes unpredictable, intervals. Traffic islands 
combined with inconsiderate drivers, was shown to be hazardous for the informant in his 
commute. 
It was generally observed from all 3 videos, that it is sometimes hard to get to the green box 
at intersections, due to congested traffic. Overall it was observed that the informants rode 
with confidence, and navigated in the free moving traffic with ease. Inconsistent 
infrastructure, disappearing cycle lanes at intersections, lanes being located on the right side 
(the wrong side) of the road, Boris bikes and traffic islands being located in the cycle lane, 
parked cars and vans parked in the cycle lane, was also observed to be a general problem for 
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cyclists. Few inconsiderate drivers in merging traffic or driving on narrow bits of road were 
also captured in the videos. 
Furthermore it is evident that the informants are knowledgeable of short cuts traveling 
through traffic calmed street, going through parks or housing estates, seemingly preferring to 
take shortcuts that are free of cars. 
	  
Survey:	  getting	  a	  snapshot	  of	  what	  cyclists	  think	  	  	  
After these initial video observations, I began to focus on getting access to informants and 
getting an understanding of cyclists’ perceptions. Therefore this following survey was 
formulated, as a way to get access to cyclists and get as snap-shot of opinions, to be used as a 
supplement for the in-depth interviews. In this way it was possible for the author to get an 
initial “broad-based snapshot” of cyclists’ opinions in London.  
Furthermore, conducting the survey presented many opportunities to speak to the very 
friendly and helpful Hackneyite cyclists, and in this way get into conversations with more 
cyclists, then the interviews would have allowed.  
 
I chose to do the surveys on Saturdays and Sundays, close to London Fields Market, as many 
cyclists had been observed enjoying the three-street markets at this location. As it was getting 
into November, before I started conducting the surveys, I decided to continue the surveys 
through mid-December, being out every weekend, to get sufficient respondents. 
In total 44 respondents filled out the survey, with an even balance between men and women 
(22 respondents of each gender). I thought it important to have an even balance, as women 
tend to be more risk-aversive than men (see James Sallis25 and Professor John Pucher26). 
Therefore the balance between men and women respondents was important for the author to 
maintain.  In this way it is believed that the surveys was better able to give a snapshot of 
initial perceptions of cycling – especially in light of growing safety concerns following the 
recent spate of road accidents.  
On average people responded that they cycled 5,5 days a week. This is a surprisingly high 
figure, reflecting that the majority of people responding to the survey, rode their bikes 6-7 
days a week, and only a few people used the bicycle for recreation in the weekend (See 
Appendix).  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
25 http://theironhorseproject.tumblr.com/post/63074901906/transportation-strategies-for-healthier 
26 http://theironhorseproject.tumblr.com/post/72332954420/promoting-cycling-and-walking-for-sustainable 
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Moreover, 38 people responded that they rode their bikes to work, and only 6 responded that 
they didn’t do so. This is an impressive 86% riding to work out of the 44 responded, and 
conclusively a large majority of Hackney cyclists use their bike as their main mode of 
transport, as indicated in Chapter One and Two. 
 
On average people have cycled for 6,5 years. However, this average reflects on a high number 
of people having cycled between 12 and 30 years, and a large number of people who have 
recently started cycling in the last 5 years.  
 
Most respondents answered that they continue riding throughout the winter.  
However, asking people visibly being cyclists, to complete the survey – as they were parking 
their bikes in the winter months of November and December, might seem to suggest that this 
question would be somewhat self-evident (on reflection). But at this point in London the 
season had not really entered wet or cold weather yet, therefore the question could still have 
relevance. It was found that about 90% of respondents choose to ride their bikes throughout 
the winter period. 
 
To the question why people choose to cycle, most people choose all four answers, stating that 
they choose to cycle because it is good for exercise (healthy), cheaper and more convenient 
than public transport or driving, and that by cycling they were better able to enjoy the city 
(see Appendix).  
But the reasons for cycling that got the absolute most responses was that it was good for 
exercise and that it is cheaper to ride a bicycle than taking public transport or driving.  
 
The majority of people felt that the infrastructure in London was inadequate, however, 30 % 
thought that it was adequate as it is now.     (Fig. 8) 
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Importantly it is worth comparing the previous question concerning the infrastructure, to the 
following question concerning perceptions of safety, as there seemed to be an almost even 
split between people feeling safe and unsafe. Of course people would not be inclined to bike 
if they felt completely frightened of cycling, but nearly 50% thought that cycling felt unsafe 
and 40% thought it felt safe. 
 
 
         (Fig. 9) 
It is worth noting the combinations between the perceived adequacy of infrastructure and 
safety: 
 
         (Fig. 10) 
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By combining the two questions one gets to see that the majority feels infrastructure is 
inadequate, and makes them feel unsafe on the roads (39%), however some people feel that 
infrastructure is inadequate but still feel safe (23%). One reason for people still feeling safe 
can be explained by the conversations that I had with informants following the question, as 
they explained that they would not be on the bike if they truly felt unsafe. But clearly a 
majority feels that the infrastructure is not sufficient for cyclists’ perceived needs (62%). 
Conclusively, only 18% of respondents were satisfied with the infrastructure and felt safe 
when riding their bikes on the road. 
 
Interestingly 9% of people felt that the infrastructure is adequate, but feel unsafe in traffic – a 
combination that I had not anticipated, potentially implying that some cyclists are complacent 
to the way that infrastructure is currently being delivered to cyclists.   
 
For 11% of people it has not been fully possible to combine the two questions. 
 
The places that people found it most problematic to cycle were generally at intersections and 
at roundabout, although many also mentioned the main roads as being problematic (see 
Appendix).  One informant also mentioned untrained Boris bike users and cabs, as being a 
problem, and another respondent mentioned overtaking parked cars and buses was 
problematic. Only one person had no problem of riding in London as it is now.  
 
        (Fig. 11 & 12) 
 
70 % of respondents did not ride bikes as a child, but interestingly 60 % would let their 
children ride in Hackney when asked. Only 34 % thought they would not feel comfortable 
with letting their children on the bike. This response was surprising as not many children have 
been observed riding bikes on the streets as it is now. 
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The author was however not surprised to find that when asked if respondents were part of a 
cycling association, that only 10% of cyclist were in some way involved in a cycling 
association. 
 
Conclusively, when asked if enough is being done to improve cyclists’ safety, only 7 % 
thought enough was being done and 86% of people surveyed thought that enough was not 
being done. Therefore it seems that there is a general attitude that more needs to be done to 
secure cyclists’ safety on the roads. 
         (Fig. 13.) 
 
 
It is important to note that this survey was done in the weeks following the six cyclists death, 
and focussed on safety issues in the framing of the questions, which might have meant that 
more people responded that the general infrastructure is not safe as it is now. It is however 
interesting that many people would let their children cycle, as this indicates that there is a 
certain feeling of safety on the roads in Hackney, as children being the most precious to us 
would otherwise not be allowed to cycle if indeed it was considered truly hazardous. 
Moreover, as the aim of this dissertation is to look at perceptions, especially if these might be 
changing, it is important and relevant to note that impressions over infrastructure delivery and 
feeling of safety show that the respondent cyclists are not generally satisfied with the current 
state of road designs and the general road culture, and feel that something needs to be done to 
improve cycling safety in London.  
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In-­‐depth	  Interviews:	  	  
Putting an emphasis on in-depth interviews in the research to obtain and gain access to 
perceptions of cycling in London directly, I have used various methods for documenting the 
conversations held with informants. The use of a phone interview with a cyclist instructor 
working at a local school in Hackney (Appendix 2 – A:2), as well as field notes of 
conversations with informants working with the London Cycling Campaign Hackney (LCC) 
(A:4), have been utilised.  
However, the preferred method utilised has been to use audio recordings, and by way of video 
editing to analyse and transcribe the interviews. This has been done for interviews conducted 
with a male bicycle-ambulance first-responder (A:6), two commuting male bicycle riders 
(A:5 and A:7) and a female informant (A:1).  
The interview conducted with cycling researcher Rachel Aldred (A:3) has also been analysed 
by using video methods. The interview conducted with Rachel Aldred will however be used 
in the discussion, to triangulate the interviews and the general research findings of the 
dissertation – and will therefore not feature in this chapter but in the discussion. 
 
The conducted interviews have resulted in approximately 60 pages of transcription, to be 
found in the appendix. 	  
 
See example of analysed interviews, using video methods for transcribing interviews27, found 
on the blog: http://theironhorseproject.tumblr.com/search/video+research  
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
27 http://theironhorseproject.tumblr.com/post/72755048171/interview-and-video-analysis-interview-with 
http://theironhorseproject.tumblr.com/post/73297437916/interview-with-male-cyclists-working-in-central 
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The following text describing the interviews’ findings has been compiled by analysing and 
arranging the interviewees’ statements transcribed into themes. The research findings, 
concerning the six in-depth interviews, inform of what the informants think of the 
infrastructure, the road culture, driving styles, the general state of the roads in London and 
Hackney, as well as perceptions of planning provisioning and political ambitions concerning 
cycling. Aspects concerning children as road users, and issues concerning a general feeling of 
safety have also been discussed with informants and will feature in this chapter.  
Furthermore, special attention has been paid to the issue of segregation, as this issue has been 
getting much media attention and has featured in many political statements concerning 
cycling, following the spate of fatal cycling accidents in November, as described in Chapter 
two. Moreover, there has been a general interest concerning perceptions of the how the 
infrastructure works and feels for cyclists, and if informants would think that segregation 
would help make cycling safer.   
 
It was possible to interview one informant while watching a filmed route from work, which 
he had filmed for conducting the interview (A:7), serving to document his commute home. 
This perspective provides in-depth considerations of the documented environment that 
cyclists traversed for his trips, and the statements made by the informant while watching the 
filmed route to work have been included in the general presentation of the interviews.  	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What	  could	  explain	  the	  cycling	  boom	  seen	  in	  London?	  	  
	  
The focus on healthy lifestyles, combined with cycling becoming a more mainstream, sexier 
and more attractive sport, is part of the reason why cycling has seen such spectacular growth. 
Cycling in the UK has been infused with more money, and some cool characters have 
appeared from it; “which you need, because you need people with something to say” (A:5). 
British cyclists have appeared, like Mark Cavendish28 and Sir Bradley Wiggins29; and that 
helps improve the general profile of cycling” (A:5). Success in the Olympics in recent years 
has also made cycling more exposed in the media and the general public.  
 
“When it’s a foreigner winning a Tour de France stage or the whole race, you think that’s 
amazing and you would like to emulate them. But you never see it quite the same way when 
it’s some guy who is almost the same age as you, and might live just up the road...” (A:5) 
	  
	  
	  
 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
28 http://theironhorseproject.tumblr.com/post/73082803020/mark-cevendish 
29 http://theironhorseproject.tumblr.com/post/73082141686/bradley-wiggins-a-very-british-champion 
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The big step in England was when Team SKY, sponsored by the broadcasting company SKY, 
put together a cycling team30. “SKY is a household name, and for them to get behind a sport 
that was just below the cusp, has lifted cycling into the mainstream”(A:5).When they set up 
the team, SKY stated that; “we are going to have a British champion31. They put lots of 
money into it [...] and they now have a champion of the Tour de France, and they will 
probably have many more” (A:5).  
 
One informant described the developments as a snowball-effect”, and by taking the examples 
of skiing and cycling, he went on to explain; “It’s two particular sports where the clothing in 
the 80's were so bad that, that when you look in your parents wardrobe you would laugh, 
thinking; “you wore a purple bodysuit?” (A:5). 
The result of the declining ridership and bad image was, as the informant remembers, that; 
“all the bike shops were going out of business, going into the 90's”. However, as the 
informant got into cycling, in the late 90’s, he started noticing a tiny bubble and a revival of 
cycling, stating; “In essence I think the whole industry had a dip, and it’s like snowboarding 
and cycling… It’s just cool now. The major brands and all the money is behind these sports 
and lifestyles now” (A:5). One female informant also stated that; “Everybody is cycling now, 
[…] and cycling clothes are becoming quite chic, as opposed to 10 years ago …” (A:1). 
 
As brands start to get involved, brands like Rapha32; “come along and said; “You can look 
quite stylish”, changing peoples perceptions of the sport and lifestyle of cycling, as well as 
starting to grow the fashion surrounding cycling. Summing it all up rather well, one informant 
stated that; “It’s a wonderful merge that has happened in the last decade, as the hipster and the 
bike have joined up; “the track bike and fixie bike… and me and my style of tight jeans…” 
Wherever that happens; its like the "big bang" moment, bringing together fashion and money, 
and then it suddenly takes off…”(A:5)  
Cycling has seen a general decline since the 50’s (Aldred – A:3), and had a further dip in the 
70’s to the 90’s according to one informant; “but since then it has started to grow, to the point 
that in the last couple of years bicycle theft has become a major issue. Not long ago bicycles 
were being stolen all the time, because people use to own expensive bikes. Although that is 
still a big issue, it seems to have dropped of now, because the culture has gone past that point 
now. People have realized that they don't need an expensive bike for cycling” (A:5). 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
30 http://theironhorseproject.tumblr.com/post/73083015183/sky-team-clothing-each-rider-gets-blue-black-and 
31 http://theironhorseproject.tumblr.com/post/73082141686/bradley-wiggins-a-very-british-champion 
32 http://www.rapha.cc/ 
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33
	  
 
What	  makes	  cycling	  in	  London	  so	  popular?	  	  
London starts vaguely vertical, and then falls into a lot of suburbs, which is good for cycling, 
at least local cycling commutes. “The problem is that most of the jobs are located in the 
central city, so that’s where most of the traffic goes” (A:5). “That means that central London 
is full of slow moving traffic, filling up the narrow streets” (A:6). This also has relevance to 
where you choose to live, because the further away you live from your work, the more likely 
you are to choose another form a transport than cycling, and some people place high priority 
to being able to cycle to work, which influences where people choose to live.  
London also has a lot of green space dotted all over it, “but not a lot of the parks are really 
prepared for cyclists, therefore it annoys people walking their dogs, and some of the other 
users as well, that cyclists pass through. But it is nice to go through the parks as you can 
escape the traffic” (A:534).  
 
Cycling in London has however always had a mix of cultures, “it is just in much smaller 
numbers. For instance, you were much more likely to see teenagers riding around on BMX's 
15 years ago - not really using the bike for any purpose, they were just having fun. Then you 
began to see serious cyclists charging in and out of town”. Therefore the informant was not 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
33 Picture: http://theironhorseproject.tumblr.com/post/73084348173 
34 One informant told that he often ending his route at the top of Regents Park, close by (SOHO) where he work, stating that 
“ending up at the park is a nice way to finish off, before you hit the complete chaos of central London for about a minute, with 
four sets of lights and people everywhere the last bit is complete pandemonium. But after a couple of minutes I’m in SOHO, and 
then I’m off the bike” (A:5). 
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sure if the cycling culture in London has come out of the "hard core” cycling enthusiast 
culture, or if it was more a hybrid of different cultures defining cyclists (A:5).  
 
There are also; ”a lot of pedestrians on the pavement in London, so you are not going to cycle 
there” (A:635). One informant did however say that he sometimes goes on the pavement when 
being stuck in traffic to get to the front36 or when construction work would obstruct his route.  
“The way I look at it is; if there is a lot of people on the pavement I will get off and walk, but 
generally speaking I will be going the same speed as people walking - because if you get off 
your bike you actually take up more space than if you sit on it” (A:7). 
In London cyclists use the bus lane as a shared space cycle lane with buses, taxies and 
motorcycles, but “riding in the bus lane is weird because you have the biggest vehicle next to 
the weakest vehicles”. However the informant went on to say that this is good infrastructure 
for cyclists to use; “because you are not fully crowded in with all the cars”37 (A:5). 
 
10 years ago, one informant said that cyclists used to know each other from their routes into 
London; “People would greet each other, and sometime you would chat all the way in and all 
the way out of London. Back then there were not many riders, and cyclists used to be quite 
strong, because you had to be brave to do it, because nobody was doing it at that time” (A:5).   
The number of people now biking has increased massively, with the possible explanation for 
the explosion, being that “[…] people want a better lifestyle, and see it as a cheaper option. 
Public transport has gotten so expensive, even if it is a very good system” (A:5). Therefore 
the biggest change in the last 10 years concerning cycling in London has been described as 
being the number of cyclists now featuring on the roads (A:5, A:1). 
 
 
 
As explained by most interviewees there is however an etiquette to riding the bicycle in 
London. One cyclist explained this by recalling what it was like to cycle in London before; 
“From riding when nobody rode, where you just had to be " loud and proud", - aggressive but 
not in a rude way, but in a way that you are staking you claim for your piece of road, and 
making sure that people know what you are doing, and be clear about your signalling. If you 
follow that mentality, then everyone will know where you are, they will see you and be 
aware, and nobody has a problem. Cycling doesn't feel dangerous to you, when you are 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
35 0n; “the ambulance bike”, you can jump up on the pavement. There is a lot of one way streets as well, so on a bicycle you can 
always take the most direct route. From my experience I find the cycling culture in central London is fairly well behaved” (A:6) 
36 “This is a really narrow road, so you either sit and wait for a long time, or you hop on to the pavement to get to the front. 
Another reason for skipping though by using the sidewalk, is also the pollution aspect of waiting behind all the parked cars” 
(A:7). 
37 “A bus driver missed my head by about an inch with his side mirror - I went to remonstrate with him, and he claimed I was 
swerving all over the road. I don't believe I was, but regardless of that I managed to get him to apologize to me, because as I 
explained; even if I had been swerving on the road, does that justify nearly killing me?” (A:7) 
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following this etiquette, because you are trying to the best of your ability to be in control of 
the situation around you, rather than riding along with your head down and headphones in… 
not really thinking” (A:5)  
Another informant stated that; “when you ride in London, you are hyper aware - paying 
attention to traffic, which combined with bad road surfaces, is definitely a work of 
concentration. In London you need all your senses - you can't have things going on in your 
ears (iPod music or talking on the phone) - you need to be able to hear if a car is coming up 
behind you” (A:7). 
But traffic patterns in London are changing, as indeed they have been in recent history, and it 
will carry on changing. “This is not least due to the cost of pubic transport and petrol going 
up”, and one informant went as far as to predict that; “motorists will be priced of the roads in 
about 20 years time(A:6). Going on to say that; “the overriding issue driving up cycling is that 
it’s just cheaper”,  rather than people doing it for health and exercise (A:6). 
However, it is important to note that the majority of people still drive or take the tube, “and if 
you ask people why they don't cycle to work, most of them will just look at you like you are 
mad”. The perception is that it is too dangerous to cycle in London. But “actually it is not as 
dangerous as everyone has gotten themselves locked into thinking. There is this great fear, but 
there’s also a code” (A:5, also see A:1, A:4). 
 
But to explain the cycling boom in London one also have to look at the state of London’s 
traffic infrastructure, disposable income and the property market in recent years, to explain 
cycling’s growing popularity, and where it is taking place. “If children of my generation, the 
children of the baby-boomers in this country, want to buy a house in London they go to East 
London, because it’s cheaper”. This development accelerated after the Olympics were 
announced, and the result was that; “you got a lot of young people who moved in, and they 
then try to make things a bit cooler than it usually is to start with. Then this again reinforces 
itself, and becomes a snowball effect of lifestyle, culture and fashion”. The bike has been part 
of this urban change and has become a part of the new identity of east London (A:5), 
especially in Hackney (A:1; A:5, A:7). 
The bicycle also seems to fit quite well into this new urbanism that young Londoners are 
beginning to aspire to, wanting to live closer to the centre of the city than before. People now 
have a focus on the local, dense and liveable urban city fabrics, promoting interaction and 
healthy living in the city (A:5).  London would benefit, from focussing on healthy, local, 
sustainable urban traffic and a general focus on liveability (A:4b), and even though London is 
overcrowded38, the city is flat, so it is not hard to ride (A:5). Therefore the bicycle seems to fit 
nicely into the aspirations that people seem to have of the “good urban life”. Perceptions of 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
38 ”London is also overcrowded, and segregation is not passible on all the narrow streets. Overcrowding that’s another issue… 
But London does have brilliant public transport with buses, tubes and trains”. (A:6) 
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what this entails; healthy, local, dense, cultural, vibrant living close to the centre of town, is 
being coupled to the emerging fashionable, healthy, competitive lifestyles now associated 
with cycling. 
 
Furthermore, cycling seems to also impact on a feeling of safety in a wider sense, as one 
informant explained; “If I know I am going out I choose my bike over public transport. It’s 
the safest and fastest way to go home. Being on the bike also seems the safest way to travel - 
"as a women" – when you are going out”, and coming home (A:1).  
The same informant went on to say that when she first tried cycling she didn't really like it.  
“But then the 7/7 bombs happened, and in the aftermath there was an association of fear with 
public transport; […] even if it’s always been there, with the IRA and all; but suddenly it was 
more prevalent” (A:139). The London bombings pushed the informant into trying cycling 
again, where she has found that; “cycling has made London so much more accessible to me, 
and I think my family kind of realized that as well, and that’s why they are also taking up 
cycling now. Even my dad has started cycling. This is because cycling is complete freedom - 
one that you are in control of - you know what time you are going to get to where you are 
going”, as opposed to taking the bus or the tube where there can be delays and congestion 
(A:1). 
Talking to the same informant about what gets her on the bike even on those grey days, she 
explained that; “Usually what gets me on the bike is the exercise - I know it will make me feel 
better, and I don't like the alternative” (A:1).  
 
being;  “that I'm not doing it for anyone else, I'm doing it for me. There is not an ecological 
thinking behind it, and its not stopping me from taking public transport or driving. The reason 
why I choose to bike is purely a personal decision, because I know that I am going to have a 
nicer time biking, than taking any other modes of transport. It’s also a lot more financially 
viable for me to bike to work”(A:1).  
The same informant went on to elaborated on this point, stating that; “Cycling gives me some 
physical activity and is incredibly therapeutic, because the bike takes all the inertia you had 
that day away, as you are making your way through traffic on your way home. It gets to the 
point when I get home and I will have livened up. But when I'm riding the bike I'm very 
switched off. I’m not using the time that I’m cycling home from work, to resolve and think 
about problems that I’m confronted with - I might get a song stuck in my head and sing that 
all the way home. Or I might get a thought stuck in my head and go all circular with it. 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
39 The 7/7 bombings were part of my reasoning for taking up the bike again. And once I started cycling it has become quite 
addictive, even days when it can be quite inconvenient (A:1) 
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Therefore the bike ride home is not very productive thinking time for me, but I use the 
commute to switch off”40 (A:1). 
This is opposed to the same informant’s experience of driving, as this makes her; “feel 
frustrated […] “The enjoyment of cycling has made every other mode of transport less 
enjoyable – it’s annoying and frustrating to be stuck in traffic, and in a car you can of course 
transport yourself much further and quicker over long distances. But for London I prefer to 
cycle, rather than using the car or public transport (A:1).  
 
There are however different groups of cyclists, and one cyclist described himself as; “I’m the 
kind of guy they joke about in the guardian newspaper; they call us MAMILs - a Middle 
Aged Man In Lycra… I’m bordering on that, although I don't consider myself middle 
aged”(A:5). 
However most informants seemed to associate themselves with the left wing of politics, 
stating that; “It’s a bit of a pain that David Cameron and Boris Johnson are such keen cyclists, 
because it has ruined the liberal take on the cycling culture. The environmental identity of 
cycling has also weakened in recent years because it’s become more mainstream” (A:1).	  
 
Why	  is	  the	  cycling	  revolution	  centred	  around	  Hackney?	  	  
The construction of the overland lines, giving Hackney 10 new rail stations, where there were 
only five rail stations serving Hackney before, has connected Hackney better to its neighbors, 
making the district more attractive. Hackney has no underground station in the borough, and 
before the Overground; “although Hackney is quite close to the center, it was rather 
disconnected”, and this disconnection might have contributed to the initial cycling boom that 
took place. Now “the Overground trains and all the cycling taking place Hackney has made it 
a lot more accessible“ (A:1). 
 
 “Hackney is the epicentre of the London cycling boom, as cycling has become cool. This has 
happened because of all the young people moving into the district (A:1). Demographically the 
borough has changed massively, as more young people and families, middle and high-income 
earners, are moving to Hackney. As they move in they are also beginning to push for not 
having to make a choice between having room for a buggy or a bike in their apartments. The 
new arrivals are therefore pushing the council to make further investment into bicycle 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
40 The informant further explained the benefit of cycling; as “[…] we come to an office, and we sit on our ass the whole day 
talking to people. And that’s why I love cycling because if I go and get on the tube I'm just stressed. I don't want to go anywhere 
near it. But if I get on a bike I feel alright” (A:5). Another informant also described that; “The tube can be quite claustrophobic, 
and it's one of the reasons why I keep cycling, even when it can be inconvenient” (A:1). 
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infrastructure, bike parking facilities and children friendly streets (traffic filtered and traffic 
calmed streets) as well as, providing green routes, suitable for both the  growing number of 
small children and the growing number of young professional cyclists (A:2;A:4b). 
It is also a specific demographic that has moved into Hackney; “people who would quite 
readily take up the bicycle” and “The people that move here, might work in the creative 
industry or in advertising, and they are probably quite liberal”, as sentiment that is supported 
by Labour having the majority of council seats in the borough (A:1). 
 
There has also been a decrease in car ownership in Hackney, and young people apparently 
have a falling aspiration of owning a car, which was explained, to be coupled with decreasing 
flat sizes and increasing rents in Hackney. As one informant working for the London Cycling 
Campaign in Hackney argued; as the demography has changed, and as more young (cycling) 
people are moving into Hackney, it has meant that it is possible to push for more equitable 
road space design, reflecting on what residents want and need. Therefore, the developments in 
Hackney, where up to 15% of people cycle, should in his opinion naturally start to reflect on 
how infrastructure investments are made in the borough (A:4). But he also pointed out that it 
has to be a democratic process, not just representing what cyclists want, as cyclists still only 
represent 15% of people (A:4b).  
 
There are furthermore no Cycle Superhighways located in Hackney. And as one informant 
stated “I don't pay too much attention to the plans for them because I'm not going to use them 
anyway - The only place where I can see that a dedicated cycle lane would be a benefit is on a 
really busy road like a dual carriageway, anywhere else I probably would not use it. Generally 
I try to take the smaller side streets” (A:7). 
 
Walthamstow - just to the north east of Hackney, is also becoming very popular with young 
people who want to start a family, because it is still cheap and close to London, and it’s 
becoming an extension of Hackney in that way. However, 11 miles to work into the centre of 
London can be too much for some cyclists41. But in one informant’s opinion, living in 
Walthamstow; “22 miles a day is not a huge distance…42 (A:5) The informant went on to 
explain that he easily does 200 miles in a week, “and that will be consistent all through the 
good weather parts of the year. Because, once I've done my work journey during the week I'm 
pushing a 100 miles easily43 44” (A:5). 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
41 A friend of the informant has recently moved to Walthamstow; “But she just found after 6 months, that she was so exhausted 
after trying to ride to the 11 miles in to work, that she stopped doing it. You need a good bike and a period of time to acclimatize 
yourself to the physical aspect of what you are putting your body through” (A:5) 
42 You need to spend some time on the journey – But it’s not a huge amount of exercise”, but as distance is subjective, that is a 
obviously a matter of opinion(A:5) 
43 With a little bit extra here and there, and then if you do one big ride at the weekend […]. But the body is an amazing thing in 
the way that it responds to physical challenges (A:5)  
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What	  do	  you	  think	  of	  cycling	  to	  Work	  in	  London?	  
	  
When talking specifically about informants’ use of the bicycle for getting to work, one 
informant explained, that; “I find it easier to cycle on the main roads than on the back roads, 
because people are less engaged on the back roads, and something random is more likely to 
happen there” (A:1). This informant usually uses the Cycle Superhighway routes, and finds 
that; “The Cycle Superhighways are not too scary” (A:1).  People however have different 
preferences between taking the back roads or the main streets as the informant videos of 
filmed routes underline. 
 
Three of the informants interviewed had a distance to work, approximately taking them 
between 40 to 50 minutes to commute (A:1;5;7) All of them stating that, “once you 
acclimatize yourself to London roads they are really not that scary. You need to have 
confidence that cars will have seen you, and that drivers will not open their door on you” 
(A:1;5;7).4546  
One person at the LCC meeting, attended on 4th December; experienced a conflict between 
cyclists and pedestrians on the limited space on the paths by the canal47(A:4). Furthermore, all 
informants seemed to agree on having a general concern with road surfaces, with the big 
problems being potholes and drains, as well as bad resurfacing work, which in one 
informant’s opinion is never solved due to lack of quality in the maintenance and resurfacing 
work done in Hackney48 (A:4). Moreover novice riders as well as inconsiderate and drivers 
and riders seemed to be a general concern (A1-A:7) 
An ambulance bicycle first-responder who previously worked in central London, described 
doing an advanced cycling course before being let loose in SOHO; “where basically they told 
us that at junctions you have got to go around the traffic, and get in front to get eye contact 
with the drivers” (A:6). He went on to say that “The speed in London is quicker because you 
are on the road with cars and it’s probably a younger average in London, than in Copenhagen 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
44 I have done a 9 day charity race called the fireflies, riding from lake Geneva to Cannes, all along the tour de France routes, 
going through the mountains. And the first 2 days hurt more than anything ells, but by day three your body starts to say; “Okey I 
get this…I get what we are doing now… Lets go for it…” By day 6 you feel like an iron man, and by day 9 you just want to go to 
bed for at least 2 weeks (A:5) 
45 “Most accidents seem to happen when drivers open their door or with the horrible left or right turn accidents with HGVs […] 
Overeager cyclists are also a problem, because they run the risk of being crushed in the left turn accidents”, and that cyclists 
going on the inside of lorries and buses involves high risk of getting into an accident (A:1). Furthermore, one informant was very 
concerned of pedestrians walking out in front of him, and therefore described driving defensively, expecting pedestrians to walk 
out in front of him, as a tactic to avoid collisions with pedestrians (A:7) 
46 “In fact, I would say that although the consequences of being struck by a vehicle are much more serious, I am far more scared 
on a regular basis by pedestrians, because they just do no look (where they are going) and they walk out just in front of you. Its 
like anything; you just have to assume that somebody is going to step out n front of you - like with these two… I will assume that 
they'll step out in front of me without looking. In fact they didn't', but if you assume they will then at least you are prepared for 
it.” (A:7) 
47 but I will not cycle along the canals; as I find it dangerous, with all the narrow paths, and bridges, and the cobbled pavement, 
which are problematic for cyclists. You can't see people approaching, and people don't wait to be able to pass” (A:1) 
48 “The roads in Hackney are really bumpy, which means if you are riding here - and in the summer time I would turn right to 
cut through the park. You look behind you, hit a bump and you nearly come off your bike before making the turn. In general the 
road surface in Hackney is pretty appalling” (A:7). 
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- but when you look at the bikes in Copenhagen they are kind of the upright bikes - the Dutch 
bikes. In London if you want to commute to get from A to B as fast as possible, the hybrid 
bikes are more common than the Dutch bikes” (A:6). 
The same informant explained about cycling in London as being; “all about awareness - that’s 
all it is. Lorry drivers, I think, are becoming more aware now…. with mirrors and signs at the 
back of their trucks. So they are taking more responsibility. But cyclists necessarily are not”49 50 (A:6).  
 
Another issue concerning safety and perceptions of cyclists, which all informants seemed to 
mention, is the issue of cyclists jumping red lights. One informant stated that; “personally I 
use to jump red lights, if I though it was safe to do so. My excuse used to be that; yes it’s 
illegal, but I am only putting myself at risk and no one else. You jump red lights because you 
loose momentum, and if it’s a pedestrian light and no one is crossing, then what’s the point in 
stopping?”51 (A:6). 
The signalling at cross-walks in London52, where cyclists are running red lights also seem to 
invite cyclists to bend the rules. This was explained by one informant to result in some 
cyclists seeing the  “pedestrian green light crossing” as a chance to jump the red light, to the 
irritation of both pedestrians and motorists (A:4b).  
 
Talking to an informant working in central London, he described that; “this year more than 
any other year I can remember, all those incidences which made me think "Christ what’s 
happening here", have been incidences with other cyclists, not drivers…53 54, – the informant 
thought that; “the amount of novices out there now is changing how traffic works, and they 
are not really thinking at all, they are just on the bike, - doing something crazy” (A:5-A:7). 
The same informant went on to explain; “More than anything, I suppose, driving a car is the 
problem. Because driving promotes you to be quite separated from what you are actually 
doing, and you are in a very quiet and comfortable space, where you have got the heating and 
the radio on, and your phone plugged in, and all the rest55. But when you are driving you have 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
49 The one thing that always, always surprises me is the cyclists that ride around, especially in the dark, without any lights on and 
without any high visibility gear (A:6) 
50 “cyclists are stupid in the way that they are not wearing high visibility clothing and don't have lights on at night. I always use 
to dress up like a Christmas tree when I was riding at night – for drivers to be able to see me” (A:6). 
51 When cyclist go through red lights, with this sort of “kamikaze attitude”, they are endangering themselves, pedestrians 
slightly; but ultimately they are endangering themselves. But when cars do the same thing it its something different, that’s 
potentially someone else's life they have in their hands (A:1). 
52 Cars, buses, cyclists, etc. has green light in one direction, then another, and finally all road traffic stops in all directions to give 
pedestrians a very limited time to cross, with no traffic on the road. 
53 I mean I have had a few incidences where drivers do stupid things, because they don't look. But if you are predicting that they 
don't look, then generally you are in a quite safe mentality. You become programmed to deal with it” 
54 Most people only signal left and right. Something that’s very interesting, especially around cab drivers in London, is that if you 
indicate what you are actually doing, like putting my arm up, but pointing at the floor. Indicating that I will be changing lanes, 
and I'm going the same pace as you, - generally as you are looking over your shoulder to check, the guy is going " I got you… I 
understand what you are doing”. You are not just suddenly flying across in front of the cab, upsetting his little calm box. When 
there is some communication, and it works. (A:5) 
55 And the thing that annoys me, even with my parents, is that they are not really paying attention to the fact, that they are driving 
a car (A big piece of metal traveling very fast)... (A:5) 
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to be engaged” (A:5). “That is the beauty of cycling; that you are fully engaged… So you 
have to try and find that balance again, between cars and cyclists and of being aware of 
what’s going on” (A:5). 
 
An issue picked up on in a conversation with an informant bike-ambulance rider was, as he 
stated; “most cyclists, even most drivers in cars, don’t have any forward vision. Most people 
only look 20 meters ahead of them. But advanced drivers will always tell you that the good 
driver will look as far forward as you possibly can go, constantly. The same could be said for 
the advanced cyclists to a certain extent56.” (A:6). As a cyclist; “you sometimes have to give 
parked cars a wider passing distance than you would normally. Of course you have to make 
sure that nobody is coming up behind you, because when doing that you are moving into the 
middle of the road” (A:6).  
Therefore the cyclist often has to drive both defensively and aggressively57 to predict the 
opening car door, a potential pedestrian stepping out, while also being aware of potential 
drains and potholes in the road, as well as the traffic coming at you from all angles. The 
informant went on to say about the awareness needed to ride in relative safety on a bike, that;  
“it makes you feel alive though... and maybe that explains the demographic” i.e. mostly 
young men riding their bikes in London (A:6). 
	  
What	  about	  Children	  and	  Cycling	  in	  London?	  
	  
In England there is a cycling proficiency test; “We have it in school, but you might do it when 
you are 11 or 12. But the likelihood of you riding the streets for any real purpose is not for 
another decade in your life. And then you get older and you take up the bike again, and there 
seems to be no legislation, there is no test, there are no rules, there is nothing.  And I	   can 
understand why people get frustrated5859 (A:5). 
Informants seemed to agree that in the UK, you are not in the age group for cycling before 
your eighteen60 (A:5).  However most informants also agreed with, that; “if you want a broad 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
56 Even silly things like; is this person going to suddenly open his door as you are passing - because you have noticed he has 
pulled into the side of the road, and you are anticipating that he wants to get out of his car 
57 “You kind of as a cyclist have to ride defensively and aggressively at the same time - claiming your space but also pay 
attention to something happening out of the blue”. (A:7) 
58 I don't think that they will ever introduce a license to ride a bike, but there needs to be something…. like that…. - whereby 
cyclists are… You know if the police stops a cyclist without lights on or high visibility, then you will have to go on a cycling 
awareness course or something like that. (A:6) 
59 There is this massive gap between kids using their bikes and using the roads, and then the adults. Like we were saying, you go 
to school, you get the little bike with no pedals - But riding a bike here is something that you do in the park as a child. Then you 
hit teens, and you learn about road safety, but then cycling just stops… I don't understand why people haven't married all of 
those issues, to try and focus on the lifestyle of cycling.  (A:5) 
60 Because you might go off, and you have fun, and then you come back to London and find a serious job. And when you come 
back you find out that you don't want to pay hundreds of pounds each month for transport. (A:5) 
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based cycling culture, and you want kids, women and the elderly cycling you need to promote 
the safety issue” (A:5). 
 
Talking to a cycling instructor at Tysson School in Hackney, specifically wanting to examine 
this question in more detail, I found that the school has had an on-going cycling program for 
the last 10 years61. In this way the school is unique in Hackney, as the senior-management has 
been committed to financially fund the program out of its own budget, doing cycling training 
three days a week and integrating cycling into the taught curriculum62. Most schools are not 
willing to finance the cycling training out of their own pocket, and depend on Hackney 
council for providing pupils with cycling training63 (A:2).  
However, children generally only cycle while at school, and don’t cycle to school. This was 
explained by the cycle instructor; as being the result of children either living 5 minutes away 
from the school - choosing to walk, or because they live so far away from their school that 
they would take the bus. The cycle instructor blamed the situation of children not cycling to 
school to be a result of the districting of the schools in London (A:2). However, she explained  
that the overriding reason for children not taking their bike to school was because parents do 
not feel safe to let their children ride on the roads, “due to the fear of cars”64 65 (A:2). As the 
informant rightly pointed out; “there is a need to get parents on board before children will be 
able to cycle to school”(A:2).  
For getting parents involved, the school has started “family cycling” courses, where the whole 
family is invited to take part. These classes are after school hours, and especially aimed at 
mothers, as it is mothers who make 75% of family transport decisions in the home66. 
Therefore, getting mothers to cycle with their kids is in the informant’s opinion the main way 
to get children cycling to school (A:2). 
 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
61 At the Tysson school, children start learning how to ride their bikes in the nursery – using wooden bikes with no pedals, 
learning to keep their balance. In Second grade children are thought how to bike, without the aide of support wheels, and they 
keep learning how to bike until they leave the school to go to a secondary school. (A:2). 
62 Tyson school provides basic cycling training, but has to abide by “bikability standards” set out by the Department for 
Transport (DfT). Instructors are applicable to hold cycle training certificates, that prove that they are eligible to instruct cycling, 
and in this way cycling training is made to be in line and up to date with the national standards and regulations on cycling. The 
school has for 8 years been accredited by the “Bikeability” standard (A:2). 
63 Hackney council has been providing an external program, free of charge – but the vision has been to use the program of 
Tysson as the framework for cycling-training for kids throughout the borough. However this has not happened, and most children 
and schools therefore still depend on Hackney Council for training courses 
64 When the author attended a LCC meeting and afterwards a friendly talk at the local pub in December 2013, the issue 
concerning children’s rights to free and safe movement, mobility, and having a feeling of safety on the cities streets and possibly 
of riding their bikes to school was also raised. The reply to the questions concerning children was that most journeys to school 
are too short for taking the bike, seemingly agreeing with the cycle instructor, and that cycling already is safe as it is now, 
although a lot more needs to be done to improve safety in Hackney. Therefore the informant seemed to dismiss the validity of 
parents’ fear of the streets. The main point made by the LCC informant during our informal talk was that the perceptions of 
cycling need to come into line with what the reality is; “i.e. that it’s pretty safe as it is now 
65 There is a fine balance between highlighting the dangers of cycling, - saying that the state of things are unacceptable  - “for 6 
people to die in 2 weeks is awful... (see A:4 and A:5) ”But something that would really help is to say; “6 cyclists have died. Here 
are the circumstances around each of the accidents - the moment that it has happened, not 3 months later when everyone has 
forgotten about it” (A:5). Because, “then what people are left with, is the impression of cycling as being dangerous” (A:4a-b;5). 
66 This is due to the fact that it is most often the mother who sends the children off to school; often following or transporting them 
to school. (A:2) 
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However, one of the reasons why children and teenagers, in the informant’s opinion tend to 
use the bus, is that bus passes are free, but social issues also drive children to prefer the bus. 
The informant explained that the walk to the bus stop and the bus ride serves as a social stage 
for young children to meet and mingle; “away from parental and school supervision” (A:2).  
However, the instructor made the point that experience of a safe cycling culture, gained at an 
early age, would be beneficial for cyclists and for road safety of all road users 67 (A:2), even if 
some informants would disagree about the timing due to children not riding at a young age in 
the UK (A5-6). 
Moreover, as was confirmed by the interviews, there is not that much of a discussion of how 
to design a city well suited for children and their needs for mobility. One informant described 
this lack of a discussion as a symbol of; “a disconnect between work, family life, children and 
getting around on the bicycle68 69.” […] “But I guess safety, fear and all the rest of it are 
contributing to children not being able to cycle… And it’s a very crowded city” (A:5). 
Another informant stated, that; “there are reasons for elderly people and for children not 
riding on the roads like they are now. The infrastructure is bad, and there is a road culture 
which is not safe enough”70(A:6). 
As the situation is now, only 2% of children ride their bikes to school in he UK, resembling 
the national average, which is about the same i.e. 2% (see fig. 8). However, as the survey 
indicated, there might be a change taking place in Hackney as more people seem willing to let 
their children cycle to school.  
  
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
67 However, the informant stated that the evidence still has not come through, in terms of whether the first children to come 
through the training programme – as youngsters or in their early twenties, are taking up cycling again. However, Hackney’s 
growing numbers of cyclists would seem to suggests that people are returning to cycling. (A:2) 
68 I think this is not just an issue for the UK. But the UK has followed some American model of how career and lifestyle has 
changed, where we work a lot of hours, with no real kind of control on it. And certainly in my working life I can see that people 
are doing that more and more, and are expected to do so. (A:5) 
69 In the UK you become very focused on work, and perhaps due to the stress you forget that there are other ways of living your 
life. - And yes, people feel beaten down by that.  And therefore they do easy options - and drive their kids everywhere... But 
there is a definite backlash to that lifestyle (A:5) 
70 Explaining a common road situation, that informant described; “You cycle along a bit of road and then traffic merges in from 
the left, and if you are a cyclists its quite dangerous - so I use to deliberately avoid that bit of road… and by getting to know your 
routes, you learn to avoid a particular stretch of road. I suspect other people do the same to avoid certain roads on their 
commutes” (A:6). “There was also another stretch of road, which had a lot of lorries going down this pretty narrow road. 
Because the road was so crappy, full of drains and potholes, I used to actually cycle along the pavement, along this particular 
stretch of road. I always though if I get stopped by the police; I don't care. Because there are lorries going past you, about 6 
inches from you on the road. So I chose the pavement, even if it meant getting a ticket” (A:6). 
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71 European Cyclists Federation (2012) ‘Children Cycling to School.’ [Online] 
http://theironhorseproject.tumblr.com/post/73195724773/children-cycling-to-school  
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What	  do	  you	  think	  of	  the	  planning	  and	  infrastructure?	  	  
	  
It was Ken Linvingston who started building the cycle infrastructure, as one informant 
informed, because he had the forward vision “and ambition to promote more cycling in 
London. Boris is carrying on, and the next mayor will be doing the same. As I said, they all 
have to have a green agenda, or they have to be seen to have one…” (A:6).  But “because a 
lot of accidents happen at junctions, planners and politicians seem to just throw something at 
the junction and go; "there you go, we have solved it", without any thought to how you build 
up or get to the junction, or how you proceed after it. To them it’s just a question of; "we have 
sorted the junctions out" - "look there is something there”[…] “we have done something" 
(A:7). 
 
On the issue of taking space away from cars “It’s slightly bizarre that nobody is talking about 
taking it”; but “you have to look at the wider picture of London as a city… and again if you 
go back 10 / 15 years, you are looking at a city with a large public transport network, where 
the underground was in a complete mess… I had two friends who were working on the 
underground as engineers. […]The common consensus at the time was that you would have to 
close the tube system for seven years to do a complete upgrade. After seven years you could 
open up the tube as a new system. Of course that was newer going to happen, but the 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
72 Photo from: http://theironhorseproject.tumblr.com/post/73196921192/trendd-the-initial-proposal-for-the-skycycle 
Norman Fosters vision for cycling infrastructure in London. 
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consequences of an inadequate tube system, and poor bus services and nowhere near the 
amount of Overground trains services that we now have, meant that people saw that it’s either 
the fight of getting on the tube every morning, or do I have a job where I can drive… I think 
we are still stuck in that mind-set, but a mental shift is taking place”, and the bike culture 
could become a third choice in peoples minds” (A:5). 
 
Planners might however not have experience or might not know what they are doing when 
designing and planning for cyclists  on the roads, because they have no experience of 
cycling73” (A:7). The design of junctions is a big issue of concern for cyclists 74 75, and the 
infrastructure that is being put in place; “often doesn't work7677, although I do like the boxes at 
the intersections78 (A:7). 
When attending the LCC meeting in December, in conversations with meeting participants at 
the local pub, many had the impression that traffic planners were still stuck in the “predict and 
provide” mentality of the past century. In this way planners were focussing on increasing the 
road capacity for cars, and not providing planning solutions for a changing dynamic of 
transport, where more people are choosing to cycle or taking the bus to get around in 
London79 (A:4b). 
It was pointed out that while bicycles in actuality use less space than cars, and in that way are 
more efficient in terms of fitting more people on to the roads, IT models and planners 
“business as usual approach” do not seem to fit well with predicting and providing for 
cyclists’ needs. (A:4b- A:3). The problem of redesigning rotaries for cyclists was a case in 
point for the LCC members, as many major roundabouts are unsafe and hazardous for cyclists 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
73 Describing the inconsistencies in road designs for cyclists in London, one informant said; they put a cycle stand (Boris’ bikes) 
right in front of a bicycle path, so you can't get to it. As a cyclist, you would never place a bicycle stand there - preventing 
yourself from getting into an area of safety (A:7) 
74 As one informant said” here there are two crossings, and the pedestrian crossing is located at the end of the road, which means 
that even if you do manage to go across you can end up sitting in front of oncoming traffic, because you have to stop for a 
pedestrian at the crossing. So why on earth do they put the pedestrian crossings at the end of the road - why not put it a few feet 
down the road? (Then cyclists would not run the risk of being held back in front of moving traffic). Realistically pedestrians are 
going to want to go straight across (desire line)  - but it leaves you as a cyclist sat in the middle of traffic 
75 “This is the place I have been knocked off my bike by a pedestrian, which has only happened once. On the other side off the 
intersection the lights for the pedestrian were red, and it was green for me, so I was going across - and this woman started 
crossing. She was in the middle of the road, so I went on the inside of her, and then she decided without looking - and having 
walked out on a red light, that she was going to turn back again. She caught my handle-bar with her hand bag “ (A:7)  
76 The interviewed cycle ambulance rider went as far as stating: “I think that most cyclists will say that the cycling infrastructure 
has been put up as an afterthought. In essence it’s just some paint and a bit of green tarmac at intersections76. To be honest it’s 
almost better not to have the cycle path at all - because it gives you a false sense of security ” (A:6).  
77 When they first started doing the Super Highways, it was brilliant! You would be riding around London… This was maybe 8 
years ago. - Then you would turn a corner and a bike lane would have appeared from 2 days ago. It would start, and you would 
think "okey there’s a bike path here", and then you would go 100 yards and then it would stop again. Because, basically one 
person had been sent out to paint one little stretch of road and then they couldn't work out where the lane was going to go next, 
so they just left it unfinished, as a little stretch of bike lane. Of course it will improve as they figure that out, but it will need more 
planning, and to be more thought through. (A:5) 
78 .  I will make a point of going and placing myself in front of vehicles - Partly because it makes me feel better - but mainly so 
that I know that drivers will see me, and I want them not to be able to avoid me.” (A:7) 
79 In the opinion of the LCC members that I talked to, there is a clear danger incurred by the growing numbers of cyclists, if 
planners are not ready to change the “predict and provide mentality”, as cyclist would not feature high on the agenda in 
increasing traffic flows and carrier capacity of roads, if the business as usual attitude to traffic planning continues. (A:4b) 
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to use. Even when the TfL is spending a lot of money on redesigning dangerous roundabouts, 
the voices of the people representing cyclists are not being heard80 (A:4b). 
 
The actual design and placement of bicycle lanes, when implemented, is also a cause of 
concern for some cyclists. One informant commented on one particular path, placed on the 
right side of the road, that; “I don't want to be on the right side of the road where the cycle 
lane is position. There are also a lot of turnings across the bicycle lane… And if you are not 
on the road making your presence known, then people will just drive across without looking, 
as you'll be masked by the traffic – So I don’t use the bicycle lane” (A:7). 
Commenting on another bicycle lane positioned on the right side of an intersection, the same 
informant commented that; “because I am going across the street, where I will then want to be 
on the left side of the road, this is badly designed. So if I’m on the right side, with a cars next 
to me wanting to turn right or drive straight ahead, and I’m crossing on the right side of him 
wanting to be on the left side of the road when I get to the other side, it’s dangerous” (A:7). 
Furthermore, specifically concerning intersections and congestions, the informant stated that; 
“buses are the worst at blocking junctions, which makes it really difficult to get across - and 
then you have pedestrians not realizing that the lights have changed, and are running across 
even when they can see the lights”, these situations make it difficult for cyclists to traverse 
intersections, especially in rush hour 81(A:7). 
Specifically intersections for cyclists wanting to turn right also seem to be a cause for fear, as 
the cyclist is placed in the middle of the road when wanting to make a turn82 forced to cut 
across lanes of moving traffic.  
 
All LCC members, as well as most informants, seemed to agree that the focus on increasing 
the capacity of roads, i.e., putting more cars on the road in London, would be the wrong way 
forward for London, and all seemed to agree that the focus should instead be shifting to 
decreasing the capacity for cars, so as to make the infrastructure (especially intersections) 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
80 In this way all seemed to agree that the future would be best served with limiting cars, and reshaping the streets hitherto 
dominated by the car and dead metal parking. (A:4b) 
81 “The thing with the busses and the bicycle - the weakest vehicle next to the biggest one - is that because of the way that London 
has grown… Its a bit like with the trucks, and there has been a lot of stuff said rightly about the number of deaths and casualties, 
just in the last few months - And while I'm by no means putting the blame on the cyclists - Its a bit dumb to go up the inside of a 
truck… You know… And in the case of that doctor that was run over, CCTV showed that the driver was pulling away slowly, he 
was signalling and he just couldn't see her…  She shouldn't have gone on the inside of him… I feel sorry for both parties... But 
with respect to the busses, you just have to use a bit of common sense, and not try to overtake them. Which is annoying when they 
overtake you and then immediately after they pull in at a bus stop. So that’s where I will assert my confidence and I will sit in the 
middle of the lane. And if the bus has to go a bit slower, it’s not really that much of a problem, because busses don't go that fast 
anyway.” (A:7) 
82 “I feel like I'm just waiting for a car hitting me from behind, as you are placed in the middle of the junction to make your  right 
turn, crossing oncoming traffic. I always try to jump the light here, if I possibly can - by which I mean; because you can see the 
colour changing  - when I can see that nothing is coming and could possibly hit me, as soon as the light turns orange - that’s it, 
I'm across… Because, by the time that the cars have actually started moving, you would have gone past them. But often you can't 
do that. 
And that’s not a particularly safe thing to do, because you never know if someone is going to come whizzing down, trying to 
jumpy the light. There are alternatives to this junction, but its faster this way...” (A:7) 
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better for buses, cyclists and pedestrians’ needs. One way to promote pushing back car-traffic 
would be to enlarge the Congestion Charge Zone83 (A:4b). 
 
The general state of the roads, parked cars, intersections and bus stops have all been 
mentioned as causing some concern84. However, informants also seemed to agreed that it 
seems “really difficult to get rid of all the parked cars, as every government only looks five 
years ahead. And elected officials are not going to do anything that’s going to make them too 
unpopular, and because the majority of voters obviously still drive cars, it becomes a hard 
issue to address. Therefore politicians are not going to bring in too many new policies that 
will upset too many people. It’s all about "to be seen to be green...”85” (A:6). 
 
The self-proclaimed bordering MAMIL recalled the first day with the congestion charge in 
the city; “I was still working in SOHO a lot, and those first few weeks were incredible… You 
would hit the edge of the congestion zone, and there would be no cars…  and you got to 
Euston road and the top of Tottenham Court Road in central London, and it was just clear 
quiet streets … But then people figured it out and the effect sort of fizzled out. People didn't 
really try to enforce or try to calm the zone down and keep traffic out. Therefore I think the 
idea of congestion charging has gone backwards in recent years, and it’s a shame that Boris 
shrunk it, because, if anything they should be pushing it further out” (A:5). 
The informant felt that; “London is probably in the middle - or maybe 1/3 into its transition of 
the city changing […]” (A:5).But pushing for change, and changing peoples perceptions is; 
“part of a shift: where you have to get a city and its people use to the idea that it would be a 
nicer place if cars were pushed back”86(A:5). The informant went on to say, that; “I think the 
trouble is the mentality, and that the majority of people look at cyclists, and think that it’s just 
a little part of the community […] There isn't enough discussion and exposure of what it’s 
like to be a cyclist. So when these things happen, like six deaths in two weeks, then cyclist 
supporters jump on it in the hope that they can raise the profile of cycling and make people 
think slightly differently”. But this does not “necessarily have a great reaction, because it sort 
of sounds like a political party with mad views, shouting at everybody, only focussing on the 
safety issue of cyclists” and the need for more dedicated space for this minority 87(A:5). 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
83 Interestingly, the issue of explicitly taking space away from cars, and giving it to pedestrians and cyclists, was something 
everyone seemed to agree on at the pub, even if the issue of reversing car parking and taking road space away from cars in favour 
of bicycle and pedestrian infrastructure had not made it into a 10-point manifesto, meant for local political candidates to sign up 
for in the upcoming local elections (A:4b).  
84 “Parked cars are also a massive pain in the ass!!!… and another thing is the drains which you have to swerve around a lot of 
the time”(A:6) 
85 Its all "to be seen, to be green" - and that’s all it is. There’s no serious commitment to cycling (A:6). 
86  “For me a huge catalyst for changing the streets would be to pedestrianize or closing of a lot of central roads”86. The informant 
had the view that; “Unless you have a valid reason or a work permit, these roads (In central London) should be off limits. Unless 
you are delivering or collecting something, you don't need to drive. Once you get off the tube you can walk everywhere in five 
minutes, so in central London you don’t need to drive” (A:5). 
87 Several people both at the LCC meeting and at the pub following the meeting, mentioned an irritation with the medias focus on 
safety, on segregating traffic and on criticising the Cycle Superhighways, as in fact it is getting safer to ride in London, measured 
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What	  do	  you	  think	  of	  Safety	  and	  Segregation?	  	  
“Segregating traffic and segregated bike lanes is a tricky issue. I think the fundamental first 
thing is that London is a city that doesn't have a lot of space for it. You could achieve it in 
parts, but you would never be able to get it rolled out throughout the whole city… It’s a city 
built up of so many little villages and old street layouts, and sometimes it gets very narrow, 
very crowded and congested” (A:5). 
Another informant stated that, even if implementing cycle paths; “I don't think that you can 
do anything from preventing vehicles, particularly delivery vehicles, from parking in a 
bicycle lane”. Because “they are not there long enough to be caught, and the drivers think that 
they are there doing a job. Even if bicycle paths were elevated with a curb I don't think they 
would stop parking on them” (A:7). 
 
However, the interviewees did indicate, that; “It sometimes feels like you are being squeezed 
out - and that’s why you have to make yourself big, you have to wear high visibility gear, and 
claim your space. If it means cycling along the middle part of certain roads then so be it. That 
goes back to being slightly aggressive [or assertive] as a cyclist, in order to look after 
yourself” (A:6). But as most of the informants explained; “The thing is with the infrastructure 
as it is now, you can't suddenly make the roads wider88 to accommodate cycling lanes, and 
you can't suddenly get rid of all the Heavy Goods Vehicles (HGVs) either […]” (A:6). 
 
The main issue concerning the informants was the dangerous attitude of some drivers. One 
informant stated that; “A lot of drivers have the attitude that; “I pay car tax to drive on these 
roads. Why don't cyclists have to do the same thing…? Because cyclists are using the same 
roads as we are. And I think that is a somewhat valid point […] I know that investments in 
roads are mainly paid for through general taxation, but the more petrol you fill on your car, 
the more tax you pay effectively. So car drivers are paying more, and there is some irritation 
because of that” (A:6). 
On questioning the bicycle instructor on the issue of separating bikes from road traffic, she 
stated that she was sceptical of such schemes and saw it as a way of avoiding the larger issue 
of growing the awareness and tolerance between cars, HGV’s, cyclists and pedestrians. In the 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
by per billion miles travelled, further put into perspective by considering the growing number of cyclists on London’s roads. 
(A:4a-b)  
At the pub it was discussed more in depth, whether the current media attentions was hurting the cycling culture in London, as 
some feared that the focus on safety and the impact of focussing in the “useless Superhighways” could result in halting recent 
increases in cycling levels, and maybe even make some people stop cycling altogether. In one informants opinion the focus 
needed to be changed so as not to impact directly on peoples perceptions of cycling in a largely negative way – but instead be 
used to push for more interventions to promote cycling and specific infrastructural changes, while also communicating and 
reassuring that cycling is a very safe, healthy and a fun way to get around. (A:4b) 
88 I drive as well, and on some roads there isn't any room to take away. There is parked cars and the sidewalk, and I would never 
want to take any pavement away from the pedestrians.  Being able to walk around the city is absolutely essential (A:1). 
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informant’s opinion, separation would not be the best way of growing tolerance and 
awareness between road users (A:2). The cycle instructor then mentioned that there is an 
inherent problem with road and traffic liability in the UK, as there currently is no legislation 
on accidents involving bicycles and automobiles, and in most cases the drivers involved in 
accidents gets off free. But as the instructor pointed out, the cyclist has a choice when 
confronted with dangerous situations, as “When feeling unsafe, the cyclist can always 
dismount, and use the sidewalk to cross the streets or traverse a difficult intersection”, and in 
this way the instructor argued for subjugation of the cyclists in the internalised perception of 
the road hierarchy  (A:2). 
However, the cycle instructor did mention that there is a need for a bold vision for cycling in 
London, but seemed to disagree with segregation being the way forward, although she also 
wanted more enforceable space provided for cyclists89 (A:2).  Another informant went on to 
say “The perceptions I have of the Cycle Super Highways and the attempts that have been 
made to make some kind of segregation, even if it is something as ridiculous as painting the 
road a different colour, is that they don't help”. The Cycle Superhighways tend to force the 
cyclists into one area of the road, where a lot of novice cyclists, who are just starting to get 
into cycling now, don't feel comfortable straying out of their zone, because they think it 
should be a safe zone. And the painted lanes are not a “safe zone” necessarily90, as drivers 
just ignore it in London (A:5). 
The cycling instructor pointed out that in this way of developing a safer cycle culture, the 
current influence of the physical cycle infrastructure seems flawed to be able to enforce road 
space and road safety for cyclists. Furthermore, as mentioned by other informants, “the 
current infrastructure lulls people into a false sense of security” (A:2).  
It is worth pointing out that one informant was happy to use the Superhighway leading to her 
work, stating that; “Ideally I would want a separated path. But my experience from the Cycle 
Superhighway is that it works quite well91. But; “Ideally if we could have segregated bicycle 
lanes, then great; yes!” (A:1). 
 
When asking informants about the riding styles and driving culture of the road, one informant 
replied; “I think the problem at the moment is that different road users have a lot of animosity 
towards each other. This is because of the way that a minority of people cycle and drive. 
There is a huge amount of antagonism towards cyclists, and people can get incredibly rude 
very quickly. I've even seen drivers who use their car to intimidate cyclists- using their car as 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
89 She went on to describe the blue paint of the Cycle Superhighways as being ridiculous, and unsafe for cyclists to use. 
Therefore, in the opinion of the instructor, as the infrastructure looks now, the bicycle lanes seem unenforceable, due to cars, 
buses and lorries crossing the painted line frequently, and doing so with impunity (A:2).   
90 I mean you could be riding down those super highways in east London, and suddenly a bus pulls in from nowhere and just 
stops, or someone parks to go into a shop, and it sort of defeats the purpose of them being there (A:5). 
91 But my experience of the Cycle Superhighway might be permissive as the roads are wide, which is a rarity in London. I don't 
really know where that space for segregation would come from, to get a fully separated bicycle way” (A:1). 
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a weapon92. I think that’s where the problem is” (A:1). Another informant stated that; “I'm 
sure that for some people the animosity between drivers and cyclists does revolve around 
cyclists trying to get in front of traffic [using the pavement, undertaking cars stuck in traffic 
and running red lights]. But the thing is that if they were in your place they would be doing 
the same” (A:7). 
 
As was pointed out on several occasions, in England as only 2% of British people cycle, 
drivers might not understand cyclists because they do not have any experience themselves. 
“Maybe as a driver you should have at least one day a year where you cycle - to see what it 
feels like being surrounded by these dangerous big metal boxes. In Holland there isn't a Dutch 
person who didn't grow up riding a bike. So the drivers have the mentality of a cyclist (they 
understand what it’s like) so you see them always looking for cyclists. It’s just different to 
England” (A:7). 
Another informant stated that improving the road culture; “is more about the education of 
everyone using London’s roads, and the familiarity of seeing cyclists, for people to be able to 
understand that a cyclist isn't either an angry young person; jumping red lights and shouting 
F-words at everyone, or a slow old person wearing high visibility gear. We need to get past 
these clichés, to understand that a cyclist is just like anyone who would otherwise be in a car, 
or van … trying to get to work [...]93” (A:5). 
 
Some cyclists negotiate the road safety issue by going into work early to also come back 
early. “I do this to avoid both rush hours as much as possible. I get away with it more in the 
morning, because I am travelling at around 7:00-7:30. In the evening the rush hour is hard to 
avoid.” Furthermore, the informant said that; “In the mornings I have to put myself in the 
middle of the road, because there is always someone who tries to get past me on certain 
stretches of road - but then they realize that there is an island in the middle of the road, and 
instead of pulling back they just turn sideways and force you of the road. So I get right in the 
middle, and I absolutely do not let anyone past me” (A:7). 
Furthermore the informant said that he had recently slowed down his speed. “I used to go 
faster, but then I realized that it was too risky94 - Because you then start to get too aggressive, 
trying to go for things that you should not be going for… So I have actually slowed myself 
down for preventing myself thinking; “Ohh I could just go through there, or make that 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
92 Whether that’s driving too close to cyclists, or driving up behind them, trying to terrify them to get out of the way (A:1). 
93 One informant pointed out the benefits of focusing on educational and cultural change of road behaviour. The informant told 
of; “The most recent thing they have done after the death of the 6 cyclists, is that they put 650 police officers on the street and 
put them at major junctions; to talk to everyone. So, if its a cyclist riding in the dark, without lights or high-visibility gear its like; 
"where are your lights?". And if its drivers rolling into the bicycle boxes placed at the front at intersections, they are saying; 
"look at where your front wheels are!" That for me is really quite effective, but they are only planning on doing it for 2 weeks. So 
there are ways you can educate and reinforce the message” (A:5). 
94 “I once had a guy who was trying to overtake me, and he cut in, and our pedals got stuck together. And we just got into all 
sorts of problems. I mean it was his fault, I mean he shouldn't have been trying to overtake me. But if I hadn't been trying to be 
faster than other people I wouldn't have been in that position” (A:7) 
	   	   	   98	  
crossing, or overtake that person… because that’s when it gets really dangerous95”. “But there 
are a significant number of people who ride very fast” (A:7). 
“The other thing I do, is that when there is a group of cyclists, I never try to get in front of 
them. I always sit at the back. Even if I can see that there are people who are going to be 
really slow. Because if you try and fight yourself through a big knot of cyclists, that you get 
particularly in the centre of London, then you just get yourself into all kinds of trouble. And 
I’ll rather just wait, and let them go, and carry on my way” (A:7).	  
 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
95 “What happened to me when I was in the habit of going faster -  trying to get away really fast, is that then there could be 
someone in your way, and a car approaching, and you could end up going across the road with oncoming traffic.” (A:7)  
	   	   	   99	  
Summation	  of	  Chapter	  Four	  
Summing up the findings in one statement of what it means to be cycling in London, one 
could say  “that you have to be confident when you are riding. That specifically means not 
being aggressive - because there is no bonus to being aggressive. But you do have to be 
confident and you have to occupy your space” riding assertively at times, but also riding 
defensively to avoid dangerous situations (A:7). 
The bicycle holds a precarious position of being the softest and most vulnerable vehicle on 
the road, often competing for road space with cars, buses and HGVs on roads where potholes, 
drain, pedestrians and parked cars forces the cyclist to both ride assertively and defensively at 
the same time. A cyclist therefore has to claim his road space, but also avoid going on the 
inside of traffic at junctions, and in general predict dangerous situations that might occur with 
forward vision. It was mentioned many times that you have to be streetwise when cycling in 
London, as it is in essence the riding style and road behaviour which protects the rider. 
Furthermore, the cyclist must be “hyper aware” of riding, as he constantly has to pay attention 
to potential dangers coming from all sides, as well as focusing on the road due to the state of 
the general maintenance of road surfaces, road design, narrowing streets and placement of 
drains, traffic bumps and islands..  
Generally a cyclist has to be confident in his ability, utilising different tactics in getting from 
A to B. One informant used the semi segregate Cycle Superhighway, and some chose to use 
the calmer backstreets. But what binds all cyclists together is that they are all seemingly 
dependent on a etiquette to protect against opening car doors, pedestrians walking out, turning 
HGVs, general rules of positioning and signalling when cycling, sometimes bending the rules 
when at dangerous intersection, and occasionally using the pavement to get in front of traffic 
etc.  
There was however an evident split opinion on how best to provide infrastructure for cyclists, 
as many seemed to think that a general implementation of segregated bicycles paths would be 
impossible in London. Challenge the dominance of cars, and the question the current use of 
public space, for instance for car parking, seemed to be a divisive issue that most informants 
thought to be hard to challenge. Most people found the attempts made at providing cycling 
infrastructure badly designed and implemented, mainly due to giving a false sense of security, 
and potentially designed so that the cyclist finds himself in dangerous situations.  
But conclusively most interviewees talked of once having learned the etiquette of the road, as 
being able to predict traffic, and tactically being able to navigate oneself safely around 
London, through the use of defensive and assertive riding positions on the road. All 
informants also agreed on finding cycling the most convenient, cheap and comfortable way to 
get around London – preferring cycling with all the incurred risk and dangers preferable to 
driving or using public transport. 
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Chapter	  Five:	  Discussion	  
 
The discussion of the research findings will be done, in consideration of the interview 
conducted with cycling research Rachel Aldred, working at Westminster University London 
(A:3). The interview with Rachel Aldred therefore functions as an expert interviewee for 
analysing, discussing and giving some perspective to the findings. Furthermore, various 
relevant articles will help to underline the findings, and finally the theory introduced in 
Chapter Three will be used to analyse and give perspective to the research findings. 
 
Discussion: 
 
As explained in the research findings, cycling has become fashionable, modern, a recognised 
sport and associated with the revival and blossoming of Hackney in eastern London, as well 
as making up a growing part of traffic in central London. Rachel Aldred elaborates that; “it’s 
becoming quite an important narrative that the car is not the future. As people are choosing 
not to have a car, they want to have an alternative”, and here the bicycle is a good and healthy 
alternative to public transport, which is getting more expensive as explained by the 
informants (A:3). However, the perception of the bicycle as a viable alternative to the car is 
tied to wider perceptions of public transport. As the performance and comfort of public 
transport systems seems to be improving through investments in the Overground, 
Underground, trains and bus services, with perceptions improving of service but also with 
increasing fares as a result of these investments, the bicycle seems to also be growing in 
people’s perceptions as an alternative to driving or using public transport.  
Rachel Aldred went on to explain, that; “TfL do an attitude towards cycling study each year, 
and one of the questions they asked in 2012 was "could you commute by bicycle to work?” 
Half of the people that currently don't commute by bike said that they could so. Therefore it 
seems that London potentially could have a modal share like in Copenhagen, if people felt 
able, safe and confident enough to get on the bicycle in the first place.  
 
More cycling and less cars on the streets could therefore be a possible future in London, if 
perceptions of cycling are able to change, so as to view cycling to be a more mainstream and 
safe mode of transport (A:3).  
However, in both cases concerning perceptions of cycling as a viable alternative to public 
transport and the car, and as a safe mode of transport on the streets of London, the majority of 
people seem to think that it is an unsafe way to travel.  
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Although all informants felt confident in their own cycling ability to safely traverse and 
negotiate traffic, all informants mentioned that the road culture needs to change to 
accommodate the growing number of cyclists, including some consideration to the new 
cyclists who were explained to be most at risk, due to inexperience and insecurity of knowing 
where to position themselves. Furthermore, the survey underlined that most cyclists find that 
it can be unsafe to cycle in London, and that the infrastructure is generally inadequate96, 
stating that more needs to be done to improve the infrastructure before feeling safe when 
cycling in London. Of course no one would cycle if they truly felt it hazardous, and therefore 
the survey should be taken with some reservations. But the response in the survey as well as 
the informant interviews does underline that there is a perception that cycling safety, 
infrastructure and the road culture has to adapt to cyclists’ needs for providing basic safety.   
	  
Placed in free flowing traffic, riding on wide, merging or narrow streets, in bus lanes, waiting 
in unenforceable painted boxes reserved for cyclists at intersection, or riding along painted 
bicycle lanes, was furthermore explained by informants as a fragile form of infrastructure97. 
Most interviewees seemed to prefer the free-flowing infrastructure to that of the idea of 
segregated elevated bicycle lanes, as they saw the bicycle as a “road vehicle” and therefore 
belonging in the free flowing traffic, having a legitimate claim for using the whole road space, 
not just subject to using a segregated path. Therefore it seems that informants view the 
bicycle as any other vehicle on the road, with the same rights to the road, but at the same time 
recognise the bicycle as the weakest vehicle on the road, and therefore want some preferential 
infrastructure to secure the safety of riders. Here the green boxes at intersection, the bus lanes 
open to bicycles and the Superhighway (although many informant criticised the Cycle 
Superhighways) were seen as a way forward, although they needed to be improved upon to 
make them more useable, friendly and enforceable. 	  
The problem concerning the current infrastructure therefore seemed to revolve around it being 
dependent on the individual cyclists being assertive, as well as on other road users being 
considerate and accepting of the cyclists legitimate claim to safe passage through the city, 
accepting and respecting the demarcated infrastructure, and be respectful of cyclists claim to 
use the whole road. But as painted bicycle lanes, bus lanes and intersection green boxes are 
unenforceable, except through a cultural change of driving behaviour, most informants 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
96 Anyone who has ridden the blue-painted strips of the Cycle Superhighway 2 in east London will know how token they are. 
They do nothing, physically or legally, to prevent vehicles from intruding into the paths of cyclists. In stretches the narrowness of 
the road is such that buses and trucks have no choice but to push into the cycle lane. The strips are at best hints, suggestions to 
traffic as to how to behave, at worst dangerous deceptions. (Observer editorial 2013) 
97 As explained riders have to be assertive and defensive, is supported by a cycling instructor interview in the guardian mean; 
“Don’t hug the kerb, own the road. Never be afraid of being seen, or getting in somebody’s way. And if a car or bus behind you 
has to wait, they can wait”. […] When you don’t ride with confidence, it’s very dangerous. Because you’re afraid to ‘own the 
road’[…] Then you’re way more likely to get hurt or to be unseen”. (Gardiner 2013-theguardian.com) She then went on to say; 
like many informants for this dissertation have done; “I don’t think you need to be aggressive, I think you need to be seen. You 
need to be in the middle [of the road] and not be pushed by vehicles, not be stressed if a cab driver honks at you,... Or if a driver 
starts shouting at you because he wants to pass fast, you need to wait until you are safe to let him pass.” (Gardiner 2013-
theguardian.com) 
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seemed to view the attempts of providing infrastructure through painted bicycle lanes as in 
some ways laughable or worse yet dangerous in the current state of drivers perceptions and 
behaviour around them. This was mainly due to giving the inexperienced cyclists a false sense 
of security, as well as not tackling the wider issue of the road culture as; “Too many motorists 
currently impinge on bike boxes with impunity, often filling them completely, so when lights 
go green cyclists are left riding in the gutter where they can’t be seen” (Laker,	  2013:Cycling 
Weekly)	  
Although informants disagreed on infrastructural implementation and what this might mean, 
feel or look like, all informants seemed to agree on the statement that; “I can’t see how you 
get culture change without other things changing too. Infrastructural change and culture 
change of the road culture need to go together”, as stated by Rachel Aldred (A:3). 
	  
Although increasing numbers of especially young professionals are beginning to use the 
bicycle to get around, particularly in Hackney, cyclists are still a considered a minority group. 
And as a minority group cyclists are instigating and challenging the previous hierarchy of the 
road, as they are making up a growing share of the traffic in central London, claiming more 
space for themselves, as well as asking for more dedicated and enforced infrastructure. 	  	  
But the cyclists’ very presence on the road (performativity) means that traffic is forced to 
behave differently than if they were not present. 	  
Although being the weakest vehicle on the road, the cyclist is able to swerve through traffic, 
get to the front of intersection, and potentially dominate the intersections through sheer 
numbers, as observed in informants’ morning commute videos. Therefore the bicycle is not 
necessarily placed at the bottom of the road hierarchy, considering prioritisation, the 
performativity of the growing mass of bicycle, as the dedicated infrastructure is already 
having a noticeable effect on how traffic behaves. As the cyclist often placed at the front of 
the intersection, he might be able to set the pace and define the rhythm of traffic as it starts to 
move, although the cars are quickly able to overtake and force the cyclist to the side of the 
road if the cyclist does not claim the lane for himself. 	  
Yet the cyclist is not obstructed as he takes the position on the left side of the road, as it is 
only parked cars, stopping buses, opening car doors and pedestrians walking out, and 
potentially merging traffic that stops his progress. 	  
Cyclist’s position in the hierarchy therefore seems to be somewhat fluid. This is opposed to 
Copenhagen where the bicycle belongs on the bicycle path, and where segregation secures 
safety, but also has the result that the cyclist only has a legitimate claim to a smaller width of 
road, as opposed to London where the cyclist has a claim to the whole street. 	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But as the research findings show, cyclists sometimes face misconceived perceptions, 
inconsiderate drivers, dangerous levels of animosity as well as road designs that are not 
conducive to cyclists’ feeling of safety or general needs, and roads may even be hazardous to 
cyclists in certain situations, as for instance traffic islands may force speeding drivers to turn 
into the path of the cyclists, and the placement of pedestrian crossings might place the cyclist 
in front of moving oncoming traffic when crossing an intersection. Therefore, based on the 
research findings, one has to rely more on etiquette, experience and forward vision for safety, 
rather than the infrastructure providing it through cohesive road design with pedestrian and 
cyclists safety at heart. 	  
	  
Some drivers view cyclist as illegitimate road users, placing them lower in the hierarchy of 
road users, due in part to the view that “cyclists don’t pay road tax” (which is a false 
argument98), in their view giving drivers more of a right to the road,. This is; “a dangerous 
[and] dehumanising attitude” with potentially dangerous repercussions for road behaviour and 
the safety of cyclists on the road (Foster, 2013:theguardian.com). Walking through Hackney, 
I have seen drivers trying to run cyclists of the road, revving their engines, yelling at cyclists 
to get out of the way and seen cars driving very close to the back wheels of cyclists, using 
their cars to threaten them to get out of the way. Not surprisingly the informants have stated 
to be concerned about the general education of all road users. 	  
These findings seem to be in line with the general understanding that; “for all the talk of a 
bike boom, cyclists are still an out-group” (Ried, 2013:theguardian.com). Furthermore, the 
statement of psychologist, Dr Ian Walker describing cyclists as; “a classic “minority out-
group”, meaning they suffer from “overgeneralisation of negative behaviour and attributes”, 
seems to capture parts of the research findings concerning issues of perceptions that drivers 
and other road users have of cyclists  (Walker, 2013).  
But as explained in the research findings, the perception of “drivers of motor vehicles being 
cocooned in a shell” is part of the problem, as some drivers are not aware of what it is like to 
be a cyclist surrounded by fast moving traffic. Cyclists therefore have to assume that they are 
not being seen and ride assertively to make sure that they are seen, as well as riding 
defensively assuming that they have not been spotted, again resting uncomfortably between 
two opposite positions of riding on the road.  
It therefore seems “that there is this extra responsibility to be hyper aware as a cyclist”99 
(A:3). One has to assert oneself, and one also has to tactically traverse the city. Conclusively 
it can therefore be argued that it is up to the individual rider to provide for own safety on the 
	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
98 as every cyclist knows, road tax doesn’t exist – you pay vehicle excise duty for your car, and road maintenance is funded from 
centralised taxes” (Dawn Foster 2013- theguardian.com). 
99 For instance, it really is quite terrifying how little you can see from the pre 2007 HGV's, therefore cyclists and pedestrians have 
to naturally be more aware (A:3) 
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streets of London through the tactics and riding styles employed, and defined by the 
individual cyclist. 	  
	  
Reflecting on the cycling culture, the interviewed bicycle ambulance first responder explained 
that; “in the cyclists’ psyche they think; “because I am on a bike I shouldn't be sitting in 
traffic”.  Hence there is a dangerous constant go-ahead attitude100. And because the road 
hierarchy is not clear-cut in London anymore, there can be resulting problems with this 
attitude[…]”. He went on to say that “in London etiquette gets lost; it "goes out the window", 
and it becomes “every man for himself - whether you’re a cyclist, pedestrian or sitting in a 
car; everyone is for himself”” (A:6).  
The experience of cyclists as being inconsiderate and dangerous riders was explained to be 
partly down to a few inconsiderate and aggressive cyclists (not the majority), as well as down 
to novices not having experience of the rules of the road, giving the impression of cyclists 
being an inconsiderate “tribe”, seemingly having the perception that the rules of the road do 
not apply to them. But as explained by the informants, one does not have to be inconsiderate 
or “aggressive” to cycle in London, one simply has to conduct oneself with an assertive and 
defensive cycling mentality, which is the mentality that the majority of cyclists employ. This 
then makes it possible to cycle in relative safety while being respectful of other road users. 
This mentality was also explained to be a better way to change the road culture. But the 
problem is r that a minority of cyclists is able to create stereotypes that encompass the whole 
community, creating a certain amount of animosity towards all cyclists on the road.  
	  
It could therefore seem that the status of the bicycle is still somewhat disputed in London, as 
the cyclist is finding an uncomfortable balance between growing numbers on the roads, 
stereotypical views of what it means to be a cyclist, while being at an unease with how traffic 
seemingly functions, relaying only on themselves through employed tactics to position 
themselves in relative safety. 	  
	  
 The increase in cycling and the popularity of the lifestyle associated with cycling, are as 
already indicated in the findings, tied to wider issues of sport, lifestyle and fashion taking 
place over the last two decades in the UK, particularly exhibited in the newly fashionable 
district of Hackney. But there also seems to have been a wider change in perceptions taking 
place as one informant explained; “Before Londoners were always talking of living in 
Australia or California […] and if they had that slightly better climate they would enjoy the 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
100 One female informant explained, that: “you could go really slowly, but I don't want to cycle like that. I don't cycle 
exceptionally fast either, but when people and traffic is moving I want to be moving too100” (A:1). She elaborated, stating that; “I 
think most people are opportunistic. We live in a massive metropolis and people want to get to places quickly  - If you think you 
can do it, you'll do it. If you’re going fast you don't want to slow down - that’s part of the reason why people drive and ride 
aggressively” (A:1). 
	   	   	   105	  
outdoor lifestyle more. I think finally in this country people are realizing that a healthy 
lifestyle has a lot of benefits, and not just financially, being cheaper than driving or taking 
public transport. People are realising that you also get a different state of mind101” (A:5). 
 
However, when discussing the perceptions of cycling and the recent accidents in London, it 
was said that; “The narrative in the media at the moment is concerned with safety following 
the recent spate of cyclists deaths, but there can't be a clear change in the narrative before 
politicians and planners start to actually physically make cycling safer102” (A:3). 
Rachel Aldred made a comparison between the political incentive to solve other 
infrastructural crisis, and the current debate over infrastructure to ensure cycling safety, 
saying that; “When we have had train or tube disasters in the past, it was seen as something 
that the authorities had to do something about. So although the current media attention is 
focussing on a negative message, I think it is putting on a lot of pressure to actually do 
something about the problems of road safety for cyclists103 104(A:3). 
But most informants were hesitant in assuming that the politicians are able to actually provide 
better and safer infrastructure, and be able to change the road culture.  
 
Furthermore it seems that; “perhaps there is also something in the British mentality”, which 
stops the British from progressing further and faster when concerning cycling; “as we are a 
nation who are never happier than when we are kind of moaning and complaining about 
things. - I mean we do "keep calm and carry on", but we like to complain while we are doing 
it”. This mentality was explained as not helping the cycling community to push for change”105 
(A:5).  
Furthermore as the survey shows, not many cyclists are involved in cycling associations, and 
do not actively work to make cycling safer, but simply seem to comment on the recent events, 
and then “keep calm and carry on” cycling as before, not expecting a great change in the road 
culture or infrastructure any time soon. Moreover, the interviewees were not quick to blame 
bad drivers for the recent accidents, all stating that although the accidents are regrettable, and 
that infrastructure needs to be changed in light of the accidents, the cyclists involved might 
also themselves have been at fault. Therefore it seems that there is some self reflection on 
cyclists’ road behaviour, as also involving the benefits of having a claim of the whole road 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
101 When cycling becomes more popular and mainstream, it: “becomes a snow ball effect; in that its self-perpetuating. The more 
that lifestyle creeps in, the more bikes there are… the more people become familiar with it, the more it is just what people do” 
(A:5). 
102 I think it was Andrew Gilligan who said that cycle campaigners have nationalized the recent cycling deaths, pushing Boris 
Johnson to do something about the safety issue of cycling in London. And I think that’s really important (A:3) 
103 I don't just think you can say that everything is great with cycling, because obviously it isn't. There are bits and places around 
London where it is quite lovely to cycle, but most places are quite hostile to cyclists. (A:3) 
104 Its not just cycle deaths that people agree that something needs to be done something about, but also the number of pedestrians 
killed on the roads.  When you look at our road safety record it looks reasonably good on average, but when you look exclusively 
at cyclists, pedestrians and children killed in traffic our record is much less good.  So in the UK we have achieved to protect the 
people in cars quite well, but not people outside the cars (A:3) 
105 “For us to be the catalyst for change you need to get on with it, you need to keep staking your claim for road space” (A:5) 
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space, and in this way also running the risk of being at fault when riding in the free flowing 
system, placed alongside other vehicles. It worth noting the point that Sir Bernard Hogan-
Howe, The Metropolitan police commissioner, made in an interview with BBC London, 
saying that; “It seems to me that if you get it wrong, or the driver gets it wrong, the person 
that’s going to pay is the cyclist” (Ryan, 2013).	  	  
It therefore seems that what has moved the general debate and perception of cycling is not the 
single rider making up a non-negligible mass, which has helped to push political ambitions of 
increasing cycling particularly in London. But it has been the regrettable number of fatal 
accidents, a subject taken up by the general media, which has forced the “strategic” view of 
cyclists in the road hierarchy to be thoroughly re-examined.  
However, it does seem that a change is taking place within political and planning 
establishments, as TFL has “a plan for a bicycle grid in central London106” […], and “as TfL 
is increasing its budget for cycling provisioning; “giving out a lot of money for cycling, 
[which] would seem to change people’s views of cycling”, making it likely that large scale 
investment in infrastructure is going to go ahead107 (A:3). But from the interviews it is not 
sure whether the informants are considering a repositioning of the bicycle, away from heavy 
traffic onto safe segregated cycle paths, as a good idea, as it still seems that informants feel 
they belong on the road with all other road vehicles. 
	  
The described hierarchy of the road could therefore be argued to be viewed as an “internalised 
hierarchy on the road […]” (Dawn Foster, 2013:theguardian.com). By internalised hierarchy, 
it is meant that the individual cyclist through his confidence of staking his or her claim for the 
road, is in this way internalising individual tactics according to how they perceive their stature 
in the hierarchy. Some cyclists will move out of the way of traffic, and stay to the side of the 
road while others will stay in the middle of the road claiming adequate space to feel safe. 
Some cyclists will undertake vehicles, and use the pavement to get in front of traffic, while 
others will wait behind traffic when congested streets make them impassable. Most cyclists 
will get out of the way of a bus, and not go on the inside of HGVs, but some choose at times 
to ride in the middle of the road, letting other vehicles adjust their speed to theirs, and go on 
the inside of a bus or other HGV’s, hoping that the driver has seen him in the side-mirror. 	  
However, what is clear is that there are some overlapping inconsistencies between what the 
described etiquette entails in relation to riding with confidence, and putting yourself in 
danger.	  
 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
106 But the boroughs have to agree with the policy, and have to nominate routes, so this scheme and the process of planning for 
and implementing it, is quite complicated and involves a lot of different stakeholders” (A:3) 
107 Suddenly boroughs “love cycling”, because they have just been offered a couple of million pounds. But it’s not the case that 
for instance Labour boroughs are better at funding cycling infrastructure” (A:3). 
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Considering how to discuss the road behaviour, one might be tempted to use Foucault, as he 
typifies the functioning of disciplinary power in modern western societies, by stating that “It 
is the fact of being constantly seen, of being always able to be seen, that maintains the 
disciplined individual in his subjection” (Foucault, 1977:187). However the cyclist is often 
not seen as stated by the informants, and therefore must rely on etiquette, assertive and 
defensive approaches to make sure that he is safe (seen), and some even chose to not abide by 
the disciplining power, seemingly feeling that they can get away with it, being incognito to 
the road culture and therefore not having to abide by the same rules.  
It has been observed that in moving traffic that most informants find it relatively easy to 
navigate the roads of London. But on congested streets, at intersections and when confronted 
with inconsiderate drivers and narrowing roads with merging traffic or traffic islands placed 
in the middle of a road, that it seems up to the individual rider whether it is chosen to ride 
assertively in the middle of the road, or defensively to the side of the road, trying to avoid a 
potential accident. 	  	  
Interestingly, it seemed that most cyclists see novice cyclists as lower in the internalised 
hierarchy, not grouping themselves in the same category of cyclists as them.  It is first when 
you have become experienced and know how to ride assertively, having acquired knowledge 
of the etiquette, that you are considered a “good cyclist”, proficient to ride in safety, that you 
become part of the group. And even then there seems to be many subgroups of cyclists, as 
some informants were long distance commuters, or competitive riders, or as the survey shows 
leisure cyclists, end the cyclist group therefore encompasses many perceptions of cycling and 
many cultures. 	  
However, informants seem to agree that to start with, the streets are not safe for novice 
cyclists, as it is through experience of how the road culture actually works, that it becomes 
safe. In essence the informants did not view the current infrastructure as safe in itself, as it is 
the tactic of the rider that is paramount for perceptions of safety. The right tactic is learned 
through experience of “the performativity riding into combat” with other vehicles on the 
streets of London (see method Chapter Three).	  
	  
However, what most of the informants mentioned to be the main problem concerning 
perceptions of cyclists, was a misplaced perception of what and who cyclists are – as 
informants said that cyclists are indeed normal people, who choose to bike to work, and 
shouldn’t be looked upon as kamikaze pilots for choosing to do so. Peter Walker, of the 
cycling blog from the Guardian, summed it up by stating; “The inescapable conclusion is that 
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for all the gold medals and Tour de France titles the ordinary rider is still something of a 
marginal creature and thus fair game108” (Walker, 2013). 	  
However, the informants seemingly also agree to the stamen, that; “There’s no reason why 
“drivers” need necessarily be pitted in battle against “cyclists” in policy matters, not least 
because they – I, we – are very often the same people. But speak to any cycle campaigner and 
they’ll say that a real increase in bike use needs to be driven in two ways – the carrot of safe 
riding infrastructure, and the stick of making driving slightly less attractive” (Walker, 
2013:guardian.com). Rachel Aldred stated that; “One problem is that cyclists have 
traditionally been so badly provided for, and investments into cycling is looked at as being at 
the expense of cars. So cyclists seem to loose out, as they are starting from a poor starting 
point, and improvements need to come at the expense of taking others space” (A:3). This 
seems to align to most interviewees perceptions, as they though dedicated bicycle lanes was a 
contentious issue, and something that they did not believe could be implemented throughout 
London. 
 
However, I am reminded that London has been a progressive city concerning traffic 
engineering, as Rachel Aldred stated London has this history of the tube [which is celebrating 
150 years of service this year], as well as the rail heritage, so in a sense Britain is quite proud 
of the transport history and all the bold investments in infrastructure. Furthermore as the 
recent experience of the Olympics show, interventions are still possible and planners can still 
be bold in providing infrastructure for cyclists in the same way as athletes received dedicated 
lanes for the Olympics” (A:3). And although there “has been a long running debate in 
England about cycling infrastructure, it’s shifting more towards being in favour of 
segregation. In this way we are not just talking about physical segregation of road space, but 
also of time, in terms of allowing HGVs into the city at certain periods during the day” (A:3). 
Here, the recent six cycling deaths have certainly created a lot of media attention on cycling, 
which has had a verity of effects. The media is showing a growing interest in cycling, 
particularly in London. This development might partly be due to that a lot of people working 
in media are cyclists. This, I think, contributes to the growing attention given to cycling (A:3). 
 
However, it seems that the interviewees were sceptical of political promises to improve 
cycling infrastructure and levels of safety, even more so since Boris Johnson has shrunk the 
congestion charge zone. This has been mentioned by many informants, as they see the 
congestion zone as part of a way to calm the streets of London, restricting cars for the benefit 
of other road users, including cyclists.  It is however important to note that interviewees 	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  	  
108 It is however, worth considering the impact that the cycling team SKY has had in the UK. Reflecting on the impact of Bjarne 
Riis wining the Tour de France in 1996, and him later setting up his own cycling team  in Denmark (Team SCS/SAXO 
Bank/Saxo Tinkoff108). Big national teams, and national champions, has had the result of cycling receiving increasing media 
attention both in the UK and Denmark – making people more aware of the sport, as the sport is broadcast on main TV channels, 
as well as lifting the image of cycling in the general public.  
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understand that a potential HGV ban in peak hour traffic has to be “[…] finely balanced” 
(Gilligan, 2013). Most informants also seemed to agree with the London cycling 
commissioner that; “it’s not possible to design out deaths on our roads, however hard we try” 
(Gilligan, 2013:online). 	  
However, informants still complacently seemed to call for the cycling commissioner and the 
mayor; “to use the significant powers in [their] possession to work towards improving the 
standard of driving in London and making the city safer for all vulnerable people, including 
pedestrians as well as cyclists" (Ryan, 2013:online).	  
	  
As stated in the research findings, “There are many issues at play [for cyclists and their 
perceptions of cycling] such as increasing the level of awareness of cyclists, increasing 
mutual respect, improving road design and layout and looking at how we can communicate 
the responsibility that drivers have towards cyclists and pedestrians (Wynn, 
2011:CyclingWeekly). 
As the interviewed cycling instructor and numerous other informants told, as the middle and 
high income earners are moving to Hackney, many taking up cycling, there is a growing 
demand for both liveable streets, including room for children, a thriving café life, outdoor 
serving, street festivals and street markets as well as room for more bikes.  
What is interesting in relation to observations of increasing house prices, is that the increase 
in house value seems to overlap with areas of increasing bicycle ridership. This correlation 
might seem to suggest that new inhabitants in Hackney choose to live here for specific 
reasons, one of which might be that of being close to the centre, for it to be feasible to ride a 
bicycle to work.  
	  
Furthermore, the increasing popularity of Hackney and East London, with increasing housing 
costs might not make it viable for many who choose to live here to own a car. As people are 
then actively choosing to live “urban”, choosing to live close to the cultural and financial 
centres of London, most middle-income earners have to either be affluent enough to own a 
car, pay the increasing costs for public transport or are “forced” into getting around on the 
cheap on a bicycle. Choosing the bicycle due to apparent financial constraints as well as 
guided by other lifestyle choices might therefore fast becoming normal, and may as it has 
become fashionable.  
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Conclusion	  
 
Having established that cycling is growing in some boroughs of London, especially in 
Hackney – being at the centre of an apparent cycling revolution, it has been discussed how the 
growth in cycling is mired by concerns of inadequate infrastructure and concerns over safety. 
Furthermore, the growth in cycling is taking place at the time of great change in demographic 
compositions, economic developments and a general blossoming of East London – where a 
higher proportion of the population chooses to bike to work. This change goes as deep as 
potentially challenging the established composition of the mode-share, and the hierarchy of 
the road, theoretically challenging the car as being the “king of the road” as the bikes on the 
road begin to have a general impact on behaviour, rhythms and perceived hierarchies of the 
road. Indeed local residents in Hackney seem to more frequently use their bikes than taking 
their cars to work. This of course excludes the vast majority of people who choose to 
commute by public transport into the centre of London. 
The factual developments of increasing levels of cycling as well as safety concerns over the 
increasing number of cycling deaths and serious accidents have been a cause for concern for 
cyclists, politicians, planners and the general public alike. Although the actual road safety has 
improved since the beginning of the decade, the political aspirations have been for London’s 
mayor to commit to spending vast amounts of money to provide better and safer infrastructure 
to the growing number of cyclists, making up a non-negligible part of road traffic in inner 
London. However there are many issues at play for forming perceptions, as informant stated 
as increasing of road user awareness, a need for mutual respect, as well as improving road 
designs and layouts. 
 
However, it is only in certain wards and boroughs that cycling is growing rapidly, and it is not 
in this way a citywide phenomenon as of yet. Cycling levels even vary heavily within the 
boroughs of Hackney – being at the heart of the apparent “cycling revolution”. Hackney has 
furthermore been described as a district having gone through an economic blossoming, 
leading to the borough being heavily gentrified over the recent past decade, as the district has 
become popular with young professionals.  
Taking up to the bicycle as a preferred mode of transport also revolves around wider issues of 
living a longer, physically active and healthy life, as well as general arguments concerning 
clearing congestion off our roads, keeping smog and pollution at bay and helping Londoners 
to recognize and utilise freed up space for socialising, meeting and trading on the streets.  
Moreover it has been made clear that there is a growing awareness and attention paid to 
cycling in the media, the political arena and the general public, with a seeming cross-party 
	   	   	   111	  
recognition of the benefits of promoting cycling in the UK, although there is disagreement on 
how to achieve the goal of increasing ridership levels. 	  
It has been established through the theoretical discussion, that by documenting and finally 
analysing the performativity of bodily-individuals, relating themselves to place and space, 
that one can begin to analyse behaviour. In this way it becomes possible to conceive of ways 
to analyse individual behaviour, as a way of understanding and describing perceptions of 
cycling, as well as abstracting to the level of examining hierarchies and rhythms.  
Through the use of Lefebvrian notions of space and performativity, and by utilising de 
Certeau’s conceptions of tactics and strategies it is argued that individual actions can be 
analysed. As space is argued to be manifested through the actual performativity of individual 
behaviour, and as space becomes endowed with history, culture, design, intent and power, one 
can though observe these framing structures and actual behaviour, conceptualise how to 
discern perceptions, hierarchies and rhythms of the road. Through the use of ethnographic 
methods it has furthermore been possible to articulate informants’ perceptions, through the 
use of surveys and interviews. 	  
Summing up the findings in one statement of what it means to be cycling in London, one 
could say  “that you have to be confident when you are riding. That specifically means not 
being aggressive - because there is no bonus to being aggressive. But you do have to be 
confident and you have to occupy your space” riding assertively at times, but also ride 
defensively to avoid dangerous situations (A:7). 
Having established that the bicycle holds a precarious position of being the softest and most 
vulnerable vehicle on the road, often competing for road space with cars, buses and HGVs on 
roads where potholes, drain, pedestrians and parked cars forces the cyclist to both ride 
assertively and defensively at the same time, the cyclist must thus be “hyper aware” when 
riding, utilising different tactics in getting from A to B.  
The findings however show an evident split opinion on how best to provide infrastructure for 
cyclists, as many informants seemed to think that a general implementation of segregated 
bicycles paths would be impossible in London. Furthermore, it seemed to be a divisive issue 
to challenge the dominance of cars, and question the current use of public space. Furthermore, 
interviewed informants seemed to prefer to retain a legitimate claim to the whole street, rather 
than being positioned on a smaller segregated bicycle path, and were therefore sceptical to a 
general attempt at segregation of road traffic.	  
 
To indeed remove the bicycle from the road, for placement dedicated bicycle paths, therefore 
seemed controversial as informants were confident and comfortable when riding in the free-
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moving traffic. Furthermore, most informants found the attempts made at providing cycling 
infrastructure as being badly designed, mainly due to giving a false sense of security. 
Conclusively most interviewees talked of once having learned the etiquette of the road, as 
being able to predict traffic, and tactically being able to navigate oneself safely around 
London. All informants also agreed on finding cycling the most convenient, cheap and 
comfortable way to get around London – preferring cycling even with the incurred risk and 
dangers. 
 
But although all informants felt confident in their own cycling ability to safely traverse and 
negotiate traffic, they all mentioned that the road culture needs to change to accommodate the 
growing number of cyclists, including some consideration to the new cyclists who were 
explained to be most at risk, due to inexperience and insecurity of not knowing where to 
position themselves. Furthermore, the survey underlined that most cyclists find that it can be 
unsafe to cycle in London, and that the infrastructure is generally inadequate, stating that 
more needs to be done to improve the infrastructure before feeling safe when cycling in 
London. Of course no one would cycle if truly feeling it to be hazardous, and therefore the 
survey findings should be taken with some reservations. But the response in the survey does 
underline that there is a perception that cycling safety and the road culture have to adapt to 
cyclists’ needs for basic safety. 	  
The problem concerning the current infrastructure therefore seems to revolve around it being 
dependent on the individual cyclists being assertive, as well as on other road users being 
considerate and accepting of the cyclists legitimate claim to safe passage through the city, 
accepting the demarcated infrastructure. But as painted bicycle lanes, bus lanes and 
intersection green boxes are unenforceable, except through a cultural change of driving 
behaviour, most informants seemed to view the attempts of providing infrastructure through 
painted bicycle lanes as in some ways laughable or worse yet dangerous in the current state of 
drivers perceptions and behaviour.	  
	  
However, the cyclists’ very presence on the road means that traffic is forced to behave 
differently than if they were not present. Although being the weakest on the road, the bicycle 
is not necessarily placed at the bottom of the road hierarchy, considering infrastructural 
prioritisation and the performativity of the growing mass of bicycle. Cyclists’ position in the 
hierarchy therefore seems to be somewhat fluid, and dependent on internalised views of road 
users as well as cyclists. 	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It could therefore seem that the status of the bicycle is still somewhat disputed in London, as 
the cyclist is finding an uncomfortable balance between growing numbers on the roads, 
stereotypical views of what it means to be a cyclist, while being at an unease with how traffic 
seemingly functions, relying only on themselves through employed tactics to position 
themselves in relative safety. 
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Appendix:	  	  
Appendix	  #	  1	  :	  Female	  Hackneyite	  Cyclist	  	  
Interview	  with	  Informant	  -­‐	  Female	  Hackneyite	  Cyclist	  	  
–	  She	  also	  filmed	  her	  route	  to	  work.	  
Meeting	  took	  place	  on	  4th	  of	  November.	  
	  
We	  met	  at	  a	   local	  pub,	   close	   to	  Hackney	  Central	   station,	  where	  we	   sat	  and	   talked	  about	  
cycling	  in	  London.	  Here	  I	  lent	  her	  my	  Go-­‐Pro	  Camera	  for	  filming	  her	  route	  to	  work.	  In	  this	  
way	  it	  has	  been	  possible	  	  for	  me	  to	  observe	  the	  scenery	  that	  is	  confronting	  cyclists	  in	  their	  
daily	  routes,	  and	  routines	  of	  getting	  to	  work,	  which	  I	  otherwise	  would	  not	  have	  been	  able	  
to	  get	  any	  real	  access	  to.	  	  	  	  I	  cycle	  the	  Barclays	  Superhighways	  for	  as	  much	  as	  I	  can	  to	  work	  –	  the	  CS8	  starts	   from	  Westminster	  and	  goes	  to	  where	  my	  work	  is.	  The	  Cycle	  Superhighways	  certainly	  makes	  a	  difference…	  but	  you	  still	  get	  drivers	  that	  will	  drive	  onto	  the	  path	  even	  though	  they	  are	  so	  conspicuous	  –	  painted	  bright	  blue.	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Other	   pathways	   are	   very	   narrow,	   but	   the	   cycle	   Superhighways	   are	   wide	   and	   well	  marked	   out	   -­‐	   and	   if	   there	   is	   a	   bus	   stop	   it	   is	   well	  marked	   out	   too,	   and	   you	   go	   on	   the	  outside	  of	  the	  bus	  if	  it	  stops	  for	  people	  to	  get	  on	  or	  off.	  -­‐	  Cycling	  is	  my	  main	  mode	  of	  transport,	  and	  if	  its	  feasible	  to	  use	  it	  I'll	  use	  it.	  I	  might	  use	  it	  to	  go	  for	  a	  ride,	  but	  that’s	  not	  a	  massive	  part	  of	  my	  life.	  –	  but	  cycling	  will	  always	  be	  my	  first	  choice	  for	  transport.	  	  	  Hackney	   is	   the	   epicentre	   of	   the	   London	   cycling	   boom	   as	   cycling	   has	   become	   cool	   -­‐	  possibly	   because	   of	   all	   the	   young	   people	  moving	   into	   the	   district.	   Transport	   has	   also	  improved,	  with	  the	  construction	  of	  the	  overland	  lines,	  (giving	  Hackney	  5	  new	  stations	  in	  the	  district),	  connecting	  the	  Borough	  better	  to	  its	  neighbours.	  And	  eventhough	  Hackney	  is	  quite	  close	  to	  the	  centre,	   it	  was	  rather	  disconnected	  before.	  –	  and	  this	  disconnection	  might	  also	  have	  contributed	  to	  the	  initial	  cycling	  boom	  that	  took	  place.	  The	   Overground	   trains	   and	   all	   the	   cycling	   taking	   place	   has	  made	  Hackney	   a	   lot	  more	  accessible.	   If	   I	  know	  I	  am	  going	  out	   I	  choose	  my	  bike	  over	  the	  public	   transport.	   Its	   the	  safest	  and	  fastest	  way	  to	  go	  home.	  	  	   Being	  on	  the	  bike	  seemes	  the	  safest	  way	  to	  travel	  -­‐	  "as	  a	  women"	  –	  when	  	   you	  	   are	  going	  out	  	  I	   am	   fairly	   into	   cycling,	   and	   I	   am	   a	   cycle	   enthusiast.	   A	   lot	   of	   my	   friends	   are	   cycle	  enthusiasts	   and	   go	   on	   long	   rides	   for	   long	   distances,	   and	   they	   will	   be	   out	   everyday	  cycling.	  Even	  on	  Sundays	  they	  might	  go	  to	  Essex	  on	  a	  50	  miles	  ride…	  But	  they	  are	  also	  a	  party	  bunch...	  I	  think	  they	  associate	  cycling	  with	  well-­‐being,	  but	  also	  with	  the	  challenge	  of	  it.	  Its	  like	  if	  you	  are	  at	  a	  party	  and	  keep	  pushing	  yourself	  to	  the	  limit,	  in	  that	  way	  it’s	  a	  bit	  like	  cycling.	  	  	   Once	   you	   acclimatize	   yourself	   to	   London	   roads	   they	   are	   really	   not	   that	  	   scary	   	   -­‐	   you	   need	   to	   have	   confidence;	   that	   cars	   will	   have	   seen	   you	   and	   that	  	   drivers	  will	  not	  open	  their	  door	  on	  you.	  	  	  Accidents	  seem	  to	  happen	  when	  drivers	  open	  their	  door	  or	  with	  the	  horrible	  left	  or	  right	  turn	  accidents	  with	  HGV's.	  Overeager	  cyclist	  is	  also	  a	  problem,	  because	  they	  run	  the	  risk	  of	  being	  crushed	  in	  a	  turn	  if	  they	  don’t	  pay	  attention.	  Also	   the	  number	  of	  cyclists	  have	   increased,	  and	  people	  never	  use	   to	  cycle	   like	   they	  do	  now.	  Even	  my	  dad	  has	  started	  cycling,	  and	  its	  made	  London	  so	  much	  more	  accessible	  to	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me,	   and	   I	   think	  my	   family	   kind	   of	   realized	   that	   as	   well,	   and	   that’s	   why	   they	   are	   also	  taking	  up	  cycling	  now.	  	  Cycling	  is	  complete	  freedom	  -­‐	  one	  that	  you	  are	  in	  control	  of	  -­‐	  so	  you	  know	  what	  time	  you	  are	  going	  to	  get	  to	  where	  you	  are	  going.	  	  I	   didn't	   learn	   to	   ride	   a	   bike	   till	   I	  was	  quite	   old.	   -­‐	   till	   I	  was	   about	  nine.	   	   But	   it	  was	  my	  boyfriend	  at	  the	  time	  who	  got	  me	  into	  cycling.	  	  	  I	  tried	  it	  and	  I	  didn't	  really	  like	  it.	  	  But	  then	  the	  7/7	  bombs	  happened….	  and	  the	  journey	  home	  was	  taking	  so	   long	  on	  that	  day...	  And	  then	  I	   thought;	   I'll	   try	   it	  again...	  Bike-­‐shops	  had	  an	  increase	  in	  sales	  that	  day	  as	  people	  were	  trying	  to	  find	  ways	  to	  get	  home.	  	  In	   the	   aftermath	   of	   the	   7/7	   bombing	   there	   was	   an	   association	   of	   fear	   with	   public	  transport,	  even	  if	  it’s	  always	  been	  there,	  with	  the	  IRA	  and	  all;	  but	  suddenly	  it	  was	  more	  prevalent.	  	  The	  tube	  can	  be	  quite	  claustrophobic,	  and	  it's	  one	  of	  the	  reasons	  why	  I	  keep	  cycling	  even	  when	  it	  can	  be	  inconvenient.	  	  	   The	  7/7	  bombings	  were	  part	  of	  my	  reasoning	  for	  taking	  up	  the	  bike	  again.	  	   And	  once	  I	  started	  cycling	  it	  has	  become	  quite	  addictive,	  even	  days	  when	  	  it	   can	   be	   quite	  inconvenient.	  	  I	  never	  feel	  unsafe	  on	  the	  bicycle	  anymore	  ;	  that	  initial	  fear	  has	  never	  returned.	  I'	  have	  never	   really	   had	   an	   accident,	   only	   minor	   things	   which	   were	   not	   to	   bad.	   I	   have	   had	  pedestrians	  literally	  running	  out	  in	  front	  of	  me,	  and	  I	  have	  knocked	  them	  over	  and	  they	  have	   knocked	   me	   over.	   It's	   something	   that	   could	   have	   been	   a	   bigger	   problem,	   but	  basically	  I	  have	  just	  come	  away	  from	  it	  with	  scratches	  and	  bruises.	  	  Ideally	   I	  would	  want	  a	   separated	  path.	  My	  experience	   from	   the	   cycle	  Superhighway	   is	  that	   it	   works	   quite	   well.	   But	   my	   experience	   of	   the	   Cycle	   Superhighway	   	   might	   be	  permissive	  as	  the	  roads	  are	  wide,	  which	  is	  a	  rarity	  in	  London.	  I	  don't	  really	  know	  where	  that	  space	  for	  segregation	  would	  come	  from,	  to	  get	  a	  fully	  separated	  bicycle	  way.	  	  	  	   Ideally	  if	  we	  could	  have	  Segregated	  bicycle	  lanes,	  then	  great;	  yes!	  	  I	  drive	  as	  well,	  and	  on	  some	  roads	   there	   isn't	  any	  room	  to	   take	  away.	  There	   is	  parked	  cars	   and	   the	   sidewalk,	   and	   I	  would	   never	  want	   to	   take	   any	   pavement	   away	   from	   the	  pedestrians.	  	  Being	  able	  to	  walk	  around	  the	  city	  is	  absolutely	  essential.	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I	   think	   the	   problem	   at	   the	   moment,	   of	   different	   road	   users	   having	   some	   animosity	  towards	  each	  other,	  is	  because	  of	  the	  way	  that	  a	  minority	  of	  people	  cycle.	  There	  is	  a	  huge	  amount	   of	   antagonism	   towards	   cyclists,	   and	  people	   can	   get	   incredibly	   rude	   incredibly	  quickly	  towards	  me	  sometimes.	  	  	   I've	  even	  seen	  drivers	  who	  use	  their	  car	  to	  intimidate	  cyclists-­‐	  using	  their	  	   car	  as	  a	  weapon.	  Whether	  that’s	  driving	  to	  close	  to	  cyclists,	  or	  driving	  up	  	  behind	   them.	  Really	  trying	  to	  terrify	  them	  to	  get	  out	  of	  the	  way.	  I	  think	  	   that’s	   where	   the	   problem	  is.	  	  I	  used	  to	  run	  red	  lights,	  but	  I	  don't	  do	  it	  anymore.	  It’s	  not	  worth	  it,	  and	  I	  did	  get	  caught	  a	  few	  times.	   It	  does	  make	  a	  difference	   if	  you	  stop	  at	  red	   light,	   for	  the	  way	  that	  cycling	   is	  perceived,	   and	   its	  better	  not	   to	   run	   the	   lights	  because	   in	   the	   end	   it	   hurts	   the	   cause	  of	  improving	  cycling	  in	  London	  and	  perceptions	  of	  cycling	  and	  cyclists…	  	  	  When	   cyclist	   go	   through	   red	   lights,	   with	   this	   sort	   of	   “kamikaze	   attitude”,	   they	   are	  endangering	   themselves,	   pedestrians	   slightly;	   but	   ultimately	   they	   are	   endangering	  themselves.	  But	  when	  cars	  do	  the	  same	  thing	  it	  its	  something	  different,	  that’s	  potentially	  someone	  else's	  life	  they	  have	  in	  their	  hands.	  	  	   I	  think	  most	  people	  are	  opportunistic.	  We	  live	  in	  a	  massive	  metropolis	  	   and	  people	  want	  to	  get	  to	  places	  quickly	  	  -­‐	  If	  you	  think	  you	  can	  do	  it,	  you'll	  	   do	   it.	   If	  your	  going	  fast	  you	  don't	  want	  to	  slow	  down.	  I	  think	  that’s	  part	  of	  	   the	   reason	   why	  people	  drive	  aggressively.	  	  You	  absolutely	  have	  to	  drive	  aggressively.	  I	  mean,	  you	  could	  go	  really	  slowly,	  but	  I	  don't	  want	  to	  cycle	  like	  that.	  I	  don't	  cycle	  exceptionally	  fast	  either,	  but	  when	  people	  and	  traffic	  is	  moving	  I	  want	  to	  be	  moving	  too.	  Now	   Ill	   weave	   in	   and	   out	   of	   traffic	   to	   keep	   moving.	   Before,	   I	   would	   be	   frightened,	  because	  I	  didn't	  know	  how	  wide	  my	  bike	  was,	  or	  if	  I'd	  make	  it	  through,	  or	  if	  I	  could	  stay	  in	  a	  straight	   line,	  but	  now	  I	  know	  how	  wide	  my	  bike	   is.	   I	  know	  I	  can	  stay	   in	  a	  straight	  line,	  and	  as	   long	  as	  nothing	  moves	  out	   in	   front	  of	  you	  suddenly	  you'll	  be	  alright.	   	  Cars	  usually	  stay	  in	  a	  straight	  line.	  	  	   I'd	  never	  drive	  to	  work	  -­‐	  there’s	  traffic	  and	  congestion	  charge.	  -­‐	  also	  the	  	   car	  that	  I	  would	  drive	  would	  be	  the	  family	  car.	  I	  don't	  need	  it	  to	  get	  	   around.	  I	  only	  ever	  take	  it	  if	  I'm	  going	  out	  of	  London.	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This	   is	   going	   to	   be	   the	   first	   winter	   at	   this	   job	   -­‐	   and	   it’s	   the	   furthest	   away	   I've	   ever	  worked,	  but	  the	  winter	  isn't	  usually	  that	  hard	  in	  London.	  If	  you	  rap	  up	  and	  stay	  warm,	  it’s	  not	  really	  a	  problem	  to	  keep	  riding	  throughout	  the	  winter.	  	  Its	  the	  same	  with	  rain;	  as	  long	  as	  its	  not	  really	  heavy	  rain	  you	  carry	  on	  like	  normal.	  	  Usually	  what	  gets	  me	  on	  the	  bike	  is	  the	  exercise	  -­‐	  I	  know	  it	  will	  make	  me	  feel	  better,	  and	  I	  don't	  like	  the	  alternative	  I	  have	  the	  full	  Velcro	  pants,	  and	  cycling	  high	  visibility	  gear,	  Legging's	  and	  whatnot.	  But	  I'm	  not	   like	   those	   full	   kit	   illumines	   cyclists.	   Its	  quite	   far	   to	  work,	   so	   I	  need	   the	  proper	  cycling	  clothes	  to	  feel	  comfortable.	  	  Before,	  at	  my	  last	  job	  I	  would	  be	  in	  jeans,	  because	  it	  was	  much	  closer,	  but	  this	  is	  just	  to	  far.	  I	  can	  also	  get	  changed	  at	  work,	  although	  I	  can't	  have	  a	  shower…	  although	  that	  might	  change.	  This	  last	  week	  I've	  fallen	  a	  bit	  out	  of	  cycling	  -­‐	  but	  as	  soon	  as	  I	  get	  back	  on,	  its	  great.	  	  Hackney	  has	  changed	  a	  lot	  .	  and	  now	  it	  is	  nice	  to	  cycle	  here.	  A	  lot	  of	  my	  friends	  live	  here	  now,	   so	   its	   really	   easy	   to	   spend	   the	  whole	  weekend	  here,	   and	   just	  use	   the	  bike	   to	   get	  around.	  	  	   Its	  a	  specific	  demographic	  that	  has	  moved	  into	  this	  area	  and	  into	  Hackney,	  	   and	  its	  the	  same	  people	  who	  would	  quite	  readily	  take	  up	  the	  bicycle.	  The	  	  people	   that	   move	  here,	  might	  work	  in	  the	  creative	  industry	  or	  in	  	   advertising,	  and	  they	  are	  probably	  quite	  liberal…	  	  and	  that	  shift	  is	  	   something	   that	   has	   influenced	   cycling	   and	   the	  borough	  of	  Hackney	  	   massively.	  	  Its	  a	  bit	  of	  a	  pain	  that	  David	  Cameron	  and	  Boris	  Johnson	  are	  such	  keen	  cyclists	  -­‐	  It's	  kind	  of	   ruined	   the	   liberal	   take	  on	   the	  cycling	  culture.	  The	  environmental	   identity	  of	   cycling	  has	  also	  weakened.	  	  Everybody	  is	  cycling	  now,	  and	  cycling	  is	  becoming	  fashionable,	  and	  the	  fashion	  is	  even	  changing,	   and	   we	   are	   seeing	   exclusive	   cycling	   brands	   popup…	   Cycling	   clothes	   is	  becoming	  quite	  chic.	  10	  years	  ago,	  cycling	  clothes	  were	  ridiculous,	  but	  not	  anymore.	  	  But	  the	  thing	  about	  cycling	  is,	  that	  I'm	  not	  doing	  it	  for	  anyone	  else,	  I'm	  doing	  it	  for	  me.	  There	  is	  not	  an	  ecological	  thinking	  behind	  it,	  and	  its	  not	  stopping	  me	  from	  taking	  public	  transport	   or	   driving.	   The	   reason	   why	   I	   choose	   to	   bike	   is	   purely	   a	   personal	   decision,	  because	  I	  know	  that	  I	  am	  going	  to	  have	  a	  nicer	  time	  biking,	  than	  taking	  any	  other	  mode	  of	  transport.	  It’s	  also	  a	  lot	  more	  financially	  viable	  for	  me	  to	  bike	  to	  work.	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Somehow	   the	   experience	   of	   traffic	   is	   different	   every	  morning.	   Some	  days	   its	   amazing,	  and	  I	  will	  have	  green	  light	  all	  the	  way	  in.	  Other	  days	  its	  just	  stop	  and	  go.	  	  But	   cycling	   in	   London	   is	   quite	   aggressive;	   but	   you	   have	   to	   be	   as	   a	   mode	   of	   self-­‐preservation.	   Some	   people	   take	   it	   too	   far	   though,	  weaving	   in	   and	   out	   of	   cars,	   and	   get	  hurt.	  	  	  I	   find	   it	   easier	   to	   cycle	  on	   the	  main	   roads	   than	  on	   the	  back	   roads,	  because	  people	   are	  probably	   less	   engaged	   on	   the	   back	   roads,	   and	   something	   random	   is	   more	   likely	   to	  happen.	  The	   Cycle	   Superhighways	   are	   not	   too	   scary,	   but	   I	   will	   not	   cycle	   along	   the	   canals;	   -­‐	  absolutely	  no	  way.	   	   Its	  ridiculous…	  its	   like	  cobbled	  pavement	  -­‐	   if	  you	  rim	  a	  cobble	  you	  loose	  control	  -­‐	  and	  you	  can't	  see	  people	  approaching…	  and	  people	  don't	  wait	  to	  be	  able	  to	  pass...	  	  The	  paths	  are	  to	  narrow,	  and	  there	  are	  to	  many	  bridges.	  	  	  It	  takes	  approximately	  40	  to	  50	  minutes	  to	  go	  to	  work.	  Some	  mornings	  I	  might	  be	  tired,	  or	  my	  thighs	  might	  be	  aching,	  or	  its	  windy	  and	  it	  takes	  a	  bit	  longer.	  If	  I'm	  up	  against	  the	  head	  wind,	  there’s	  nothing	  to	  do	  about	  it,	  and	  it	  just	  takes	  longer	  to	  go	  to	  work.	  But	  the	  actual	  geography	  is	  quite	  flat	  in	  London,	  and	  there	  are	  not	  many	  hills.	  	  Another	  thing	  about	  cycling	  is;	  that	  my	  job	  is	  quite	  desk	  based,	  and	  you	  sit	  there	  all	  day,	  and	  if	  I	  didn’t	  take	  the	  bike,	  I	  would	  stand	  on	  a	  tube	  and	  walk	  home,	  or	  take	  the	  car.	  	  Cycling	  gives	  me	  some	  physical	  activity	  and	  is	   incredibly	  therapeutic,	  because	  the	  bike	  takes	  all	  the	  inertia	  you	  had	  that	  day	  away,	  as	  you	  are	  making	  your	  way	  through	  traffic	  on	  your	  way	  home.	  It	  gets	  to	  the	  point	  when	  I	  get	  home	  and	  I	  will	  have	  livened	  up.	  But	  when	  I'm	  riding	  the	  bike	  I'm	  very	  switched	  off:	  	  	  	   I’m	   not	   using	   the	   time	   that	   I’m	   cycling	   home	   from	   work,	   to	   resolve	   and	  	   think	  about	  problems	  that	  I’m	  confronted	  with	  -­‐	  I	  might	  get	  a	  song	  stuck	  in	  my	  	   head	  and	  sing	  that	  all	  the	  way	  home.	  I	  might	  get	  a	  thought	  stuck	  in	  my	  head	  and	  	   go	   all	   circular	   with	   it.	   Therefore	   the	   bike	   ride	   home	   is	   not	   very	   productive	  	   thinking	  time	  for	  me,	  but	  I	  use	  the	  commute	  to	  switch	  of.	  	  	  	   By	  the	  time	  I	  get	  home	  the	  day	  is	  at	  a	  distance,	  and	  the	  next	  3-­‐4	  hours	  are	   just	  	   for	  me.	  	  I	  feel	  frustrated	  when	  I	  drive	  home	  from	  work	  in	  a	  car,	  and	  I	  have	  to	  pay	  attention	  that	  I	  don't	   go	   into	   the	   same	   habits	   of	   cycling	   when	   driving.	   When	   I	   first	   started	   cycling	   I	  would	  go	  through	  red	  lights,	  and	  I	  would	  sometimes	  catch	  myself	  nearly	  doing	  the	  same	  in	  a	  car.	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  The	  enjoyment	  of	   cycling	  has	  made	  every	  other	  mode	  of	   transport	   less	   enjoyable	   -­‐	   its	  annoying	  and	  frustration	  to	  be	  stuck	  in	  traffic,	  and	  in	  A	  car	  you	  can	  of	  course	  	  transport	  yourself	  much	   further	  and	  quicker	   for	   long	  distances.	  But	   for	  London	  I	  prefer	   to	  cycle,	  rather	  than	  using	  the	  car	  or	  public	  transport..	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Appendix	  #	  2	  :	  School	  Cycling	  Instructor	  in	  Hackney	  
Phone	  interview	  with;	  
Hackney	  School	  Cycling	  instructor	  
Phone	  Interview	  was	  conducted	  on	  November	  27th.	  	  
-­‐	   This	   transcription	  was	   done	   right	   after	   a	   conversation	   on	   the	   27th	   of	  November.	  What	  
initially	  began	  as	  a	  phone	  inquiry,	  turned	  into	  an	  interview,	  where	  notes	  were	  taken	  during	  
the	  conversation,	  and	  the	  text	  summation	  of	  the	  conversation	  was	  written	  right	  after	  the	  
phone	  call	  ended.	  	  	  The	  cycling	  scheme	  at	  Tyson	  School	  in	  Hackney	  has	  been	  on-­‐going	  for	  10	  years.	  In	  this	  way	  the	  school	  is	  unique,	  as	  the	  senior-­‐management	  has	  been	  committed	  to	  financially	  fund	   the	   program	   out	   of	   its	   own	   budget,	   doing	   cycling	   training	   3	   days	   a	   week	   and	  integrating	   cycling	   into	   the	   taught	   curriculum.	   In	   this	  way	   cycling	  might	  be	   integrated	  into	   the	   curriculum	   of	   history,	   or	   that	   of	   math	   etc.	   being	   integrated	   across	   different	  subjects,	  as	  well	  as	   instructors	  actually	   teaching	   the	  kids	  how	  to	  ride	  bicycle	  safely	  on	  the	  roads	  in	  practical	  terms.	  	  Most	  schools	  are	  not	  willing	  to	  finance	  the	  cycling	  training	  out	  of	  their	  own	  pocket,	  and	  depend	  on	  Hackney	  council	  providing	  pupils	  with	  cycling	  training.	  Hackney	  council	  has	  been	  providing	  an	  external	  program,	  free	  of	  charge	  –	  but	  the	  vision	  has	  been	  to	  use	  the	  program	  of	  Tysson	  as	  the	  framework	  for	  cycling	  training	  of	  kids	  throughout	  the	  borough	  –	   and	   in	   this	   way	   Tysson	   school	   has	   worked	   as	   a	   pilot,	   for	   making	   the	   schools	   take	  responsibility	  for	  teaching	  safe	  cycling,	  in	  this	  way	  to	  end	  the	  general	  program	  supports	  the	   ultimate	   goal	   of	   the	   council.	   However	   this	   has	   not	   happened,	   as	   schools	   fail	   to	  commit	   financial	   resources	   to	   cycling	   training,	   and	   therefore	  children	  and	  schools	   still	  depend	  on	  Hackney	  Council	  for	  training	  courses.	  	  	  Tyson	  school	  provides	  basic	  cycling	  training,	  but	  has	  to	  abide	  by	  “bikability	  standards”	  set	  out	  by	  the	  Department	  for	  Transport	  (DfT).	  Instructors	  are	  applicable	  to	  hold	  cycle	  training	  certificates,	  that	  prove	  that	  they	  are	  eligible	  to	  instruct	  cycling,	  and	  in	  this	  way	  cycling	   training	   is	  made	   to	   be	   in	   line	   and	   up	   to	   date	  with	   the	   national	   standards	   and	  regulations	  on	  cycling.	  The	  school	  has	   for	  8	  years	  been	  accredited	  by	   the	   “Bikeability”	  standard.	  	  At	   the	   Tysson	   school,	   children	   start	   learning	   how	   to	   ride	   their	   bikes	   in	   the	   nursery	   –	  using	   wooden	   bikes	   with	   no	   pedals,	   learning	   to	   keep	   their	   balance.	   In	   Second	   grade	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children	   are	   thought	   how	   to	   bike,	  without	   the	   aide	   of	   support	  wheels,	   and	   they	   keep	  learning	  how	  to	  bike	  until	  they	  leave	  the	  school	  to	  go	  to	  a	  secondary	  school.	  	  	   However;	   “there	   is	   a	   need	   to	   get	   parents	   on	   board	   before	   children	   will	   be	  
	   able	  to	  cycle	  to	  school”	  	  	  Children	  generally	  only	  cycle	  while	  at	  school,	  and	  don’t	  cycle	   to	  school.	  This	   is	   	  due	   to	  children	   either	   living	   5	  minutes	   away,	   -­‐	   choosing	   to	  walk;	   or	   because	   they	   live	   so	   far	  away	  that	  they	  would	  take	  the	  bus	  to	  school.	  	  The	  cycle	  instructor	  blamed	  the	  situation	  of	  children	  not	  cycling	  to	  school;	  due	  to	  either	  being	  to	  near	  or	  to	  far	  away	  from	  the	  school,	  as	  a	  result	  of	  the	  districting	  of	  the	  schools	  in	  London.	  However,	  the	  overriding	  reason	  for	  children	  not	  riding	  to	  school	  is	  because	  of	  parents	  not	  feeling	  that	  it	  is	  safe	  to	  let	  their	  children	  ride	  on	  the	  roads,	  due	  to	  the	  fear	  of	  cars	  –	  and	  as	  a	  result	  not	  many	  children	  bike	  to	  school	  in	  London.	  The	  DfT	  has	   tried	   to	  promote	  cycling	   to	   school,	  but	  has	   largely	   failed	  according	   to	   the	  informant.	  This	  has	  been	  due	   to	   the	  geographical	  constraints	  of	  very	   long	  distances	  or	  very	   short	   (walking)	   distances	   to	   school,	   and	   due	   to	   “the	   fear	   of	   cars”	   of	   the	   parents.	  However	   the	   DfT	   is	   continuing	   the	   campaign	   of	   cycling	   to	   school,	   but	   now	   under	   the	  banner	  of	  active	  living	  in	  light	  of	  combatting	  obesity	  through	  active	  transportation	  –	  but	  as	  stated;	  not	  many	  children	  ride	  their	  bikes	  to	  school	  so	  this	  campaign	  seems	  to	  also	  be	  failing.	  	  	  To	   promote	   cycling	   Tysson	   school	   is	   also	   doing	   “family	   cycling”	   courses,	   where	   the	  whole	  family	  is	  invited	  to	  take	  part.	  These	  classes	  are	  after	  school	  hours,	  and	  especially	  aimed	  at	  mothers,	  as	   it	   is	  mothers	  who	  make	  75%	  of	   family	   transport	  decisions	   in	   the	  home.	  This	  is	  due	  to	  the	  fact	  that	  it	  is	  most	  often	  the	  mother	  who	  sends	  the	  children	  off	  to	  school;	  often	  following	  or	  transporting	  them	  to	  school.	  Therefore,	  getting	  mothers	  to	  cycle	  with	  their	  kids,	  is	  the	  main	  way	  to	  get	  children	  cycling	  to	  school;	  in	  the	  informants	  opinion.	  But	  even	  if	  the	  children	  are	  not	  cycling	  to	  school	  at	  primary	  school	  level	  and	  secondary	  level,	  as	  children	   tend	   to	  use	   the	  bus,	  as	   the	   informants	  explained	   to	  be	  due	   to	   the	  act	  that	  bus	  passes	  are	  free,	  or	  have	  a	  low	  charge.	  Furthermore,	  and	  more	  importantly	  are	  the	  social	  issues	  relating	  to	  friends	  being	  together,	  away	  from	  school	  and	  the	  home,	  and	  therefore	   the	  walk	   to	   the	  bus	   stop	  and	   the	  bus	   ride	   serves	  as	   a	   social	   stage	   for	  young	  children	  to	  meet	  and	  mingle	  away	  from	  parental	  and	  school	  supervision.	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So	  although	  the	  cycle	  training	  provided	  at	  the	  school,	  does	  not	   impact	  on	  getting	  more	  children	   riding	   on	   the	   streets,	   it	   does	   serve	   as	   empowerment	   of	   knowledge	   of	   and	  experience	   of	   the	   bicycle.	   This	   experience	   of	   cycling	   in	   primary	   school	   could	   come	   to	  benefit	  the	  children	  at	  a	  later	  stage.	  	  The	  informant	  stated	  that	  the	  evidence	  still	  has	  not	  come	  through,	  in	  terms	  of	  whether	  the	   first	   children	   to	   come	   through	   the	   training	   programme	   at	   Tysson	   school	   –	   as	  youngsters	  or	   in	   their	   early	   twenties,	   are	   taking	  up	  cycling	  again.	  However,	  Hackney’s	  growing	  numbers	  of	  cyclists	  would	  seem	  to	  suggests	  that	  people	  are	  returning	  to	  cycling	  in	  the	  borough,	  and	  experience	  of	  a	  safe	  cycling	  culture	  gained	  at	  an	  early	  age	  would	  be	  beneficial	   for	  cyclists	  and	  for	  road	  safety	  of	  all	  road	  user,	  according	  to	  the	   informant	  –	  and	  is	  why	  the	  school	  is	  committed	  to	  the	  program.	  	  Demographically	  the	  borough	  is	  also	  changing,	  and	  as	  more	  young	  families;	  middle	  and	  high	  income	  earners,	  are	  moving	  to	  Hackney,	  they	  are	  beginning	  to	  push	  for	  not	  having	  to	   make	   a	   choice	   between	   having	   room	   for	   a	   buggy	   or	   a	   bike	   in	   their	   apartments	   –	  pushing	  the	  council	  to	  make	  further	  investment	  into	  bicycle	  infrastructure,	  bike	  parking	  facilities	   and	   children	   friendly	   streets	   (traffic	   filtered	   and	   traffic	   calmed)	   as	   well	   as,	  green	   routes	   and	   parks	   suitable	   for	   both	   the	   buggy	   and	   the	   bike,	   and	   providing	   their	  children	   with	   adequate	   road	   safety	   instructions	   taught	   in	   the	   curriculum	   and	   the	  practices	  of	  excursions	  from	  the	  schools.	  	  	  -­‐	   Talking	   about	   road	   infrastructure,	   the	   bicycle	   instructor	  was	   sceptical	   of	   separating	  bikes	  from	  road	  traffic,	  as	  the	  informant	  saw	  it	  as	  a	  way	  of	  avoiding	  the	  larger	  issue	  of	  growing	  awareness	  and	  tolerance	  between	  cars,	  heavy	  vehicles,	  cyclists	  and	  pedestrians.	  In	  the	   informant’s	  opinion,	  separation	  would	  not	  be	  the	  best	  way	  of	  growing	  tolerance	  and	  awareness	  between	  road	  users.	  	  The	  informant	  further	  mentioned	  that	  there	  is	  an	  inherent	  problem	  with	  road	  and	  traffic	  liability,	   as	   there	   currently	   is	   no	   legislation	   on	   accidents	   involving	   bicycles	   and	  automobiles,	   and	   in	  most	   cases	   the	  drivers	   involved	   in	  accidents	  get	  of	   free.	  However,	  the	   instructor	   pointed	   out,	   that	   the	   cyclist	   also	   has	   a	   choice	   when	   confronted	   with	  dangerous	  situations:	  	  	  	   “When	  feeling	  unsafe	  the	  cyclist	  can	  always	  dismount,	  and	  use	  the	  	  
	   sidewalk	  to	  cross	  the	  streets	  or	  traverse	  a	  difficult	  intersection”.	  	  	  However,	   the	   informant	   did	   mention	   that	   there	   is	   a	   need	   for	   a	   vision	   for	   cycling	   in	  London.	  But	   as	   she	  views	   it,	   the	  blue	  paint	  of	   the	  Cycle	  Superhighways	  are	   ridiculous,	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and	  unsafe	   for	   cyclists	   to	  use.	  As	   the	  use	  of	   the	   roads	  dedicated	   to	  bike’s	   seems	   to	   be	  unenforceable.	  This	  is	  due	  to	  cars,	  buses	  and	  lorries	  crossing	  the	  painted	  line	  frequently,	  and	  with	  impunity.	  In	  doing	  so	  drivers	  are	  not	  respecting	  the	  space	  needed	  by	  cyclists	  to	  feel	  safe.	  	  The	   instructor	   pointed	   out	   that	   in	   this	   way	   of	   developing	   a	   safer	   cycle	   culture,	   the	  influence	  of	  the	  physical	  cycle	  infrastructure	  seems	  flawed	  in	  enforcing	  road	  space	  and	  road	  safety	  for	  cyclists.	  Stating	  that	  there	  is	  an	  urgent	  need	  for	  safer	  routes.	  	  However	   as	   the	   Cycle	   Superhighway	   lulls	   people	   into	   a	   false	   sense	   of	   security,	  particularly	   concerning	   new	   and	   inexperienced	   cyclists,	   there	   is	   a	   need	   to	   change	   the	  current	  way	  of	  providing	  cycle	  infrastructure	  for	  the	  growing	  number	  of	  London	  cyclists	  –	  and	  the	  current	  Cycle	  Highways	  do	  not	  seem	  up	  to	  the	  task.	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Appendix	  #	  3	  :	  Rachel	  Aldred	  
Interview	   with	   Rachel	   Aldred	   –	   cycling	   researcher;	  
Based	  at	  Westminister	  University.	  
Meeting	  took	  place	  on	  28th	  of	  November.	  	  
I	  met	   Rachel	   for	   the	   first	   time,	   as	   I	   was	   following	   a	   lecture	   series	   on	   cycling	   in	   the	   UK,	  
taking	   place	   at	   Lund	  University	   in	   Sweden,	   in	   the	  month	   of	   April	   2013.	  Here	   I	  was	   very	  
intrigued	  by	  the	  points	  Rachel	  Aldred	  made;	  especially	  concerning	  the	  different	  cultures	  of	  
cycling	  in	  London,	  as	  this	  seemed	  to	  differ	  very	  much	  from	  the	  cycling	  culture	  of	  Denmark.	  I	  
was	  also	  intrigued	  by	  the	  recent	  growth	  in	  cycling	  levels,	  especially	  exhibited	  in	  Hackney,	  in	  
east	  London.	  	  
Furthermore,	   I	   found	   the	   willingness	   of	   London	   politicians	   and	   planners	   to	   experiment	  
with	  traffic	  planning	  and	  road	  space	  redistribution	  in	  recent	  years;	  i.e.	  the	  introduction	  of	  
dedicated	  bus	  lanes,	  the	  congestion	  charge	  zone,	  the	  Cycle	  Superhighways,	  Barclays	  Cycle	  
Hire	   Scheme	   (the	   Boris	   bikes)	   and	   the	   dedicated	   lanes	   introduced	   during	   the	   Olympics,	  
exclusively	   for	   athletes;	   as	   being	   interesting	   in	   terms	   of	   looking	   at	   a	   discussion	   of	   the	  
feasibility	  of	  road	  space	  redistribution	  in	  favour	  of	  cyclists.	  
But	  although	  there	  has	  been	  a	  great	  redistribution	  of	  road	  space	  in	  London	  in	  recent	  years,	  
Rachel	  explained	  in	  April	  2013,	  that	  there	  is	  still	  not	  a	  clear	  indication	  if	  investments	  and	  
commitments	  to	  cycling	  would	  provide	  the	  foundation	  to	  se	  safe,	   inclusive	  and	  dedicated;	  
and	  sometimes	  segregated	  bicycle	  infrastructure,	  introduced	  on	  a	  large	  scale	  to	  support	  a	  
“potential”	  cycling	  revolution	  in	  London.	  
	  
I	   got	   in	   touch	   with	   Rachel	   again,	   after	   arriving	   in	   London,	   in	   October	   2013	   and	   was	  
fortunate	   enough	   to	   be	   able	   to	   have	   an	   interview	   with	   her	   concerning	   my	   initial	  
observations	  and	  research	  done	  for	  this	  dissertation.	  The	  following	  is	  a	  summation	  of	  the	  
discussion	  we	  had	  on	  the	  28th	  of	  November	  2013.	  	  	   There	   has	   been	   a	   long	   running	   debate	   in	   England	   about	   cycling	  	   infrastructure,	   but	   I	   think	   it’s	   shifting	   more	   towards	   being	   in	   favour	   of	  	   segregation.	  	  	  In	  this	  way	  we	  are	  not	  just	  talking	  about	  physical	  segregation	  of	  road	  space,	  but	  also	  of	  time,	   in	  terms	  of	  allowing	  Heavy	  Goods	  Vehicles	   into	  the	  city	  at	  certain	  periods	  during	  the	  day.	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Here,	   the	   recent	   6	   cycling	   deaths	   have	   certainly	   created	   a	   lot	   of	   media	   attention	   on	  cycling,	  which	  has	  had	  a	  verity	  of	  effects.	  	  	  The	   media	   is	   showing	   a	   growing	   interest	   in	   cycling,	   particularly	   in	   London.	   This	  development	  might	  partly	  be	  due	  to;	  that	  a	  lot	  of	  people	  working	  in	  media	  are	  cyclists.	  This,	  I	  think,	  contributes	  to	  the	  growing	  attention	  given	  to	  cycling.	  	  	   However,	  the	  trouble	  is	  that	  I	  don't	  see	  how	  you	  get	  culture	  change	  	   without	  other	  things	  changing	  too.	  	  	  	  How	  are	  you	  for	  instance	  going	  to	  make	  tippy	  truck	  drivers	  more	  aware	  of	  traffic	  –	  not	  even	  mentioning	   the	   fact	   that	   these	   kinds	   of	   	   vehicles	   are	   really	   problematic	   to	   have	  going	  into	  a	  city,	  with	  all	  their	  many	  blind	  spots.	  	  The	  problem	  is	  	  that	  drivers	  are	  often	  paid	   for	   each	   job,	   and	   that	   structure	   increases	   the	   likelihood	   for	   them	   to	   drive	  dangerously	  to	  get	  more	  work	  done	  and	  in	  effect	  earn	  more	  money.	   	  The	  result	   is	   that	  drivers	  work	  long	  hours	  and	  they	  are	  sometimes	  tired	  while	  driving.	  	  	   I	   also	   think	   that	   infrastructural	   change	   and	   culture	   change	   of	   the	   road	  	   culture	  need	  to	  go	  together.	  	  	  One	  anecdotal	  story	  is;	  that	  I'm	  most	  considerate	  in	  Hackney	  where	  it	  is	  pleasant	  to	  ride,	  relatively	  speaking	  -­‐	  its	  quiet,	  there	  are	  not	  too	  many	  motor	  vehicles,	  and	  you	  can	  stop	  to	  cross	  the	  road	  easily	  in	  Hackney.	  	  But	  when	  I	  get	  to	  Westminster	  (in	  Central	  London)	  traffic	  gets	  really	  hectic,	  and	  it’s	  hard	  to	  get	   through	  the	  crossings.	  So	  when	   I	  get	   to	  Westminster,	   that’s	  when	  my	  behaviour	  gets	  worse.	   I	  can	  tell	   it's	  because	  of	  the	  pressured	  and	  aggressive	  environment	  around	  me.	  When	  I	  was	  working	  in	  Newham,	  where	  there	  it	  is	  only	  approximately	  2%	  cycling,	  and	  the	  road	  culture	  is	  completely	  different	  in	  Newham	  than	  compared	  to	  Hackney	  because	  of	  it.	  	  	  	   You	  therefore	  have	  got	  to	  separate	  Hackney	  from	  the	  rest	  of	  London.	  This	  	   is	  because	  cycling	  levels	  in	  Hackney	  are	  the	  highest,	  and	  therefore	  the	  	   cycling	  culture	  and	  road	  culture	  is	  quite	  different	  than	  the	  rest	  of	  the	  city.	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Even	   in	   high	   cycling	   parts	   of	   London	   the	   commute	   seem	   to	   be	   going	   in	   particular	  directions	  -­‐	  as	  people	  tend	  to	  be	  going	  into	  central	  London.	  People	  tend	  to	  be	  going	  into	  the	  city	  in	  the	  peak	  hours	  in	  the	  morning,	  and	  out	  in	  the	  peak	  hour	  in	  the	  evening.	  	  Somewhere	  like	  Theobolt	  road	  in	  Hackney,	  has	  more	  than	  50%	  of	  traffic	  being	  cyclists	  in	  morning	  peak	  hours.	  But	   if	   you	   ride	  at	  11	  or	  11:30	   there	  will	  not	  be	  many	  cyclists	  on	  that	   particular	   road.	   The	   road	   is	   only	   packed	  with	   cyclist	   for	   4	   hours	   a	   day,	   bringing	  down	  the	  speed	  of	  the	  cars	  in	  that	  period.	  So	  when	  you	  are	  talking	  of	  a	  mass	  culture,	  it	  only	  goes	  so	  far…	  Oftentimes	  when	  I	  work	  late	  there	  are	  not	  many	  cyclists	  on	  the	  road,	  when	  I	  go	  home.	  	  	  However,	  the	  situations	  is	  really	  interesting	  because	  I	  think	  the	  popularity	  of	  cycling	  is	  starting	  to	  spread	  out	  to	  other	  metropolitan	  areas.	  So	  the	  question	  is,	  how	  much	  this	  will	  spread	  out	  from	  London	  to	  other	  areas	  in	  the	  UK.	  Also,	   if	   the	   "mini-­‐Hollands"	   that	   Boris	   is	   promoting	   in	   the	   suburbs	   of	   London	   is	   done	  well,	   that	   will	   be	   really	   interesting	   to	   follow,	   in	   terms	   of	   spreading	   out	   the	   cycling	  culture	   found	   concentrated	   around	   the	   centre	   of	   London.	   As	   the	   London	   suburbs	  resemble	  more	  how	  the	  rest	  of	  the	  UK	  looks	  and	  works,	  this	  idea	  of	  mini-­‐Hollands	  is	  an	  interesting	  one	  to	  follow.	  	  I	  think	  that	  Hackney	  has	  an	  advantage	  because	  you	  can	  pretty	  much	  cycle	  through	  any	  park	  in	  the	  Borough,	  and	  there	  are	  a	  lot	  of	  parks…	  And	  you	  can	  not	  do	  that	  I	  most	  of	  the	  UK,	  or	  indeed	  in	  some	  parks	  in	  Copenhagen.	  	  	  And	  I	  think	  that	  has	  made	  a	  big	  difference,	  making	  cycling	  more	  convenient	  and	  enjoyable.	  	  	   In	   Hackney,	   I	   think	   they	   do	   a	   lot	   of	   modal	   filtering,	   more	   than	   you	   do	   in	  	   Copenhagen.	  This	  can	  for	  instance	  be	  done	  by	  placing	  bollards	  in	  the	  road	  	   and	  making	  one-­‐way	  streets.	  	  	  I	   think	   that	   modal	   filtering	   is	   important,	   particularly	   in	   London	   where	   motor	   traffic	  levels	  are	  till	  very	  high.	  	  You	   really	   have	   to	   restrict	   the	   trough	   going	   traffic,	   or	   else	   you	   are	   still	   going	   to	   have	  those	   intimidating	   street	   environments,	   and	   traffic	   filtering	   keeps	   traffic	   at	   a	   slower	  speed.	  However	  the	  main	  arterial	  roads	  wil	  probably	  still	  see	  a	  lot	  of	  traffic.	  	  This	   system	  of	   traffic	   filtering	  seems	   to	  be	  well-­‐placed	   to	  work	   in	  Hackney	  where	  you	  have	  an	  old	  Victorian	  grid	  that	  is	  quite	  permeable	  and	  quite	  connected.	  Compared	  to	  the	  Borough	  of	  Newham,	  which	   is	   cut	   through	  by	  big	   busy	   streets.	   Therefore	   its	   easier	   to	  make	  connected	  calm	  road	  grids	  through	  traffic	  calming	  initiatives	  in	  Hackney,	  because	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as	  compared	  to	   for	   instance	  Newham,	   if	  you	  follow	  the	  small	  streets	  you	   just	  wouldn't	  get	   anywhere.	   So	   in	   Newham	   it	   is	   a	   choice	   between	   taking	   the	  main	   roads	  when	   you	  cycle	  or	  the	  bus.	  	  	  	   In	  Hackney	  Wick	  there	  is	  quite	  a	  lot	  of	  severance.	  	  There	  are	  quite	  a	  lot	  of	  cyclists	  on	  Kingsland	  road	  actually,	  even	  if	  it	  is	  an	  arterial	  road	  without	  much	  cycle	  infrastructure.	  This	  is	  because	  it	  is	  a	  north	  to	  south	  road.	  Therefore	  it	  is	  an	  important	  desire	  line.	  	  	   Cyclists	   and	   pedestrians	   are	   the	   most	   aware	   because	   by	   definition	   they	  	   don't	   have	   anything	   around	   them.	   Some	   cars	   have	   the	   radio	   or	   air-­‐	   conditioning	   on,	   or	   even	   have	   tainted	   windows.	   So	   in	   that	   way	   cyclists	   and	  	   pedestrians	  are	  much	  more	  naturally	  aware.	  	  Because	  of	  drivers	  of	  motor	  vehicles	  are	  cocooned	  in	  a	  shell,	   it	  seems	  that	  there	  is	  this	  extra	  responsibility	  to	  be	  hyper	  aware	  as	  a	  cyclist,	  even	  though	  you	  are	  more	  aware	  to	  start	  of	  with.	  For	  instance,	  it	  really	  is	  quite	  terrifying	  how	  little	  you	  can	  see	  from	  the	  pre	  2007	  HGV's,	  therefore	  cyclists	  and	  pedestrians	  have	  to	  naturally	  be	  more	  aware.	  	  Some	   of	   the	   research	   that	   I	   did	   on	   people	   listening	   to	   radio,	   audio	   books,	   music	   or	  whatever	  while	  cycling,	   found	  that	   it	  was	  a	  kind	  of	  a	  calming	  experience	  to	  make	  their	  journeys	  more	  tolerable	  because	  they	  would	  otherwise	  be	  hyper	  aware	  throughout	  the	  trip.	  	  For	  instance	  if	  there	  is	  some	  kind	  of	  sewage	  leak,	  as	  a	  cyclist	  you	  are	  immediately	  aware,	  whereas	  a	  driver	  might	  be	  protected	  from	  the	  smell.	  But	  this	  perspective	  goes	  for	  good	  smells	  as	  well.	  	  	  	   The	  one	  thing	  that	  I	  have	  started	  doing	  is	  when	  I	  stop	  at	  a	  pedestrian	  	  crossing;	   to	  smile	  at	  the	  people	  crossing.	  This	  is	  a	  nice	  way	  to	  have	  some	  	   interaction,	   because	   if	   you	  are	  a	  car	  driver	  its	  hard	  to	  have	  that	  kind	  of	  	   interaction.	  	  I	  think	  people	  are	  trying	  to	  build	  a	  partnership	  between	  pedestrians	  and	  cyclists	  -­‐	  but	  it	  is	  a	  difficult	  partnership.	  	  Sometimes	  when	  I	  hear	  cyclists	  blame	  pedestrians	  for	  walking	  unsafely,	  I	  kind	  of	  wince	  a	  bit.	  This	  is	  because	  the	  same	  things	  are	  said	  about	  cyclists,	  that	  they	  are	  not	  aware	  and	  they	  don't	  pay	  attention.	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However	  I	  do	  think	  we	  have	  quite	  anarchistic	  pedestrians	  in	  this	  country,	  which	  I	  really	  like…People	   just	   wander	   across	   the	   street	   often	   not	   even	   looking.	   In	   a	   sense	   it	   is	  annoying,	  but	  I	  don't	  ring	  my	  bell	  at	   them,	  I	   just	  kind	  of	  go	  around.	  When	  people	  walk	  out	   into	   traffic	   they	  don't	  deserve	   to	  be	  killed,	   just	  because	   they	  are	  not	  paying	  100%	  attention	  all	  of	  the	  time.	  Which	  is	  the	  same	  issue	  concerning	  cyclist.	  	  	  	   But	  because	  cycling	  has	  been	  so	  underprovided	  for	  in	  this	  country,	  	   cyclists	  and	  pedestrians	  have	  to	  learn	  to	  get	  on	  with	  each	  other.	  	  	  A	  good	  example	  is	  Mare	  Street	  or	  the	  Narrow	  Way	  in	  Hackney,	  which	  has	  been	  closed	  to	  traffic	   and	  have	   gotten	   dedicated	   cycle	   paths.	   	  Mare	   Street	   use	   to	   have	   buses	   running	  down	  the	  street,	  which	  you	  would	   look	  out	   for,	  but	   I	   think	  Pedestrians	  are	  still	  getting	  use	   to	   bikes	   there.	   Therefore	   people	   have	   to	   pay	   attention	   both	  ways	   –	   especially	   as	  cycling	  is	  growing,	  people	  are	  learning	  to	  look	  out	  for	  each	  other	  more.	  	  	   Transport	  for	  London	  are	  basically	  responsible	  for	  the	  red	  routes,	  which	  	   is	  about	  5%	  of	  the	  network	  but	  carries	  1/3	  of	  the	  traffic.	  	  	  	  Transport	  for	  London	  is	  basically	  responsible	  for	  the	  big	  roads,	  and	  the	  boroughs	  would	  be	   responsible	   for	   the	   smaller	   roads.	   Therefore	   they	   all	   have	   transport	   planning	  functions,	  which	  creates	  issues	  around	  cycling	  -­‐	  which	  is	  not	  specific	  for	  London	  -­‐	  I	  mean	  in	  Copenhagen	  you	  have	  Frederiksberg	   in	   the	  middle	  of	  Copenhagen,	   and	   that	   creates	  issues	  for	  transport	  planning.	  So	   for	   example,	   Transport	   for	   London	   are	   responsible	   for	   leading	  on	   cycling	   -­‐	   but	   the	  actual	  implementation	  would	  be	  at	  the	  borough	  level.	   	  And	  its	  probably	  going	  to	  be	  the	  traffic	  calmed	  routes,	  with	  filtering	  and	  lower	  speeds	  that	  the	  boroughs	  prefer.	  	  	   There	  are	  also	  plans	  for	  a	  central	  London	  bike	  grid,	  and	  the	  plans	  for	  this	  	   are	  meant	  to	  come	  out	  soon.	  	  	  For	  this	  plan	  it	   is	  all	  the	  central	  London	  boroughs	  who	  are	  involve	  in	  the	  planning	  and	  provisioning.	  	  But	  Boroughs	  have	  to	  agree	  with	  the	  policy,	  and	  have	  to	  nominate	  routes,	  so	  this	  scheme	  and	  the	  process	  of	  planning	  for	  and	  implementing	  it,	  is	  quite	  complicated	  and	   involves	   a	   lot	   of	   different	   stakeholders	   being	   involved.	   Oftentimes	   even	   when	  Transport	  for	  London	  plans	  for	  its	  own	  roads,	  the	  boroughs	  often	  have	  a	  big	  say	  about	  what	   is	  being	  planned.	  Moreover	   in	   the	  borough	  of	  Westminster,	  TfL	  could	  potentially	  have	  quite	  a	   lot	  of	   influence	  and	  control,	  as	  TfL	   in	  theory	  TfL	  could	  stop	  funding	   if	   the	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planning	   is	  not	   sufficient	   for	   cycling	   standards.	  Then	   the	  borough	  will	   say	   fair	   enough	  and	  not	  implement	  the	  plans	  (or	  potentially	  change	  their	  designs).	  	  TfL	   Is	   giving	   out	   a	   lot	   of	   money	   for	   cycling,	   and	   that	   always	   changes	   peoples	   views.	  Suddenly	   boroughs	   are	   like	   “we	   love	   cycling”,	   because	   they	   have	   just	   been	   offered	   a	  couple	   of	  million	   pounds.	   But	   it’s	   not	   the	   case	   that	   for	   instance	   Labour	   boroughs	   are	  better	   at	   funding	   cycling	   infrastructure,	   and	   there	   is	   still	   a	  mix	   and	   different	   patterns	  developing	  around	  the	  33	  borough	  of	  London.	  	  There	  has	  been	  talk	  of	  cycling	  revival	  throughout	  recent	  history,	  since	  cycling	  basically	  collapsed	  at	  around	  1952.	  And	  the	  pessimistic	  side	  of	  me	  thinks	  that	  this	  current	  boom	  might	   also	   be	   temporary.	   This	   could	   mean	   that	   when	   the	   money	   has	   been	   spent	   on	  cycling	  improvements,	  then	  perhaps	  nothing	  will	  have	  really	  changed.	  	  I	  think	  the	  potential	  of	  liveability	  is	  great,	  as	  one	  of	  the	  big	  issues	  of	  liveability	  is	  about	  putting	  people	  before	  motor	  traffic.	  	  One	  of	  the	  big	  issues	  here	  is	  about	  traffic	  modelling,	  which	  always	  put	  the	  flow	  of	  motor	  traffic	  first,	  particularly	  before	  pedestrians	  and	  cyclists.	  But	  I	  think	  we	  have	  to	  be	  careful	  as	   cycling	   has	   for	   so	   long	   been	   marginalized,	   that	   the	   concept	   of	   liveability	   can	  sometimes	   mean	   something	   different.	   For	   example	   in	   Westminster,	   they	   have	   been	  talking	  about	  removing	  clutter	   from	  the	  streets	  to	   improve	  the	   liveability.	  But	  that	  has	  meant	   not	   putting	   in	   bike	   parking	   and	   bike	   paths,	   because	   they	   are	   seen	   as	   ugly	   and	  detracting	  from	  the	  street	  scape.	  	  	  So	  sometimes	  this	  agenda	  of	  making	  streets	  and	  urban	  life	  attractive	  can	  be	  used	  against	  improving	  cycling	  provisioning,	  even	  when	  I	  know	  that’s	  not	  the	  agenda	  of	  many	  of	  the	  people	  putting	  forward	  this	  agenda	  	  	  For	   example	   in	   the	   city	   of	   London	   they	   have	   widened	   sidewalks,	   which	   means	   that	  cyclist	  now	  cycle	  in	  these	  really	  narrow	  streets…	  so	  I	  think	  liveability	  is	  great,	  but	  I	  think	  you	  have	  to	  be	  careful	   that	   it	  also	   includes	  cycling,	  because	   traditionally	  we	  haven't	   in	  the	  UK.	  	  In	  London	  I	  think	  they	  are	  putting	  in	  poor	  quality	   infrastructure,	  when	  you	  are	  talking	  about	  Cycle	  Syperhighway	  2.	  Just	  look	  at	  Peter	  Walkers	  Video	  about	  the	  CS2	  route	  on	  the	  Guardian.	  They	  just	  painted	  a	  bike	  line	  on	  half	  a	  the	  road	  space,	  and	  its	  been	  complete	  rubbish.	  And	  I	  don't	  think	  they	  built	  it	  too	  fast,	  but	  that	  they	  did	  the	  wrong	  thing	  to	  start	  with.	  I	  mean	  
	   	   	   149	  
there	  is	  plenty	  of	  space	  to	  make	  segregation,	  I	  mean	  there	  are	  3	  lanes	  of	  traffic	  most	  the	  way,	  and	  wide	  sidewalks,	  so	  putting	  in	  a	  segregated	  cycle	  path	  shouldn't	  be	  a	  problem.	  	  Of	  course	  some	  roads	  are	  difficult	  to	  plan	  for,	  and	  have	  to	  be	  planned	  for	  carefully.	  But	  maybe	  difficult	  decisions	  have	  to	  be	  made,	  as	  we	  have	  to	  do	  more	  to	  reduce	  the	  traffic	  of	  private	  motor	  vehicles.	  Its	  like	  they	  did	  with	  Nørrebrogade	  in	  Copenhagen,	  where	  they	  removed	   a	  whole	   lane	   of	   traffic	   and	   gave	   it	   to	   cyclists	   .	   That	   road	  was	   not	  massively	  wide,	  and	  they	  did	  it	  anyway.	  	  I	   think	   what	   they	   do	   with	   putting	   in	   pilot	   schemes,	   and	   then	   potentially	   make	   it	  permanent	  is	  a	  really	  smart	  move.	  One	  problem	  in	  London	  confronting	  cyclists,	  is	  all	  the	  road	  side	  parking.	  The	  cycling	  commissioner	  Andrew	  Gilligan,	  I	  think;	  described	  talking	  of	  limiting	  or	  restricting	  parking	  as	  the	  third	  rail	  	  "touch	  it	  and	  your	  dead".	  Conclusively,	  if	  no	  one	   is	  able	  or	  willing	   to	  discuss	   this	   issue,	   then	  potentially	  you	  can't	  do	  anything	  about	  that.	  	  But	  as	   car	  ownership	   is	   falling	   in	  London.	   In	  hackney	   its	  only	  1/3	  who	  own	  a	  car,	  but	  including	  outer	  London	  boroughs	  it	  is	  still	  relatively	  high.	  	  The	   streets	   are	   still	   dominated	   by	   motor	   vehicles,	   so	   I	   think	   council	   men	   sometimes	  have	   to	  say	   to	  motorists	   that	  you	  can	  have	  a	  choice	  between	  through	  going	   traffic	  and	  parking.	  	  	  I	   remember	  seeing	  plans	   for	  one	  of	   those	  narrow	  streets	  where	   they	  wanted	   to	  put	   in	  segregated	  bike	  lanes,	  but	  as	  soon	  as	  there	  was	  a	  parked	  car	  the	  lane	  would	  disappear.	  It	  was	   a	   real	   mishmash,	   and	   it	   was	   like	   "look;	   you	   actually	   have	   to	   do	   something	   bold	  here"…You	  can	  either	  keep	  your	   car	  parking	  or	  we	  put	  bollards	   in	   the	   road	   so	  people	  cannot	  drive	  through,	  and	  you	  get	  a	  calmer	  street.	  Only	   a	   third	   of	   households	   in	   Hackney	   and	   Westminster	   own	   a	   car.	   In	   Hackney	   the	  council	  is	  	  saying	  that	  they	  are	  very	  much	  	  in	  favour	  of	  sustainable	  transport	  and	  support	  cyclists	  more,	  as	  opposed	  to	  Westminster,	  which	  is	  very	  pro-­‐car.	  	  	   I	  don't	  think	  you	  could	  ever	  make	  driving	  in	  London	  pleasant	  or	  	   functional.	  Its	  been	  a	  public	  transport	  city	  for	  so	  long,	  and	  if	  more	  people	  	   drove	   it	   would	  gridlock	  the	  city…	  and	  its	  already	  gridlocked.	  	  The	  bus	  is	  the	  most	  space	  efficient	  mode	  of	  transport	  in	  London,	  but	  then	  its	  the	  bike.	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In	  London	  they	  need	  to	  get	  more	  people	  onto	  the	  bike,	  and	  I	  think	  the	  mayor	  recognizes	  that	  .TfL	  is	  planning	  on	  the	  population	  going	  up	  from	  8	  to	  10	  million,	  and	  traditionally	  as	  salaries	  increase	  more	  and	  more	  people	  choose	  to	  own	  a	  car.	  But	  that's	  just	  not	  practical	  in	  London,	  so	  there	  needs	  to	  be	  viable	  alternatives	  to	  the	  car.	  The	   patterns	   you	   are	   seeing	   in	   London,	   even	   if	   its	   less	   clear	   than	   in	   the	   rest	   of	   the	  country,	   is	   that	   traffic	   volumes	   has	   dropped.	   Car	   ownership	   rates	   have	   dropped.	  Commuting	  to	  work	  by	  car	  has	  dropped.	  So	  we	  are	  seeing	  all	  these	  signals,	  about	  falling	  car	  use.	  	  Furthermore,	   people	   at	   the	   TfL	   have	   told	  me	   that	   they	   have	   done	   research	   on	   young	  peoples	  aspirations,	  and	  it	  looks	  like	  they	  don't	  aspire	  to	  drive	  as	  much	  anymore.	  They	  would	  rather	  be	  on	  the	  bus	  with	  an	  iPad,	  	  than	  being	  stuck	  in	  traffic	  in	  a	  car.	  	  	  	   I	   think	   it’s	   becoming	   quite	   an	   important	   narrative	   that	   the	   car	   is	   not	   the	  	   future.	   As	   people	   are	   choosing	   not	   to	   have	   a	   car,	   they	   want	   to	   have	   an	  	   alternative.	  	  TfL	   does	   a	   attitudes	   towards	   cycling	   study	   each	   year,	   and	   one	   of	   the	   questions	   they	  asked	   in	   2012	  was	   "could	   you	   commute	   by	   bicycle	   to	  work"?	   Half	   of	   the	   people	   that	  currently	   don't	   commute	   by	   bike	   said	   that	   they	   could,	   so	   potentially	  we	   could	   have	   a	  modal	  share	  like	  in	  Copenhagen,	  if	  most	  of	  those	  people	  who	  responded	  to	  the	  question	  felt	  able	  to	  bicycle.	  So	   it	  seems	  that	  more	  cycling	  and	  less	  cars	  on	  the	  streets	   is	  clearly	  the	  future	  of	  London.	  	  The	  narrative	  in	  the	  media	  at	  the	  moment	  is	  concerned	  with	  safety	  following	  the	  recent	  spate	   of	   cyclists	   deaths,	   but	   there	   can't	   be	   a	   clear	   change	   in	   the	   narrative	   before	  politicians	  and	  planners	  start	  to	  actually	  physically	  make	  	  cycling	  safer.	  	  I	   think	   it	  was	  Andrew	  Gilligan	  who	   said	   that	   cycle	   campaigners	   have	   nationalized	   the	  recent	  cycling	  deaths,	  pushing	  Boris	  Johnson	  to	  do	  something	  about	  the	  safety	   issue	  of	  cycling	  in	  London.	  And	  I	  think	  that’s	  really	  important!	  	  	  When	  we	  have	  had	  train	  or	  tube	  disasters	  in	  the	  past,	  it	  was	  seen	  as	  something	  that	  the	  authorities	   had	   to	   do	   something	   about.	   So	   although	   the	   current	   media	   attention	   is	  focussing	  on	  a	  negative	  message,	  putting	  individuals	  of	  cycling,	  I	  think	  it	  is	  putting	  on	  a	  lot	  of	  pressure	  to	  actually	  do	  something	  about	  the	  problems	  of	  road	  safety	  for	  cyclists.	  I	  don't	   just	   think	  you	  can	  say	   that	  everything	   is	  great	  with	  cycling,	  because	  obviously	   it	  isn't.	  There	  are	  bits	  and	  places	  around	  London	  where	  it	  is	  quite	  lovely	  to	  cycle,	  but	  most	  places	  are	  quite	  hostile	  to	  cyclists.	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Its	  not	  just	  cycle	  deaths	  that	  people	  agree	  that	  something	  needs	  to	  be	  done,	  but	  also	  the	  number	  of	  pedestrians	  killed	  on	  the	  roads.	   	  When	  you	  look	  at	  our	  road	  safety	  record	  it	  looks	  reasonably	  good	  on	  average,	  but	  when	  you	  look	  exclusively	  at	  cyclists,	  pedestrians	  and	   children	   killed	   in	   traffic	   our	   record	   is	   much	   less	   good.	   	   So	   in	   the	   UK	   we	   have	  achieved	  to	  protect	  the	  people	  in	  cars	  quite	  well,	  but	  not	  people	  outside	  the	  cars.	  There	   has	   also	   been	   some	   really	   interesting	   research	   into	   poverty	   and	   distribution	   of	  accidents,	  where	  it	  has	  been	  shown	  that	  especially	  children	  of	  lower	  income	  families	  are	  more	  at	  risk.	  When	  you	  think	  about	  it	  makes	  sense	  as	  lower	  income	  families	  might	  not	  have	  a	  garden,	  and	  their	  kids	  might	  be	  playing	  in	  the	  streets,	  and	  are	  therefore	  more	  at	  risk.	  	  	   I	  think	  what	  we	  ought	  to	  learn	  from	  Holland	  is	  that;	  the	  system	  should	  not	  	   be	  that	  if	  someone	  makes	  a	  mistake,	  that	  a	  child,	  a	  pedestrian	  or	  a	  cyclist	  	   dies,	  whoever	  might	  be	  at	  fault.	  We	  had	  a	   lot	  of	  bus	  priority	  measures	  put	   in,	   in	  recent	  years,	  which	  wasn't	  always	  the	  case	   for	   London.	   That	   is	   worth	   learning	   from	   as	   that	   was	   something	   that	   massively	  increased	   the	   quality	   of	   the	   bus	   service	   and	   at	   the	   same	   time	   the	   congestion	   charge	  redistributed	  space	  for	  pedestrians	  and	  buses.	  	  	  	   So	   I	   think	   London	   has	   done	   a	   lot	   of	   interesting	   quite	   bold	   stuff,	   and	   that’s	  	   something	  that	  cyclists	  interest	  groups	  can	  play	  on	  in	  their	  narrative.	  	  	  The	  TfL	  also	  has	  this	  history	  of	  the	  tube	  (which	  is	  a	  150	  years	  old),	  as	  well	  as	  the	  rail	  line	  heritage,	   so	   in	   a	   sense	  Britain	   is	   quite	   proud	   of	   the	   transport	   history	   and	   all	   the	   bold	  investments	   in	   infrastructure.	   Furthermore	   as	   the	   recent	   experience	   of	   the	   Olympics	  show;	   interventions	   are	   still	   possible	   and	   planners	   could	   be	   bold	   in	   providing	  infrastructure	   for	  cyclists	   in	   the	  same	  way	  as	  athletes	  received	  dedicated	   lanes	   for	   the	  Olympics.	  	  One	   problem	   is	   that	   cyclists	   have	   traditionally	   been	   so	   badly	   provided	   for,	   and	  investments	  into	  cycling	  is	  looked	  at	  as	  being	  at	  the	  expense	  of	  cars.	  So	  cyclist	  seem	  to	  loose	   out,	   as	   they	   are	   starting	   from	   a	   poor	   starting	   point	   and	   improvements	   need	   to	  come	  at	  the	  expense	  of	  taking	  others	  space.	  	  	  	   There	   are	   not	   necessarily	   clear	   alliances	   over	   for	   instance	   segregated	  	   infrastructure,	  as	  there	  are	  over	  20	  mph	  speed	  limits.	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Some	  things	  are	  easier	  to	  build	  coalitions	  around	  	  than	  other	  things.	  Another	  example	  is	  the	  bus	  stops,	  and	  what	  cyclists	  should	  do	  when	  they	  get	  to	  a	  bus	  stop?	  	  There	  are	  a	   lot	  of	   conflicts	  around	   that	  because	  we	  have	  never	  had	  bus-­‐stop	  bypasses	  before,	  and	  therefore	  people	  think	  that	  they	  will	  cause	  chaos.	  However	  the	  worry	  is	  that	  if	   planners	   are	   just	   dipping	   their	   toes	   in	   the	   water,	   concerning	   implementing	   cycle	  infrastructure,	  and	  don't	  do	  it	  properly	  then	  it	  will	  be	  chaotic.	  	  It’s	   incredible,	   that	   we	   are	   worried	   that	   we	   cant	   plan	   and	   design	   our	   way	   out	   of	   the	  problems	   concerning	   cycling	   infrastructure,	   as	   we	   have	   some	   really	   talented	   traffic	  planners.	  The	  worry	  is,	  however	  still,	  that	  you	  get	  something	  that	  looks	  Dutch	  or	  Danish,	  but	  is	  not	  up	  to	  that	  quality.	  	  	   I	  think	  you	  will	  notice	  that	  there	  are	  not	  many	  kids	  on	  the	  streets	  on	  	  bicycles,	  and	  that	  people	  have	  less	  experience	  of	  cycling	  -­‐	  as	  they	  don't	  get	  	   to	  cycle	  as	  children	  necessarily	  	  (like	  what	  is	  the	  norm	  in	  Holland	  and	  	   Denmark).	  	  But	   I	  have	  heard	  planners	  saying	   that	  children	  don’t	   cycle	   to	  school	  because	  distances	  are	   so	   short.	   But	   I	   am	   not	   so	   sure	   how	   convincing	   that	   is	   because	   when	   you	   look	   at	  strong	  cycling	  cultures,	  people	  do	  cycle	  short	  distances.	  So	  the	  fact	  that	  our	  children	  in	  the	  UK	  are	  not	  cycling	  is	  worrying.	  But	   the	   argument	   that	   teenagers	   don't	   take	   up	   the	   bike	   because	   its	  more	   social	   to	   be	  with	  your	  friend	  waiting	  at	  the	  bus	  stop	  and	  riding	  the	  bus,	  is	  also	  not	  a	  great	  argument	  either.	  Because	   if	   you	   see	  Dutch	  kids	  on	  bikes	   they	   are	   very	   social.	   I	   think	   there	   is	   an	  issue	   about	   kids	   riding	   to	   school	   -­‐	   possibly	   indicating	   that	   roads	   are	   not	   suitable	   for	  young	  people,	  and	  in	  that	  way	  not	  being	  well	  designed.	  	  Technically	   it	   is	   illegal	   to	   be	   cycling	   on	   the	   pavement.	   But	   painting	   a	   cycle	   patch	   on	  selected	  pavements	   is	  a	  classic	  example	  of	  British	  cycle	   infrastructure.	  Planners	  would	  pass	   a	   law	   that	   on	   a	   specific	   piece	   of	   road	   it	  would	   be	   legal,	   and	   then	   people	   start	   to	  think	  that	  its	  legal	  to	  cycle	  on	  the	  sidewalk,	  and	  then	  they	  end	  up	  getting	  fined.	  But	  if	  you	  haven't	   provided	   somewhere	   safe	   to	   cycle	   and	   you	   have	   let	   them	   cycle	   on	   some	  pavements,	  what	  are	  cyclists	  to	  think	  and	  do?	  And	  this	  lack	  of	  clear	  infrastructure	  is	  what	  has	  partly	  put	  people	  off	  cycling	  in	  the	  UK.	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Appendix	  #	  4	  :	  Notes	  from	  Meeting	  with	  the	  LCC	  Hackney	  
This	   text	   is	   a	   summation	   of	   a	   meeting	   with	   London	  
Cycling	  Campaign	   	  (LCC)	   in	  Hackney,	  and	  conversations	  
with	   members	   of	   the	   LCC	   in	   Hackney	   at	   a	   local	   pub.	  
Wednesday	  the	  4th	  of	  December.	  	  
I	   was	   attending	   the	   meeting	   held	   by	   the	   LCC	   Hackney	   on	   the	   4th	   of	   December,	   where	   I	  
decided	   not	   to	   take	   notes	   of	   the	   meeting,	   out	   of	   respect	   for	   the	   serious	   work	   that	   the	  
organisation	  is	  doing.	  Attending	  the	  meeting	  to	  observe,	  I	  was	  making	  mental	  notes	  of	  how	  
the	  organisation	  seemed	  to	  work,	  and	  what	  their	  stance	  seemed	  to	  be	  on	  key	  issue,	  among	  
others	  if	  segregated	  bike	  paths	  was	  something	  that	  the	  organisation	  was	  promoting.	  
Following	  the	  meeting,	  there	  was	  a	  social	  get-­‐together	  at	  the	  local	  pub,	  where	  the	  author	  
also	   attended.	  Here	  mental	   notes	  where	   also	   taken	   of	   the	   conversations	   that	   transpired,	  
which	  was	  put	   together	   into	   the	   following	   text	   -­‐	   authored	  on	   the	  5th	   of	  December,	   a	  day	  
after	  the	  meeting.	  	  Attending	  the	  meeting	  on	  the	  4th	  of	  December,	   it	  struck	  me	  that	  3	  out	  of	  the	  14	  people	  attending	  the	  meeting,	  introduced	  themselves	  as	  observers	  (like	  me),	  driven	  to	  come	  to	  the	   meeting	   due	   to	   the	   recent	   spate	   of	   6	   cyclist	   deaths	   in	   London	   in	   the	   month	   of	  November.	  	  These	  3	  concerned	  attendees	  wanted	   to	  hear	  more	  about	   the	  work	  being	  done,	  and	   to	  participate	  in	  making	  cycling	  safer	  and	  to	  push	  for	  some	  particular	  considerations	  to	  be	  taken	  into	  account.	  	  One	  person	  our	  of	   the	  3	  observers	   -­‐	  not	  a	  member	  of	   the	  LCC,	  was	  curious	  as	   to	  what	  was	  the	  stance	  on	  cycling	  by	  the	  canals	  (close	  to	  London	  Fields)	  as	  he	  lived	  close	  by	  the	  canals,	  and	  had	  experienced	  a	  conflict	  between	  cyclist’s	  and	  pedestrians	  on	  the	  limited	  space	   on	   the	   paths	   there.	   To	   him	   the	   small	   paths	   seemed	   to	   be	   a	   particular	   problem	  confronting	   him	   on	   a	   daily	   basis.	   Another	   person	   wanted	   to	   focus	   on	   better	   road	  surfaces,	  as	  he	  had	  been	   infuriated	  by	  the	  conditions	  that	  met	  him	  on	  a	  daily,	  monthly	  and	   yearly	   basis,	   and	   had	   observed	   that	   the	   lack	   of	   quality	   in	   road	   resurfacing	   taking	  place	   every	   year,	   meant	   that	   the	   same	   potholes	   seemed	   to	   resurface	   year	   after	   year,	  never	  really	  solving	  the	  problem	  of	  unsafe	  surfaces	  for	  cyclists.	  	  	  	  	  -­‐	  The	   “rest”	   of	   the	   group	  –	   all	  members	  of	   the	  LCC	  Hackney	  branch,	   seemed	   to	  me	  be	  compiled	  of	  mainly	  politically	  left-­‐leaning	  (“Labour”)	  cyclist	  enthusiasts,	  and	  one	  or	  two	  cyclists	  “activist	  types”	  (anti-­‐establishment	  although	  still	  leaning	  Labour),	  and	  one	  who	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might	  have	  been	  right-­‐leaning	  (conservative).	  This	   impression	  was	  discerned	   from	  the	  discussions	   that	   later	   took	   place	   over	   the	   political	   10	   point	   program,	   which	   the	   LCC	  wanted	  to	  decide	  on	  at	  this	  meeting,	  for	  the	  LCC	  to	  get	  local	  candidates	  to	  sign	  up	  for,	  in	  the	  upcoming	  local	  elections.	  Interestingly	   there	  was	   one	   local	   Labour	   candidate	   in	   the	   group,	   running	   in	   the	   local	  elections	   next	   year,	   and	   also	   one	   person	  who	  were	   going	   to	   run	   outside	   of	   the	  major	  parties	   in	   the	   upcoming	   local	   elections.	   Most	   of	   the	   LCC	  members	   seemed	   to	   also	   be	  involved	  in	  other	  political	  organisations,	  be	  directly	  involved	  in	  party	  political	  work	  and	  many	  seemed	  to	  have	  connections	  to	  the	  Local	  Municipal	  Council.	  	  	  	  As	  the	  meeting	  started	  a	  working	  document,	  entitled:	  The	  LCC	  vision	  paper	  for	  Hackney,	  was	  passed	  around	  for	  everyone	  to	  have	  a	  look	  at.	  This	  working	  paper	  was	  explained	  to	  be	  an	   internal	  resource	  of	   the	  group,	   to	  make	  sure	   that	   the	  visions	  of	   the	  organisation	  should	   be	   more	   in	   the	   forefront	   of	   the	   work	   being	   done.	   The	   idea	   being	   that	   the	  document	  can	  be	  passed	  onto	  the	  council	  and	  other	  organisations	  involved	  in	  designing	  and	  executing	  street	  planning	  schemes.	  The	  document	  was	  to	  be	  made	  available	  online,	  and	   work	   both	   externally	   to	   make	   the	   LCC	   stances	   more	   well-­‐known	   and	   well	  formulated.	  The	  document	  would	  also	  serve	  as	  an	   internal	  working	  paper	   to	  be	  better	  equipped	   to	   explain	   current	   work	   and	   thinking	   internally	   in	   the	   group.	   In	   this	   way	  members,	   concerned	   cyclists	   and	   external	   stakeholders	   like	   the	   local	   council,	   TfL	   and	  other	  organisations	  can	  better	  get	  an	  idea	  of	  what	  “cyclists”	  in	  Hackney	  (represented	  by	  the	  LCC)	  might	  want	  to	  see	  done	  to	  specific	  streets	  and	  districts	  of	  the	  borough.	  	  This	   vision	   paper	  was	   to	   be	   used	   by	   the	   group,	   so	   as	   instead	   of	   chasing	   political	   and	  planning	  issues	  as	  they	  unfold	  and	  pop	  up,	  the	  paper	  would	  try	  lead	  the	  discussion	  and	  the	  political	  issue,	  through	  already	  having	  an	  opinion	  on	  many	  of	  the	  major	  streets	  and	  districts	  in	  the	  borough.	  	  In	   this	  way	   the	  LCC	  would	  already	  have	  a	   stated	  preference	   in	   terms	  of	  new	  planning	  proposals,	   and	   be	   better	   equipped	   to	   influence	   decisions	   and	   issues	   as	   they	   unfold.	  Moreover	   the	  LCC	   in	  Hackney	  would	  be	  able	   to	   communicate	  a	   clear	  and	  well	  defined	  position	   about	  major	   streets	   and	   specific	   intersections,	   rotaries	   and	   projects	   that	   the	  organisation	   (and	   the	   cyclists	   that	   they	   represent)	   already	   support,	   and	   help	   set	   the	  agenda	  for	  urban	  change	  –	  instead	  of	  chasing	  it.	  	  Having	  a	  brief	   look	  at	  the	  document,	   it	  seemed	  to	  me	  that	  the	  plans	  and	  the	  document	  was	  already	  very	  well	  worked	  through.	  However,	   I	  did	  notice	  that	  there	  was	  not	  much	  mention	  of	  promoting	  a	  strategy	  of	  segregation	  in	  the	  four	  working	  papers,	  put	  forward	  for	  four	  different	  districts	  of	  Hackney.	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I	  would	  however	  have	  to	  receive	  a	  printed	  copy	  of	  the	  working	  paper,	  before	  being	  able	  to	  adequately	  analyse	  the	  content	  of	  the	  vision	  paper.	  Hopefully	  this	  will	  be	  possible	  to	  acquire	   before	   the	   dissertation	   deadline.	   However,	   the	   papers	   put	   forward	   at	   the	  meeting	  were	  still	  a	  draft,	  and	  not	  yet	  ready	  for	  distribution,	  and	  therefore	  it	  is	  doubtful	  that	  they	  will	  be	  made	  available	  before	  the	  January	  deadline	  for	  this	  dissertation.	  	  	  	  	  As	  the	  meeting	  progressed	  I	  began	  to	  get	  a	  bit	  confused,	  as	  the	  conversation	  turned	  to	  on-­‐going	  work	   and	  planning	   issues	   of	   the	   LCC’s	   upcoming	  programme	   concerning	   the	  local	   council	   elections.	   In	   this	   discussion	   over	   an	   upcoming	   decision	   on	   10	  manifesto	  points,	   a	   discussion	   of	   the	   work	   done	   to	   influence	   a	   Rotary	   Improvement	   Scheme	  (improvement	  of	  a	  roundabout)	  by	  TfL	  resurfaced	  and	  the	  current	  developments	  had	  to	  be	   explained.	  This	   seemed	   confusing	   to	  me,	   as	   I	   could	  not	   geographically	  place	  where	  the	  improvements	  where	  to	  be	  made,	  and	  what	  the	  context	  of	  the	  discussion	  really	  was	  concerning.	   	   The	   rotary	   improvement	   development	  was	  placed	  between	   Islington	   and	  Hackney,	  and	  was	  discussed	  at	  some	  length.	  	  Furthermore,	  a	  meeting	  with	  London’s	  cycling	  commissioner	  Andrew	  Gilligan	  was	  also	  discussed.	   It	  was	  discussed	   if	  a	  meeting	  could	  be	  set	  up	  with	  Andrew	  Gilligan,	  and	   if	   it	  would	  be	  possible	  to	  have	  the	  meeting	  set	  with	  an	  inclusion	  of	  local	  council	  members,	  so	  as	   to	   discuss	   local	   issues	   of	   Hackney.	   This	   would	   also	   be	   a	   good	   way	   of	   binding	   the	  discussion	   of	   Metropolitan	   city	   wide	   policies	   	   to	   Local	   issues,	   and	   possibly	   to	   the	  upcoming	  elections	  taking	  place	  in	  2014.	  	  	  	  One	  thing	  that	  soon	  emerged	  as	  a	  great	  concern	  was	  to	  get	  a	  political	  programme	  –	  a	  10	  point	  manifesto,	  ready	   for	   the	  upcoming	   local	  elections	  next	  year	  (2014),	  as	   the	  group	  was	  trying	  to	  sort	  out	  the	  10most	   important	  points	  that	  candidates	  could	  then	  sign	  up	  to,	   and	   in	   this	   way	   the	   LCC	   could	   work	   to	   indorse	   local	   candidates	   on	   pro	   cycling	  political	  stances.	  	  	   This	   10	   point	   plan	   would	   help	   show	   which	   candidates	   in	   the	   local	   wards	  	   were	   supportive	   of	   cycling	   or	   not	   –	   and	   make	   it	   possible	   for	   people	   valuing	  	   improvements	   to	   cycling	   highly,	   to	   make	   up	   their	   minds	   concerning	   local	  	   candidates.	  	  	  As	   the	   meeting	   progressed,	   the	   focus	   seemed	   to	   centre	   on	   deciding	   on	   the	   10	   most	  important	   points	   to	   be	   included	   in	   a	   LCC	   Hackney	   election	   manifesto.	   Later	   in	   the	  meeting	  the	  10	  points	  were	  chosen	  (by	  voting	  LCC	  members),	  out	  of	  about	  24	  different	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subjects	  that	  were	  discussed	  at	  length.	  The	  points	  on	  the	  table,	  had	  been	  discussed	  at	  the	  previous	  meeting,	  held	  in	  November,	  but	  had	  to	  be	  decided	  on	  at	  this	  meeting.	  	  	  	  I	   was	   surprised	   to	   find	   that	   on	   the	   table	  was	   no	   “note”	   calling	   for	   segregated	   bicycle	  lanes.	  It	  became	  more	  apparent	  to	  me	  that	  this	  issue	  of	  segregated	  bike	  lanes,	  seemed	  to	  be	   something	   that	   the	   LCC	   in	   hackney	   is	   against.	   Although	   segregation	   has	   been	  something	   that	   the	   media	   discussion	   has	   been	   circling	   around	   and	   focussing	   their	  attention	  on,	  since	  the	  recent	  spate	  of	  deaths	  on	  London	  roads,	  it	  was	  an	  issue	  that	  was	  not	   discussed	   at	   this	   meeting.	   I	   got	   the	   feeling	   that	   this	   particular	   issue	   had	   been	  discussed	   many	   times	   before,	   and	   was	   not	   to	   be	   discussed	   again	   for	   this	   10	   point	  manifesto.	  	  	   One	  member	  was	  however	  quite	  upset	  with	  the	  LCC	  handling	  of	  the	  	   media,	   as	  	   the	  focus	  had	  turned	  to	  cycling	  safety,	  and	  in	  this	  way	  giving	  the	  impression	  	   that	  	   cycling	  is	  unsafe	  –	  possibly	  keeping	  people	  from	  taking	  up	  the	  bike.	  	  	  As	   the	   discussion	   started	   on	   the	   relevance	   of	   the	   stated	   24	  manifesto	   subjects,	   to	   be	  narrowed	  down	  to	  10,	  there	  seemed	  to	  be	  a	  focus	  on	  discussing	  whether	  the	  subject	  of	  getting	  cars	  off	  the	  streets	  should	  be	  part	  of	  one	  of	  the	  points.	  One	  person	  though	  it	  was	  a	  negative	  point	  to	  have	  in	  the	  manifesto,	  pitting	  cyclists	  against	  car	  drivers	  –	  giving	  the	  message	   of	   taking	   space	   away,	   rather	   than	   a	   positive	   message	   of	   giving	   space	   to…	  Possibly	   the	  discussion,	  and	   the	   following	  argument	  was	  based	  on	   the	  wording	  of	   this	  particular	  point,	  which	  did	  not	  make	  it	  to	  the	  final	  10.	  There	  was	  a	  small	  heated	  argument	  of	  whether	  this	  was	  at	  the	  core	  of	  the	  political	  issue	  concerning	   the	   work	   of	   the	   LCC	   and	   indeed	   that	   of	   redistribution	   of	   space	   through	  municipal	   government	   policies.	   Here	   the	   argument	   involved	   one	   members	   seeing	   a	  point	  in	  redistributing	  space	  from	  the	  rich	  (car	  owning	  population)	  to	  the	  poor,	  cyclists,	  and	  Hackney’s	  majority	   of	   non	  motor-­‐driving	   population,	   and	   one	  member	  which	   did	  not	  want	   to	   pit	   car-­‐owners	   and	   cyclists	   against	   each	   other,	   in	   the	  way	   of	   deliberately	  stating	  it	  as	  a	  goal	  to	  “annex”	  road	  space,	  to	  give	  to	  cyclists.	  	  	  	   	  	  When	  the	  issue	  of	  bicycle	  parking	  came	  up,	  there	  again	  seemed	  to	  be	  a	  division	  in	  terms	  of	  “should	  there	  be	  bike	  parking	  for	  all”	  –	  “Should	  car	  parking	  be	  taken	  away”,	  should	  it	  be	  on	  street	  parking”,	  should	  all	  new	  build,	  council	  housing	  have	  bike	  parking”,	  “	  “who	  would	   pay	   for	   cycling	   parking	   and	   who	   would	   benefit”	   and	   should	   the	   ambition	   be	  “250.000	   bicycle	   parking	   spaces	   –	   approximately	   one	   for	   each	   person	   in	   hackney”?	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Again	  it	  was	  hard	  to	  come	  to	  a	  unanimous	  statement	  that	  everyone	  could	  agree	  on,	  even	  though	  everyone	  agreed	  that	  more	  and	  better	  bicycle	  parking	  was	  sorely	  needed.	  	  	   The	   chair	   stated	   that	   it	   seemed	   like	   a	   reasonable	   demand	   for	   a	   cyclist	  	   lobbying	   group	   to	   push	   for	   a	   statement	   in	   the	   manifesto	   that	   included	   a	  	   point	  of	  at	  least	  one	  bike	  parking	  space	  for	  Hackneys	  approximately	  	   250.000	  	   inhabitants.	  	  The	  discussion	  basically	  boiled	  down	  to	  either	  including	  a	  point	  of	  claiming	  space	  back	  from	   motorists,	   or	   whether	   making	   a	   division	   between	   cyclists	   and	   motorists	   was	  conducive	   to	   getting	   a	  more	   positive	  message	   of	   biking	   out,	   and	   indeed	   getting	   cycle	  supportive	  councilmen	  elected,	  helping	  the	  cause	  of	  improving	  perceptions	  of	  	  cycling	  as	  well	  as	  investing	  in	  infrastructure.	  I	  found	  it	   interesting	  to	  note	  that	  there	  was	  not	  a	  clear	  agreement	  on	  taking	  cars	  away	  from	  the	  streets.	  In	  this	  way	  there	  was	  no	  decision	  for	  a	  point	  clearly	  defining	  it	  as	  a	  goal	  to	  push	  back	  the	  number	  of	  car	  parking	  spaces	  in	  Hackney.	  Interestingly	  again	  the	  issue	  of	  segregation	  for	  claiming	  and	  securing	  freed	  up	  road	  space,	  was	  not	  mentioned	  in	  the	  discussion.	   	  Neither	  was	  the	  discussion	  of	  how	  to	  make	  the	  streets	  safer	  for	  vulnerable	  road	   users,	   except	   for	   one	   point	   about	   increasing	   the	   number	   of	   children	   cycling	   to	  school.	  	  Furthermore,	   it	   seemed	   a	   somewhat	   contentious	   issue	   even	   stating	   the	   ambition	   of	  taking	   car	   parking	   away,	   and	   giving	   the	   space	   to	  Bicycle	   parking	   –	  mainly	   due	   to	   one	  members	  seeming	  opposition.	  Following	  the	  final	  vote	  for	  the	  10	  manifesto	  points,	  I	  was	  somewhat	  surprised	  to	  find	  it	  that	  the	  main	  cycling	  lobbying	  group	  in	  Hackney	  was	  not	  specifically	  communicating	  “bicycles	  before	  cars”	  in	  their	  manifesto,	  as	  the	  clearly	  stated	  points	  of	  pushing	  back	  cars	  and	  car	  parking	  did	  not	  make	  it	  into	  the	  10	  point	  manifesto.	  	  
	   	  
	   	   	   158	  
Conversations	  with	  members	  of	  the	  LCC	  in	  Hackney	  
at	  a	  local	  pub.	  	  
After	  the	  meeting	  had	  finished	  at	  around	  22:30,	  the	  group	  went	  to	  the	  local	  pub	  to	  have	  a	  
pint	  of	  beer,	  which	  was	  a	  perfect	  opportunity	  to	  discuss	  the	  meeting,	  cycling	  in	  general	  and	  
what	  members	   thought	   of	   cycling	   in	   London	   –	   as	   well	   as	   what	   they	   saw	   as	   the	   biggest	  
problems	  facing	  cycling	  in	  London.	  	  
At	  the	  pub	  it	  became	  apparent	  that	  there	  are	  many	  perceptions	  of	  cycling	  internally	  in	  the	  
group.	  Some	  members	  seemed	  focussed	  on	  work	  trips,	  other	  on	  cycling	  as	  a	  way	  of	  life:,	  a	  
way	   of	   healthy	   and	   local	   living,	   a	   way	   for	   environmental	   concerns	   guiding	   everyday	  
decisions,	  as	  well	  as	  being	  hobby,	  used	  for	  recreation,	  sport	  and	  exercise.	  	  
Although	   no	   one	   talked	   of	   segregated	   bicycle	   paths	   as	   a	   way	   forward	   –	   this	   seemingly	  
being	  the	  main	  common	  denominator	  of	  members	  opinions	  of	  cycling	  infrastructure,	  many	  
though	  that	  something	  radical	  needed	  to	  be	  done	  to	   improve	  cycling	  safety	   in	  London.	  In	  
the	  end	  I	  fell	  into	  a	  lengthy	  discussion	  with	  one	  informant,	  which	  is	  the	  conversation	  that	  is	  
mostly	  reflected	  in	  the	  summary.	  	  
	  As	  we	  entered	  the	  pub,	  got	  a	  round	  of	  beer,	  and	  found	  a	  table,	  a	  conversation	  started	  on	  the	   current	  media	   focus	   on	   safety,	   following	   the	   recent	   deaths	   of	   6	   cyclists,	   began.	   It	  seemed	  that	  everyone	  agreed	  that	  this	  was	  a	  moment	  for	  pause	  and	  reflection	  on	  cycling	  in	  London.	  However,	   several	  people	  mentioned	  an	   irritation	  with	   the	  medias	   focus	  on	  safety,	   segregating	   traffic	   and	   on	   criticising	   the	   Cycle	   Superhighways,	   as	   in	   fact	   it	   is	  getting	  safer	  to	  ride	  in	  London,	  measured	  by	  per	  billion	  miles	  travelled,	  by	  the	  growing	  number	  of	  cyclists	  on	  London’s	  roads.	  	  It	  was	  discussed	  whether	  the	  current	  media	  attentions	  was	  hurting	  the	  cycling	  culture	  in	  London,	   and	   some	   feared	   that	   the	   focus	   on	   safety	   and	   the	   impact	   of	   focussing	   in	   the	  “useless	   Superhighways”	   could	   result	   in	   halting	   recent	   increases	   in	   cycling	   levels,	   and	  maybe	  even	  make	  some	  people	  stop	  cycling	  altogether.	  	  	  	   In	   one	   informants	   opinion	   the	   focus	   needed	   to	   be	   changed	   so	   as	   not	   to	  	   impact	   directly	   on	   peoples	   perceptions	   of	   cycling	   in	   a	   largely	   negative	  	   way	   –	   but	   instead	   be	   used	   to	   push	   for	   more	   interventions	   to	   promote	  	   cycling	   and	   specific	   infrastructural	   changes,	   while	   also	   communicating	   and	  	   reassuring	  that	  cycling	  is	  a	  very	  safe,	  healthy	  and	  a	  fun	  way	  to	  get	  around.	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Furthermore,	  before	  the	  conversation	  shifted,	  to	  be	  between	  one	  informant	  and	  myself,	  the	   English	   traffic	   planning	   profession	  was	   also	   discussed	   at	   length.	  Many	   around	   the	  table	   had	   the	   impression	   that	   traffic	   planners	   where	   still	   stuck	   in	   the	   “predict	   and	  provide”	   mentality	   of	   the	   past	   centuries,	   focussing	   on	   increasing	   the	   road	   carrying	  capacity	  for	  cars	  –	  and	  not	  providing	  for	  a	  changing	  dynamic	  of	  transport,	  where	  more	  people	  are	  choosing	  cycling	  to	  get	  around.	  	  In	  their	  opinion,	  there	   is	  a	  clear	  danger	  to	  the	  growing	  numbers	  of	  cyclists,	   if	  planners	  are	  not	  ready	  to	  change	  the	  “predict	  and	  provide	  mentality”,	  as	  cyclist	  would	  not	  feature	  high	   on	   the	   agenda	   in	   increasing	   traffic	   flows	   and	   carrier	   capacity	   of	   roads,	   if	   the	  business	   as	   usual	   attitude	   to	   traffic	   planning	   continues.	   It	  was	   pointed	   out	   that	  while	  bicycles	  in	  actuality	  use	  less	  space	  than	  cars,	  and	  in	  that	  way	  are	  more	  efficient	  in	  terms	  of	  fitting	  more	  people	  on	  to	  the	  roads,	  IT	  models	  do	  not	  seem	  to	  fit	  well	  with	  predicting	  cyclist	   needs	   of	   the	   road.	  Here	   the	   problem	   of	   redesigning	   rotaries	   for	   cyclists,	  was	   a	  case	  in	  point,	  as	  many	  major	  roundabouts,	  in	  the	  LCC	  opinion,	  or	  unsafe	  and	  hazardous	  to	   cyclists.	   Even	   when	   TfL	   is	   spending	   much	   money	   on	   redesign	   of	   dangerous	  roundabouts,	   the	  voices	  of	   the	  people	  representing	  cyclists	  are	  not	  being	  heard,	  and	   it	  seems	   like	   a	   great	   fight	   to	   get	   transport	   engineers	   to	   think	   of	   other	   road	   users	   than	  motor	  vehicles	  in	  their	  design	  solutions.	  	  Everyone	   agreed	   that	   the	   focus	   on	   increasing	   the	   capacity	   of	   roads,	   i.e.,	   putting	  more	  cars	   on	   the	   road	   in	   London,	   would	   be	   a	   wrong	   way	   forward	   for	   the	   city.	   As	   the	  conversation	  continued	  on	  the	  subject,	  all	  seem	  to	  agree	  that	  the	  focus	  should	  instead	  be	  shifting	  to	  decreasing	  the	  capacity	  for	  cars,	  so	  as	  to	  make	  the	  infrastructure	  (especially	  intersections)	   better	   for	   buses,	   cyclists	   and	   pedestrian	   needs.	   One	   way	   to	   promote	  pushing	  back	  traffic	  would	  be	  to	  enlarge	  the	  Congestion	  Charge	  Zone,	  which	  the	  Mayor	  Boris	  Johnson	  has	  shrunk	  in	  his	  term	  as	  mayor.	  	  	   	  	   In	   this	   way	   all	   seemed	   to	   agree	   that	   the	   future	   would	   be	   best	   served	   with	  	   limiting	   cars,	   and	   reshaping	   the	   streets	   hitherto	   dominated	   by	   the	   car	   and	  	   dead	  metal	  parking.	  	  Interestingly,	   the	   issue	   of	   explicitly	   taking	   space	   away	   from	   cars,	   and	   giving	   it	   to	  pedestrians	  and	  cyclists,	  was	  something	  everyone	  seemed	  to	  agree	  on	  at	  the	  pub,	  even	  if	  the	  issue	  of	  reversing	  car	  parking	  in	  favour	  of	  bicycle	  and	  pedestrian	  infrastructure	  had	  not	  made	  it	  into	  the	  10-­‐point	  manifesto.	  	  	  When	  I	  asked	  about	  children’s	  rights	  to	  free	  and	  safe	  movement,	  mobility,	  their	  feeling	  of	  safety	  and	  possibly	  of	  riding	  their	  bikes	  to	  school;	  in	  essence	  asking	  if	  the	  problem	  of	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not	  having	  “safe”	  segregated	  infrastructure	  for	  parents	  and	  children	  to	  feel	  secure,	  was	  a	  legitimate	  point	  in	  favour	  of	  segregation?	  I	  wanted	  to	  know	  the	  opinion	  on	  this	  issue,	  as	  not	   supporting	   segregation	  might	   be	   keeping	   children,	   risk	   aversive	  men	   and	  women,	  and	  the	  elderly	  (the	  more	  vulnerable	  riders)	  from	  taking	  up	  cycling,	  through	  not	  having	  access	  to	  “safe	  infrastructure”.	  -­‐	  The	  reply	  to	  the	  question	  was	  that	  most	  journeys	  to	  school	  are	  too	  short	  for	  it	  to	  make	  any	  sense	  to	  take	  the	  bike,	  and	  that	  cycling	  already	  is	  safe;	  although	  a	  lot	  more	  needs	  to	  be	   done	   to	   improve	   safety	   in	   Hackney.	   The	   main	   point	   was	   that	   the	   perceptions	   of	  cycling	  needs	  to	  come	  into	   line	  with	  what	   the	  reality	   is;	   “i.e.	   that	   its	  pretty	  safe	  as	   it	   is	  now”.	  	  However,	  bad	  car	  drivers	  needs	  to	  be	  punished,	  so	  as	  to	  make	  it	  safer	  for	  cyclist,	  and	   in	   essence	   children	   cyclists	   to	   mingle	   in	   traffic.	   Also	   the	   introduction	   of	   slower	  speeds,	  traffic	  filtering,	  and	  closed	  streets	  for	  cars,	  was	  argued	  to	  be	  a	  good	  way	  forward	  for	  securing	  safer	  streets.	  	  Limiting	   car-­‐thoroughgoing-­‐traffic	   (Rat	   Runs)	   on	   the	   slower	   back	   streets,	   and	   more	  awareness	  of	  mixed	  use	  of	  modes	  of	   transport	  was	   argued	   to	  be	   a	  better	   approach	  of	  integrating	  cyclists	  in	  traffic	  –	  rather	  than	  separating	  cyclists	  from	  traffic	  al	  together.	  	  	  When	   talking	   of	   the	   recent	   accidents,	   all	   agreed	   that	   there	   were	   way	   too	   many,	   and	  especially	  serious	  injuries	  was	  a	  rising	  problem.	  However,	  people	  seemed	  to	  disagree	  as	  to	  what	  it	  meant	  and	  how	  it	  had	  been	  portrayed	  in	  the	  media,	  and	  if	  the	  focus	  on	  safety	  could	  be	  viewed	  as	  a	  positive	  or	  negative	  driving	  	  interventions	  on	  cycling	  but	  might	  also	  be	   putting	   people	   of	   cycling	   altogether.	   Some	   meant	   that	   the	   increase	   in	   accidents	  should	   be	   put	   into	   a	   perspective	   of	   the	   increasing	   ridership,	   and	   that	   although	   the	  accident	   levels	  were	  appalling,	   it	  would	   take	   time	   to	  get	   the	  right	  solutions	   in	  place	   in	  London,	   as	   for	   instance	   the	   first	   attempts	   at	   cycling	   Superhighways	  had	  been	   in	   large	  parts	  a	  failure.	  	  But	  interestingly	  the	  focus	  also	  turned	  to	  pedestrian	  safety.	  The	  issue	  of	  road-­‐safety	  was	  coupled	   together,	   combining	   cyclists	  and	  pedestrians	   into	  one	  group,	   as	   it	  was	  argued	  that	   there	   is	  a	  need	   for	  one	  big	  discussion	  aimed	  at	  pushing	  car	  dominance	  and	  heavy	  traffic	   back,	   in	   favour	   of	   claiming	  more	   space	   and	   getting	  more	   recognition	  of	   cyclists	  and	  pedestrian	  rights	  and	  needs	  for	  the	  public	  roads.	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As	  the	  conversation	  between	  many	  members,	  turned	  into	  a	  conversation	  between	  one	  LCC	  
member	  and	  myself,	  we	  had	  a	  lengthy	  discussion	  on	  issues	  concerning	  the	  roads	  of	  London:	  	  The	  informant	  thought	  that	  the	  Copenhagen	  and	  Amsterdam	  way	  of	  doing	  infrastructure	  was	   not	   the	   right	   way	   forward	   for	   London.	   The	   Barclays	   Superhighways,	   the	   closest	  thing	  to	  Dutch	  or	  Danish	  style	  infrastructure	  in	  London,	  was	  described	  as	  a	  disaster.	  The	  CS	  network	  where	  badly	  designed	  and	   implemented	   from	  the	  start,	  and	  Boris	   Johnson	  was	   not	   seen	   to	   be	   able	   to	   deliver	   on	   the	   promises	   he	   made	   to	   improve	   cycling	   in	  London.	  The	  way	  forward	  seemed	  to	  be	  traffic	  calming,	  traffic	  filtering,	  and	  supporting	  the	  free	  flowing	  traffic	  as	  it	  is	  now,	  but	  at	  lower	  speeds	  to	  keep	  cyclists	  safe.	  	  Segregation	  was	  not	  the	  way	  forward	  in	  the	  informants	  opinion,	  as	  segregation	  planning	  would	   fail	   in	  London	  due	   to	   limited	   space	  on	   the	   roads.	   Furthermore	   segregation	  was	  argued	  to	  hurt	  the	  local	  “micro”	  economy	  by	  pushing	  activity	  to	  some	  limited	  centres	  in	  Hackney	  (pushing	  the	  local	  shops	  out),	  concentrate	  cycling	  on	  “main	  arterial	  -­‐roads”.	  	  The	   informant	   also	   thought	   that	   Internet	   based	   shopping	   was	   a	   scourge	   of	   the	   local	  economy,	  and	  not	  being	   inclined	  to	  recognise	  the	  potential	   for	   limiting	  the	  reasons	   for	  owning	  a	  personal	  car	  in	  the	  first	  place.	  	  	  	   By	  supporting	  segregated	  arterial	  cycling	  routes,	  the	  informants	  argued	  that	  the	  	   result	  would	  be	  limiting	  cross	  directional	  travel,	  that	  in	  fact	  works	  relatively	  well	  	   in	  Hackney	  as	  it	  is	  now.	  	  	  It	  was	  argued	  that	  segregation	  would	  be	  very	  expensive	  to	  implement,	  and	  not	  least	  be	  contentious	   in	  his	   opinion,	   as	  what	   the	  design	   should	  be,	  where	   the	   routes	   should	   go,	  and	  where	  car	  parking	  and	  road	  space	  would	  be	  limited	  or	  taken	  away.	  In	  essence	  there	  could	   not	   be	   “safe	   segregated	   routes”	   connecting	   all	   districts,	   or	   indeed	   be	   city-­‐wide	  scheme,	  and	  the	  promotion	  of	  such	   ideas	  seemed	  to	  be	  the	  wrong	  way	  to	  approaching	  the	  political	  and	  physical	  realities	  of	  London.	  	  Segregation	  was	  a	  problematic	  discussion	  in	  London	  at	   the	  moment,	  and	  a	  pursuit	  of	  promoting	   through	   traffic	   calming,	   seemed	  the	   best	   way	   of	   making	   sure	   that	   a	   cyclist	   would	   get	   safe	   access	   the	   London’s	   road	  network,	  which	  already	  cover	  the	  city	  quite	  adequately.	  	  	   In	  his	  opinion	   lowering	  speeds,	   increasing	   traffic	  calming,	   filtering	  and	   limiting	  	   through	   going	   traffic	   (especially	   on	   small	   residential	   streets)	   would	   be	   better	  	   suited	   for	   London	   –	   with	   a	   more	   general	   focus	   on	   liveability	   and	   local	  	   community	   interventions,	   as	   opposed	   to	   large-­‐scale	   investments	   in	   networks,	  	   and	  cycle	  Superhighways.	  	  
	   	   	   162	  
	  However,	  the	  finely	  grained	  cycle	  network	  proposed	  for	  inner	  city	  London,	  in	  a	  grid	  like	  pattern,	   was	   in	   his	   opinion	   a	   good	   proposal,	   seemingly	   wanting	   this	   sort	   of	  infrastructure	  implemented	  throughout	  all	  of	  London.	  	  	  	   Although	  taking	  car	  parking	  away	  was	  a	  long-­‐term	  goal,	  in	  his	  opinion,	  it	  was	  not	  	   clear	  if	  this	  was	  a	  democratic	  way	  of	  proceeding	  in	  London	  as	  the	  majority	  were	  	   still	   against	   this	   approach	   –	   and	   forcing	   the	   agenda	   seemed	   in	   his	   opinion	  	   undemocratic	  before	  there	  was	  some	  kind	  of	  majority	  consensus	  on	  the	  issue.	  	  	  	  	  However,	  talking	  of	  right	  to	  the	  public	  space,	  and	  framing	  the	  issue	  of	  the	  public	  roads,	  as	  a	  public	  space	  and	  domain,	  to	  be	  redistributed	  on	  popular	  demand,	  as	  well	  as	  being	  planned	  and	  redistributed	  on	  sustainability,	  environmental	  concerns,	  as	  well	  as	  planned	  for	  in	  light	  of	  pollution	  and	  on	  health	  and	  safety	  grounds,	  there	  are	  also	  larger	  issues	  at	  stake	  when	  discussing	  roads	  as	  a	  public	  domain	  and	  a	  resource.	  	  Cycling	   as	   a	   technology	   or	   mode	   of	   transport;	   symbolising	   and	   by	   way	   of	   promoting	  cycling	   pushing	   for	   seemingly	  more	   progressive	   and	   “new-­‐modern”	   traffic	   options	   for	  future	   development,	   but	   connectivity,	   inclusivity,	   and	   inequality	   issues	   remain	   as	   a	  worry	   over	   singlehandedly	   focussing	   on	   promoting	   cycling	   over	   any-­‐other	   means	   of	  transport,	  as	   it	   is	  perhaps	  mostly	  suitable	  for	  the	  richer	   inner	  city	  residents	  to	  take	  up	  cycling	   and	   be	   connected	   to	   the	   financial	   heart	   of	   London,	   by	   way	   of	   using	   a	   cheap,	  healthy	  way	  to	  transport	  one	  self	  over	  relative	  short	  distances.	  	  Moreover	  it	  was	  mentioned	  that	  the	  high	  property	  prices	  and	  high	  rents	  of	  Hackney	  and	  other	   inner	   city	   boroughs	   are	   pushing	   poorer	   people	   to	   the	   outskirts	   of	   the	   city.	   As	  people	  and	  families	  are	  living	  in	  smaller	  flats,	  to	  live	  closer	  to	  the	  centre,	  a	  bicycle	  seems	  like	  a	  preferable	  mode	  of	  transport	  for	  a	  growing	  population	  in	  inner	  city	  London,	  as	  the	  capacity	  on	  the	  bus	  network,	  the	  tube,	  Overground	  and	  other	  public	  transport	  systems	  seems	  to	  be	  reaching	  its	  carrier	  capacity.	  Promoting	  Buses	  and	  bikes,	  seem	  a	  good	  way	  forward,	  if	  London’s	  projected	  rising	  population,	  going	  from	  8	  to	  10	  million,	  by	  2030,	  is	  to	  be	  sustainable.	  	  However,	  the	  problem	  remains	  that	  it	  the	  more	  well	  off	  population	  that	  can	  afford	  to	  live	  centrally,	   and	   poorer	   people	   are	   possibly	   forced	   to	   live	   in	   locations	   where	   cycling	   to	  work	   might	   not	   be	   so	   realistic.	   Therefore	   there	   is	   a	   social	   justice	   angle	   to	   solely	  promoting	   cycling,	   as	   an	   “inconsiderate”	   promotion	   of	   cycling	   over	   all	   other	   forms	   of	  transport	   could	   limit	   other	   less-­‐well	   off	   peoples	   access	   the	   city	   and	   the	   job	   market.	  Therefore	   to	   claim	   streets	   at	   the	   expense	   of	   especially	   buses	   would	   have	   a	   negative	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relatively	   worse	   connectivity	   and	   accessibility	   to	   the	   city,	   the	   economy	   and	   the	  infrastructure	  network.	  	  Only	   focussing	   on	   cycling,	   claiming	   space	   for	   the	   bike	   on	   segregated	   lanes,	   might	  therefore,	   lead	   to	  greater	  mobility	   inequality	   if	   the	  approach	   to	   increasing	   cycling	  and	  improving	  infrastructure	  is	  not	  done	  equitably,	  in	  light	  of	  social	  inequalities.	  Here,	  some	  solidarity	   to	   the	  outer	  boroughs	  of	  London	  was	  shown,	  as	  arguably	  most	  people	  could	  cycle	  the	  distance	  from	  Hackney	  to	  the	  centre,	  with	  a	  little	  bit	  of	  training.	  	  	  Discussing	  the	  decreasing	  car	  ownership	  in	  Hackney,	  and	  young	  peoples	  apparent	  falling	  aspiration	   of	   owning	   a	   car,	   coupled	   with	   decreasing	   flat	   sizes	   (living	   space),	   the	  informant	  argued	  that	  this	  development	  would	  seems	  to	  suggest	  that	  there	  is	  a	  growing	  demand	  for	  local	  transport.	  	  Moreover,	  as	  the	  demography	  seems	  to	  change,	  so	  it	  will	  be	  possible	   to	   push	   for	   more	   equitable	   road	   space	   design,	   reflecting	   on	   the	   majority	   of	  peoples	   wants,	   needs	   and	   visions	   for	   the	   district	   of	   Hackney.	   Therefore,	   the	  developments	   in	  Hackney,	  where	   op	   to	   15%	  of	   people	   cycle,	   should	   naturally	   start	   to	  reflect	   this	   development	   in	   infrastructure	   investments,	   and	   the	   transition	   to	   an	  evermore	  cycle	  friendly	  borough	  should	  be	  a	  somewhat	  naturel	  next	  step.	  Possibly	  when	  the	  proportion	  of	   cyclists,	   out	  number	   the	  proportion	  of	   car	  drivers,	   there	  would	  be	  a	  real	  potential	  for	  a	  large-­‐scale	  redistribution	  of	  road	  space.	  	  In	  some	  wards	  this	  overtaking;	  i.e.,	  cyclists	  outnumbering	  car	  owners,	  seems	  to	  already	  be	   happening,	   as	   cycling	   in	   the	   wards	   of	   Clissold,	   Stoke	   Newington	   Central	   and	  Queensbridge	   already	   exceed	   20%	   of	   people	   cycling	   to	   work.	   As	   car	   ownership	   in	  Hackney	   is	   approximately	   1/3	   of	   households,	   one	   could	   soon	   imagine	   a	   time	   when	  cyclist	  outnumber	  drivers,	  in	  individual	  wards,	  potentially	  forcing	  a	  shift	  in	  the	  priorities	  of	  infrastructure	  provision	  in	  favour	  of	  cyclists	  over	  drivers.	  	  	  	  We	  also	  discussed	   the	   signalling	  at	   cross-­‐walks	   in	  London,	   and	  of	   cyclists	   running	   red	  lights.	  In	  London	  road	  traffic	  (cars,	  buses,	  cyclists,	  etc.)	  have	  green	  light	  in	  one	  direction,	  then	   another,	   and	   finally	   road	   traffic	   stops	   in	   all	   directions	   to	   give	   pedestrians	   a	   very	  limited	  time	  to	  cross.	  	  –	   I	  myself;	   as	  a	  Dane,	   find	   that	   this	   system	   is	   somewhat	   flawed,	  as	   it	   seems	   inefficient	  compared	  to	  Denmark,	  where	  pedestrians	  have	  green	  in	  the	  same	  direction	  of	  the	  traffic	  flow,	  making	  the	  crossing	  of	  road	  spaces	  a	  mixed	  use	  space,	  where	  cars	  are	  made	  to	  be	  aware	  of	  other	  road	  users.	  As	  the	  cars	  expect	  free-­‐traverse	  in	  London	  when	  turning	  left,	  free	  of	  pedestrians	  and	  possibly	  of	  cyclist	  going	  on	  the	  inside	  of	  the	  cars	  or	  trucks,	  one	  would	  think	  that	  this	  might	  possibly	  cause	  less	  attention	  to	  the	  crossing	  being	  a	  shared	  space	  intersection.	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An	   interesting	  point	  was	   that	   the	   informant	   thought	   that	   the	   traffic	   system	   in	  London	  was	   safer	   than	   in	   for-­‐instance	   Denmark	   and	   Germany.	   The	   informant	   argued,	   that	   as	  pedestrians	  are	  not	  in	  conflict	  with	  turning	  vehicles	  in	  London,	  it	  seemed	  to	  him	  to	  be	  a	  safer	   system	   (in	   essence	   arguing	   for	   segregating	   when	   “cars	   and	   other	   traffic”	   and	  pedestrians	  share	   the	  same	  space	  of	   road).	  But	   the	  down	  side	  was	   in	  his	  opinion,	   that	  cyclist	  saw	  this	  “pedestrian	  green	   light	  crossing”	  as	  a	  chance	  to	   jump	  the	  red	   light	  and	  mix	  with	   pedestrians	   –	   to	   the	   irritation	   of	   both	   pedestrians	   and	  motorists.	   This	   three	  phased	   signalling	   (two	   for	   cars	   in	   either	   direction,	   and	   one	   for	   pedestrians	   in	   all	  directions)	   therefore	   seemed	   both	   an	   opportunity	   for	   cyclist	   to	   get	   ahead,	   and	   a	  potential	   conflict	   with	   other	   road	   users,	   hurting	   perceptions	   of	   cyclist	   as	   being	  inconsiderate	  and	  riding	  without	  regard	  for	  the	  rules	  of	  the	  road.	  	  Personally,	  I	  also	  think	  that	  this	  system	  promotes	  J-­‐walking,	  as	  experience	  of	  waiting	  for	  a	  green	  pedestrian	  light	  can	  take	  a	  very	  long	  time,	  and	  furthermore	  the	  time	  ascribed	  to	  crossing	   is	   not	   sufficient	   to	   walk	   across	   the	   road	   in	   a	  moderately	   fast	   tempo,	   for	   the	  duration	  of	   the	   green	   light.	  The	   system	   therefore	   seems	   to	  promote	   road	  users	   to	  not	  abide	  by	  the	  rules	  of	  the	  road,	  causing	  irritation	  between	  different	  road	  users,	  and	  be	  a	  stress	  factor	  for	  pedestrians	  who	  actually	  wait	  for	  the	  green	  light	  to	  cross.	  When	  briefly	  talking	  of	  pre-­‐greens	  for	  cyclist,	  the	  informant	  again	  seemed	  to	  be	  hesitant,	  and	  was	  not	  sure	  if	  this	  was	  a	  good	  idea	  for	  London	  to	  implement.	  	  	  	  When	  talking	  of	  my	  own	  “postman	  bike”	  and	  of	  still	  being	  uncomfortable	  in	  riding	  on	  the	  streets	  of	  London.	   I	  was	   told	   to	   consider	  getting	   some	   instructor	   lessons	  on	  cycling	   in	  Hackney,	   provided	   free	   of	   charge	   by	   the	   council.	   Furthermore	   I	   was	   told	   to	   consider	  getting	  a	  “racer	  bike”	  more	  suited	  to	  the	  streets	  of	  London.	  When	  again	  asking	  about	  this	  being	  the	  norm,	  about	  the	  possibility	  of	  children	  being	  lost	  in	  the	  picture,	  the	  response	  was	  that	  they	  were	  not	  riding	  as	  it	  where,	  and	  that	  it	  was	  actually	  not	  so	  much	  a	  focus	  for	  him.	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Appendix	  #	  5	  :	  Male	  cyclists,	  Working	  in	  SOHO	  
Interview	   with	   Informant	   –	   Male,	   cyclists	   living	   in	  
Walthamstow	  –	  Commuting	  into	  SOHO	  daily.	  
Meeting	  took	  place	  on	  13th	  of	  December.	  
	  
This	  interview	  took	  place	  in	  SOHO,	  where	  I	  met	  the	  informant	  in	  his	  studio.	  The	  informant	  
works	  in	  the	  creative	  industry	  –	  working	  with	  film,	  music	  and	  advertising.	  I	  had	  gotten	  in	  
touch	  with	  him	  through	  another	  contact,	  who	  had	  told	  me	  that	  the	  informant	  was	  a	  very	  
passionate	   cyclist.	   I	  was	  happy	   that	   it	  was	  possible	   to	  meet,	  and	  we	   talked	   for	  nearly	  an	  
hour	  about	  issues	  related	  to	  cycling	  	  	  	   The	  shortest	  route	  to	  my	  work	  is	  probably	  8,5	  miles,	  but	  I	  can	  make	  it	  as	  long	  as	  	   I	  want	  depending	  it	  I	  want	  to	  do	  a	  longer	  slightly	  bizarre	  route	  on	  my	  way	  in,	  or	  	   how	  many	  parks	  I	  want	  to	  ride	  through.	  	  London	   has	   a	   lot	   of	   green	   space	   dotted	   all	   over	   it.	   Not	   a	   lot	   of	   the	   parks	   are	   really	  prepared	  for	  cyclists	  or	  even	  for	  the	  people	  using	  the	  parks.	  So	  what	  you	  get	  is	  a	  lot	  of	  cyclists	  just	  riding	  on	  the	  paths,	  and	  it	  annoys	  all	  the	  people	  walking	  their	  dogs	  and	  all	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the	  rest	  of	   it.	  But	   it	   is	  nice	  that	  you	  can	  escape	  the	  traffic	   in	  this	  way.	  I	  mean	  my	  route	  usually	  ends	  at	  the	  top	  of	  Regents	  Park	  which	  is	  just	  above	  (SOHO),	  and	  the	  central	  park	  of	   the	  west	   end.	   Ending	   up	   at	   the	   park	   is	   a	   nice	  way	   to	   finish	   off,	   before	   you	   hit	   the	  complete	  chaos	  of	  central	  London	  for	  about	  a	  minute,	  with	  four	  sets	  of	  lights	  and	  people	  everywhere	  	  in	  complete	  pandemonium.	  After	  a	  minute	  of	  this	  I’m	  in	  SOHO,	  and	  then	  off	  the	  bike.	  	  	   I	  have	  been	  riding	  in	  London	  for	  12-­‐13	  years.	  –	  Commuting	  	   When	  I	  started	  riding	  -­‐	  I	  would	  see	  probably	  one	  or	  two	  other	  cyclists	  on	  my	  way	  	   to	  work,	  going	  through	  traffic	  and	  all	  the	  rest	  of	  it.	  	  	  I	  use	  to	  share	  a	   flat	  with	  a	   flatmate	  who	  also	  cycled,	  and	  if	  we	  rode	  together	  we	  might	  see	  one	  or	  so	  other	  people	  cycling.	  Its	  weird,	  because	  10	  years	  ago	  I	  would	  know	  every	  face	  on	  the	  route,	  and	  we	  would	  say	  hallo	  and	  chat	  all	  the	  way	  in	  and	  all	  the	  way	  out.	  	  They	  would	  usually	  be	  quit	  strong	  riders,	  because	  you	  had	  to	  be	  brave	  to	  do	  it	  back	  then,	  because	  nobody	  was	  doing	  it	  at	  that	  time.	  It	  use	  to	  be	  very	  nice	  back	  then,	  knowing	  all	  the	  people	  on	  the	  route.	  Now	  the	  number	  of	  people	  who	  have	  gotten	  into	  it	  is	  incredible.	  I	  guess	  people	  want	  a	  better	  lifestyle,	  and	  see	  it	  as	  a	  cheaper	  option,	  as	  public	  transport	  has	  gotten	  so	  expensive,	  even	  if	   it	   is	  a	  very	  good	  system.	   	  So	  I	  think	  the	  biggest	  shift	  in	  the	   last	  10	  years	  concerning	  cycling	  in	  London,	  has	  been	  the	  number	  of	  cyclists	  on	  the	  roads.	  	  	   I’m	  a	  keen	  cyclist.	  Im	  the	  kind	  of	  guy	  they	  joke	  about	  in	  the	  guardian	  newspaper,	  	   that	   they	   call	   a	  MAMIL	   -­‐	   a	  Middle	  Aged	  Man	   In	   Lycra…	   I’m	  Bordering	   on	   that,	  	   although	  I	  don't	  consider	  myself	  middle	  aged.	  	  	  I	  do	  take	  cycling	  very	  seriously.	  I	  do	  weekend	  sportives,	  and	  I	  do	  weekend	  big	  rides.	   	   I	  can	   easily	   do	   200	   miles	   in	   a	   week,	   and	   that	   will	   be	   consistent	   all	   through	   the	   good	  weather	  parts	  of	  the	  year.	  Because,	  once	  I've	  done	  my	  work	  journey	  during	  the	  week	  I'm	  pushing	  a	  100	  miles	  easily.	  With	  a	  little	  bit	  extra	  here	  and	  there,	  and	  then	  if	  you	  do	  one	  big	  ride	  at	  the	  weekend…	  So	  yeah,	  I	  do	  a	  lot	  of	  that,	  and	  I	  go	  to	  France	  a	  lot	  and	  do	  some	  of	  the	  tour	  de	  France	  routes;	  “which	  is	  lovely”.	  It’s	  a	  lot	  of	  fun.	  	  	   You	  get	  some	  hills	  in	  France	  where	  the	  hills	  goes	  even	  steeper	  then	  20%,	  or	  you	  	   get	  some	  where	  its	  5-­‐6-­‐7	  %	  for	  like	  an	  hour	  or	  2	  hours,	  and	  your	  like	  okey…	  and	  	   in	  the	  end	  it	  goes	  like	  11%	  for	  4	  kilometres	  -­‐	  and	  your	  looking	  at	  it	  and	  thinking	  	   no	  way…	  No	  way….	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  But	  the	  body	  is	  an	  amazing	  thing	  in	  the	  way	  that	  it	  responds	  to	  physical	  challenges.	  	  I	  have	  done	  a	  9	  day	  	  charity	  race	  called	  the	  fireflies,	  riding	  from	  lake	  Geneva	  to	  Cannes,	  all	   along	   the	   tour	  de	  France	  routes,	  going	   through	   the	  mountains.	  And	   the	   first	  2	  days	  hurt	  more	  than	  anything	  ells,	  but	  by	  day	  three	  your	  body	  starts	  to	  say;	  “Okey	  I	  get	  this…I	  get	  what	  we	  are	  doing	  now…	  Lets	  go	  for	  it…”	  	  By	  day	  6	  you	  feel	  like	  an	  iron	  man,	  and	  by	  day	  9	  you	  just	  want	  to	  go	  to	  bed	  for	  at	  least	  2	  weeks	  	  Did	  cycling	  start	  from	  this	  "hard	  core	  cycling	  culture"…?	  	  I	  think	  that	  cycling	  has	  always	  had	  a	  mix	  of	  cultures,	  in	  London.	  It’s	  just	  in	  much	  smaller	  numbers.	   For	   instance,	   you	  were	  much	  more	   likely	   to	   see	   teenagers	   riding	   around	  on	  BMX's	   15	   years	   ago	   -­‐	   prating	   around,	   not	   really	   using	   the	   bike	   for	   any	   purpose,	   they	  were	  just	  having	  fun.	  Then	  you	  began	  to	  see	  serious	  cyclists	  charging	  in	  and	  out	  of	  town.	  	  -­‐	  So	  I	  don't	  know	  if	  the	  cycling	  culture	  in	  London	  has	  come	  out	  of	  the	  "hard	  Core	  cycling	  enthusiast	  culture".	  	  I	  think	  that	  there	  is	  a	  wider	  picture	  of	  sport	  and	  lifestyle,	  which	  the	  UK	  has	  been	  going	  through	  the	  last	  decade,	  or	  maybe	  the	  last	  2	  decades.	  Before,	  Londoners	  where	  always	  talking	  of	  living	  in	  Australia	  or	  living	  in	  California	  or	  living	  somewhere	  that	  has	  a	  slightly	  better	  climate,	  and	  if	  they	  had	  that	  slightly	  better	  climate	  they	  would	  enjoy	  the	  outdoor	  lifestyle	  more.	  I	  think	  finally	  in	  this	  country	  people	  have	  gone;	  "Ohh	  sod	  it!	  lets	  just	  get	  outdoors...”,	  and	  people	  are	  finally	  realizing	  that	  a	  healthy	  lifestyle	  has	  a	  lot	  of	  benefits,	  and	   not	   just	   financially,	   being	   cheaper	   than	   driving	   or	   taking	   public	   transport.	   People	  are	  realising	  that	  you	  get	  a	  different	  state	  of	  mind,	  not	  considering	  what	  benefits	  there	  are	  for	  the	  body.	  	  So	   I	   think	  that	   the	  shift	   in	   focus	  on	  healthy	   lifestyles,	  combined	  with	  cycling	  becoming	  more	  of	   a	  main	   stream	  sport,	   sexier	   and	  a	  more	  attractive	   sport,	   is	  part	  of	   the	   reason	  cycling	  has	  seen	  such	  spectacular	  growth.	  Cycling	  in	  the	  UK	  has	  been	  infused	  with	  more	  money	  and	  some	  cool	  characters	  have	  appeared	  from	  it;	  “which	  you	  need,	  because	  you	  need	  people	  with	  something	  to	  say”.	  British	  cyclists	  have	  appeared,	  like	  Mark	  Cavendish	  and	  Bradley	  Wiggins,	  and	  that	  helps	  improve	  the	  general	  profile	  of	  cycling.	  	  	  	   Because	  when	   its	   a	   foreigner	  winning	   the	   Tour	   de	   France	   stage	   	   or	   the	  whole	  	   race,	   you	   think	   that’s	   amazing	   and	   you	   would	   like	   to	   emulate	   them.	   But	   you	  	   never	  see	  it	  quite	  the	  same	  way	  when	  its	  some	  guy	  who	  is	  almost	  the	  same	  age	  	   as	  you,	  and	  just	  lives	  up	  the	  road...	  And	  you	  think;	  “Okey	  he's	  like	  a	  really	  great	  	   world	  champion…”,	  and	  I	  think	  those	  things	  help	  to	  drive	  it	  on	  as	  well.	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  The	  big	  step	  here	  was	  when	  SKY:	  The	  broadcasting	  company,	  suddenly	  said	  they	  would	  put	   together	   a	   cycling	   team.	  And	  SKY	   is	   a	   company	   that	   is	   a	   household	  name,	   and	   for	  them	   to	   get	   behind	   a	   sport	   that	   is	   just	   below	   the	   cusp	   has	   lifted	   cycling	   into	   the	  mainstream	  in	  the	  UK.	  SKY	   said;	   “we	   are	   going	   to	   do	   this,	   and	  we	   are	   going	   to	   do	   it	  with	   style,	   and	   they	  put	  loads	   of	  money	   into	   it...	   and	   suddenly	   its	   everywhere…	   They	   have	   a	   champion	   of	   the	  Tour	  de	  France...	  and	  they	  will	  probably	  have	  many	  more,	  not	  just	  in	  the	  Tour	  de	  France.	  	   It’s	  a	   snowball-­‐effect,	   that’s	  what	  happens.	  Like	  with	  a	   lot	  of	   sports,	   and	  skiing	  	   and	  cycling	  always	  spring	  to	  mind	  with	  this.	  It’s	  two	  particular	  sports	  where	  the	  	   clothing	   in	   the	   80's	   were	   so	   bad	   that,	   that	   when	   you	   look	   in	   your	   parents	  	   wardrobe	  you	  would	  laugh	  you	  ass	  off,	  thinking;	  “you	  wore	  a	  purple	  bodysuit?”	  	  So	  when	  I	  think	  back	  to	  my	  childhood,	  there	  was	  a	  dip	  in	  cycling.	  And	  I	  can	  remember	  all	  the	   bike	   shops	   going	   out	   of	   business,	   going	   into	   the	   90's.	  When	   I	   started	   getting	   into	  cycling,	  I	  started	  noticing	  a	  tiny	  bubble,	  and	  that	  there	  was	  going	  to	  be	  a	  new	  bike	  shop	  somewhere	  soon.	  	  In	  essence	  I	  think	  the	  whole	  industry	  had	  a	  dip,	  and	  its	  like	  snowboarding	  and	  cycling…	  Its	  just	  so	  cool	  now…And	  the	  major	  brands	  and	  all	  the	  money	  is	  behind	  these	  sports	  and	  lifestyles	  now.	  	  	   Brands	   start	   to	   think	   there	   is	   another	  way	   of	   shifting	   this	   around	   -­‐	   And	  when	  	   that	   happens,	   then	   you	   get	   brands	   like	  Rapha;	  who	   come	   along	   and	   said;	   “you	  	   don't	  have	  to	   look	  like	  a	  multi	  coloured	  idiot,	   to	  ride	  a	  bike.	  You	  can	  look	  quite	  	   stylish”.	  -­‐	  We	  are	  going	  to	  charge	  you	  4	  million	  £	  to	  look	  nice,	  but	  we	  are	  going	  to	  	   do	   it.	   But	  people	   start	   to	   think;	   "hang	  on",	   and	   then	   the	  money	   starts	   growing	  	   and	  so	  on...	  And	  cycling	  clothing	  is	  a	  growing	  industry	  and	  it	   is	  a	  huge	  industry	  	   here	  now.	  	  It’s	  a	  wonderful	  image	  that	  has	  happened	  in	  the	  last	  decade,	  as	  the	  hipster	  and	  the	  bike	  have	   joined	   up;	   “the	   track	   bike,	   fixie	   bike…	   and	   me	   and	   my	   style	   of	   tight	   jeans…”	  Wherever	   that	  happens;	   its	   like	   the	   "big	  bang"	  moment,	  bringing	   together	   fashion	  and	  money,	  and	  then	  it	  suddenly	  takes	  off…	  	  But	  I	  think	  you	  also	  have	  to	  look	  at	  the	  state	  of	  London,	  Money	  and	  Property	  in	  recent	  years	  to	  explain	  cycling’s	  growing	  popularity.	  Children	  of	  my	  generation,	  the	  children	  of	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the	  baby-­‐boomers	  in	  this	  country,	  if	  you	  lived	  in	  London	  and	  you	  wanted	  to	  bye	  a	  house	  -­‐	  where	  do	  you	  go?	  You	  go	  to	  East	  London!	  	  Especially	  when	  the	  Olympics	  was	  announced,	  and	  the	  huge	  regenerations	  and	  all	   that	  took	  place.	  So	  you	  got	  a	  lot	  of	  young	  people	  who	  then	  move	  in,	  and	  they	  then	  try	  to	  make	  things	  a	  bit	  cooler	  than	  they	  usually	  are...	  And	  then	  this	  again	  reinforces	  that	  snowball	  effect	  of	  culture	  and	  fashion,	  and	  the	  bike	  has	  been	  part	  of	   this	  urban	  change,	   the	  new	  identity	  	  and	  regeneration	  of	  east	  London.	  	  	   It’s	  interesting	  because	  I	  was	  just	  recently	  in	  Berlin,	  and	  you	  get	  the	  same	  thing	  	   in	  London…	  Where	  you	  can	  be	  in	  Hackney,	  and	  you	  can	  turn	  into	  the	  backend	  of	  	   Hommerton	   and	   then	   you	   are	   like;	   "What’s	   happened	   here…	   its	   not	   very	   nice	  	   anymore…"It's	   like	   in	  Berlin	  where	  you	  can	  be	   in	  Mitte	  and	  walk	  a	   few	  blocks,	  	   and	  then	  its	  like	  everything	  has	  just	  gone	  ...	  What	  happened?	  	  Segregating	   traffic	   and	   segregated	  bike	   lanes	   is	   a	   tricky	   issue.	   I	   think	   the	   fundamental	  first	  thing	  is	  that	  London	  is	  a	  city	  doesn't	  have	  a	  lot	  of	  space	  for	  it.	  You	  could	  achieve	  it	  in	  parts,	  but	  you	  would	  never	  be	  able	  to	  get	  it	  rolled	  out	  throughout	  the	  whole	  city…	  Its	  a	  city	  built	  up	  of	  so	  many	  little	  villages	  and	  old	  street	  layouts,	  and	  sometimes	  it	  gets	  very	  narrow	  and	  very	  crowded	  and	  congested.	  	  	   The	  perceptions	  I	  have	  of	   the	  Cycle	  Super	  Highways	  and	  the	  a	  temps	  that	  have	  	   been	   made	   to	   make	   some	   kind	   of	   segregation,	   even	   if	   it	   is	   something	   as	  	   ridiculous	  as	  painting	  the	  road	  a	  different	  colour,	  is	  that	  they	  don't	  help.	  	  	  The	  Cycle	  Superhighways	  tend	  to	  force	  the	  cyclists	  into	  one	  area	  of	  the	  road,	  where	  a	  lot	  of	  novice	   cyclists,	  who	  are	   just	   starting	   to	  get	   into	   cycling	  now,	  don't	   feel	   comfortable	  straying	  out	  of	  their	  zone,	  because	  they	  think	  it	  should	  be	  a	  safe	  zone.	  And	  the	  painted	  lanes	  are	  not	  a	  safe	  zone	  necessarily,	  as	  drivers	  just	  ignore	  it	  in	  London.	  I	  mean	  you	  could	  be	  riding	  down	  those	  super	  highways	  in	  east	  London,	  and	  suddenly	  a	  bus	  pulls	  in	  from	  nowhere	  and	  just	  stops,	  or	  someone	  parks	  to	  go	  into	  a	  shop,	  and	  it	  sort	  of	  defeats	  the	  purpose	  of	  them	  being	  there.	  	  	  	  	  	  	  	   For	  me	  its	  more	  about	  the	  education	  of	  everyone	  using	  London’s	  roads,	  and	  the	  	   familiarity	   of	   seeing	   cyclists,	   for	   people	   to	   be	   able	   to	   understand	   that	   a	   cyclist	  	   isn't	  either	  an	  angry	  young	  person;	   jumping	  red	  lights	  and	  shouting	  F-­‐words	  at	  	   everyone,	  or	  a	  slow	  old,	  high	  visibility	  cycling	  nerd.	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We	  need	  to	  get	  past	  these	  clichés,	  to	  understand	  that	  a	  cyclists	   is	   just	   like	  anyone	  who	  would	  otherwise	  be	  in	  a	  car,	  or	  van	  or	  whatever…	  trying	  to	  get	  to	  work	  or	  whatever...	  	  Its	   funny,	   that	   you	   can	   actually	   switch	   between	   your	   experience	   of	   your	   journey	   very	  fast.	  You	  could	  encounter	  	  angry	  drivers	  who	  think	  that	  they	  own	  the	  road	  and	  everyone	  else	  should	  go	  away,	  or	  you	  might	  meet	  other	  very	  generous	  drivers	  who	  see	  cyclists	  as	  any	  other	  road	  user,	  and	  are	  aware	  of	  you	  and	  give	  you	  space,	  and	  don't	  cram	  up	  every	  junction	   right	  up	   to	   the	  maximum,	  but	  actually	  give	  you	  space	   to	  go	   though,	   and	  even	  notice	  you	  and	  let	  you	  go	  first.	  	  	   I	  don't	  think	  segregation	  will	  ever	  work	  in	  London	  because	  of	  the	  road	  network.	  	   I	  also	  don't	  think	  that	  the	  government	  will	  ever	  put	  the	  money	  up	  to	  do	  it.	  	  When	  they	  first	  started	  doing	  the	  Super	  Highways,	  it	  was	  brilliant!	  You	  would	  be	  riding	  around	  London…	  This	  was	  maybe	  8	   years	   ago.	   -­‐	   Then	   you	  would	   turn	   a	   corner	   and	   a	  bike	   lane	  would	   have	   appeared	   from	  2	   days	   ago.	   It	  would	   start,	   and	   you	  would	   think	  "okey	  there’s	  a	  bike	  path	  here",	  and	  then	  you	  would	  go	  100	  yards	  and	  then	  it	  would	  stop	  again.	  Because,	  basically	  one	  person	  had	  been	  sent	  out	  to	  paint	  one	  little	  stretch	  of	  road	  and	  then	  they	  couldn't	  work	  out	  where	  the	  lane	  was	  going	  to	  go	  next,	  so	  they	  just	  left	  it	  unfinished,	  as	  a	   little	   stretch	  of	  bike	   lane.	  Of	   course	   it	  will	   improve	  as	   they	   figure	   that	  out,	  but	  it	  will	  need	  more	  planning,	  and	  to	  be	  more	  thought	  through.	  	  You	  need	  to	  implement	  infrastructure	  fast,	  because	  cyclists	  don't	  want	  to	  wait	  30	  years	  to	  get	  adequate	  infrastructure.	  But	  I	  also	  think	  that	  you	  have	  to	  push	  not	  only	  what	  you	  do	  with	  the	  infrastructure	  on	  the	  streets,	  but	  also	  with	  the	  education	  of	  people….	  	  	  	  	  	  	  	  It	  disappoints	  me	  that	  Boris	  has	  paid	  for	  a	   lot	  of	  adverts	  that	  gets	  stuck	  on	  the	  back	  of	  buses	  that	  say;	  "think	  bike”;	  “Okey	  that’s	  a	  sort	  of	  practical	  place	  to	  put	  it,	  if	  your	  driving	  behind	  a	  bus	  and	  you	   think	   there	  might	  be	  a	  bike.	   	  But	  until	  now	  there	  has	  been	  vary	  little	  in	  the	  way	  of	  TV	  or	  Radio	  based	  awareness	  campaigns.	  	  	  	   If	   you	   were	   to	   run	   a	   40	   second	   advert	   in	   the	   middle	   of	   X-­‐factor	   and	   half	   the	  	   country	  will	  see	  it.	  	  I	   don't	   understand	  why	   they	   don't	   think	   about	   one	  massive	   hit…	   One	   beautifully	   put	  together	  serious	  piece.	  	  It	  doesn't	  have	  to	  be	  more	  than	  60	  seconds	  to	  make	  the	  point	  of	  highlighting	  two	  or	  three	  of	  the	  most	  serious	  issues.	  Trucks	  turning	  left	  for	  instance.	  As	  much	   as	   it	   can	   be	   the	   drivers	   fault,	   there	   are	   so	   many	   idiots	   on	   bikes	   riding	   up	   the	  
	   	   	   171	  
inside…You	   are	   asking	   to	   get	   hurt...	   So	   it	   surprises	   me	   they	   haven't	   done	   a	   massive	  awareness	  campaign.	  But	  they	  are	  trying.	  	  The	  most	  recent	  thing	  they	  have	  done	  after	   the	  death	  of	   the	  6	  cyclists,	   is	   that	   they	  put	  650	  police	  officers	  on	  the	  street	  and	  put	  them	  at	  major	  junctions;	  to	  talk	  to	  everyone.	  So	  	  if	  its	  a	  cyclist	  riding	  in	  the	  dark,	  without	  lights	  or	  high-­‐visibility	  gear	  its	  like;	  "where	  are	  your	   lights?".	   And	   if	   its	   drivers	   rolling	   into	   the	   bicycle	   boxes	   placed	   at	   the	   front	   at	  intersections,	   they	   are	   saying;	   "look	   at	   where	   your	   front	   wheels	   are!"	   That	   for	   me	   is	  really	  quite	   effective,	   but	   they	  are	  only	  planning	  on	  doing	   it	   for	  2	  weeks.	   So	   there	  are	  ways	  	  you	  can	  educate	  and	  reinforce	  the	  message.	  	  I	   think	   that	   its	   interesting	   here	   -­‐	   that	   cycling	   has	   exploded,	   and	   the	   numbers	   are	  incredible	  from	  10	  years	  ago.	  	  	  	   However,	  the	  majority	  of	  people	  still	  drive	  or	  take	  the	  tube…	  and	  you	  make	  the	  	   suggestion	  why	  they	  don't	  cycle	  to	  work,	  they	  will	   just	   look	  at	  you	  like	  you	  are	  	   mad.	  	  The	  perception	  is	  that	  it’s	  so	  dangerous	  to	  cycle	  in	  London,	  that;	  “Why	  would	  I	  ever	  do	  that...?”	  And	  actually	  it	  isn't	  as	  dangerous	  as	  everyone	  has	  gotten	  themselves	  locked	  into	  thinking	  …	  there	  is	  this	  great	  fear,	  but	  there’s	  also	  a	  code.	  Something	  that	  my	  flat	  mate	  and	  I	  have	  been	  talking	  about	  for	  the	  last	  10	  years,	  is	  that	  there	   is	   this	  etiquette	   to	   the	  road.	  And	   from	  riding	  when	  nobody	  rode,	  where	  you	   just	  had	  to	  be	  "	  laud	  and	  proud",	  aggressive	  but	  not	  in	  a	  rude	  way,	  but	  in	  a	  way	  that	  you	  are	  staking	  you	  claim	  for	  you	  piece	  of	  road,	  and	  making	  sure	  that	  people	  know	  what	  you	  are	  doing,	   and	   be	   clear	   about	   your	   signalling.	   And	   if	   you	   need	   to	   shout	   if	   somebody	   isn't	  looking	  –	  then	  shout!	  If	  you	  follow	  that	  mentality,	   then	  everyone	  will	  know	  where	  you	  are,	  they	  will	  see	  you	  and	  be	  aware,	  and	  nobody	  has	  a	  problem…	  and	  it	  doesn't	  feel	  dangerous	  to	  you,	  because	  you	  are	  trying	  to	  the	  best	  of	  your	  ability	  to	  control	  the	  situation	  around	  you,	  rather	  than	  riding	  along	  with	  your	  head	  down	  and	  headphone	  on…	  not	  really	  thinking	  	  	   Riding	  in	  the	  bus	  lane,	  is	  weird	  because	  you	  have	  the	  biggest	  vehicle	  next	  to	  the	  	   weakest	   vehicles.	   But	   riding	   in	   the	   bus	   lane	   is	   good,	   because	   you	   are	   not	   fully	  	   crowded	   in	  with	  all	   the	  cars,	  and	   it	  does	  work	   to	  a	  certain	  extent,	  but	  you	   just	  	   need	  people	  to	  remember	  certain	  things,	  -­‐	  there	  is	  an	  etiquette.	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We	   have	   a	   cycling	   proficiency	   test	   in	   this	   country.	   I	   don't	   know	   if	   you	   have	   it	   in	  Denmark?	  	  We	  have	  it	  in	  school,	  but	  you	  might	  do	  it	  when	  you	  are	  11	  or	  12.	  I	  think	  I	  did	  mine	  when	  I	  was	  10.	  But	  the	  likelihood	  of	  you	  riding	  the	  streets	  for	  any	  real	  purpose	  is	  not	  for	  another	  decade	  in	  your	  life.	  	  And	   then	   you	   get	   older	   and	   you	   take	   up	   the	   bike	   again,	   and	   there	   seem	   to	   be	   no	  legislation,	  there	  is	  no	  test,	  there	  is	  no	  rules,	  there	  is	  nothing.	  	  And	  I	  can	  understand	  why	  people	  get	  frustrated	  …	  But	  you	  learn	  about	  cycling	  at	  such	  a	  daft	  time,	  when	  you	  are	  not	  cycling.	  Your	  not	  in	  the	  age	  group	  for	  cycling	  before	  your	  eighteen,	  and	  start	  to	  go	  to	  university…	  and	  maybe	  even	  after	  university.	  Because	  you	  might	  go	  off,	  and	  you	  have	  fun,	  and	  then	  you	  come	  back	  to	  London	  and	  find	  a	  serious	  job.	  And	  when	  you	  come	  back	  you	  find	  out	  that	  you	  don't	  want	  to	  pay	  hundreds	  of	  pounds	  each	  month	  for	  transport.	  So	  I'm	  gonna	  ride	  a	  bike…	  Rights!!?	  	  	   If	   you	  want	   a	   broad	  based	   cycling	   culture,	   and	   you	  want	   kids,	  women	  and	   the	  	   elderly	  cycling	  you	  need	  to	  promote	  the	  safety	   issue.	  You	  bring	  them	  in	   	  young	  	  	   and	  you	  keep	  them	  cycling	  all	  the	  way	  through.	  	  Its	  slightly	  bizarre	  that	  nobody	  is	  talking	  of	  taking	  space	  away	  from	  cars	  -­‐	  its	  always	  shin	  king	  the	  pavement,	  that’s	  always	  the	  plan.	  	  	   On	  the	  issue	  of	  taking	  space	  away	  from	  cars	  in	  London,	  you	  have	  to	  look	  at	  the	  	   wider	  picture	  of	  London	  as	  a	  city…	  and	  again	  if	  you	  go	  back	  10	  /	  15	  years,	  you	  	   are	   looking	   at	   a	   city	   with	   a	   large	   public	   transport	   network,	   where	   the	  	   underground	  was	  a	  complete	  mess…	  	  I	  had	   two	   friends	  who	  were	  working	  on	   the	  underground	  as	  engineers.	  This	  was	  right	  back	  at	  the	  start	  of	  the	  upgrade...	  I	  think	  it	  was	  with	  Livingston...	  They	  went	  down	  in	  the	  tunnels	  every	  night,	   to	  supervise,	  and	  the	  common	  consensus	  at	  the	  time	  was	  that	  you	  would	  have	  to	  close	  the	  tube	  system	  for	  7	  years	  to	  do	  a	  complete	  upgrade.	  After	  7	  years	  you	  could	  open	  up	  the	  tube	  as	  a	  new	  system.	  	  Well…	  Okey….	  Thats	  newer	   going	   to	  happen…	  But	   the	   consequences	   of	   an	   inadequate	  system,	   and	   poor	   bus	   services	   and	   nowhere	   near	   the	   amount	   of	   Overground	   trains	  	  services	  that	  we	  now	  have,	  meant	  that	  people	  saw	  that’s	  its	  either	  the	  fight	  of	  getting	  on	  the	  tube	  every	  morning,	  or	  do	  I	  have	  a	  job	  where	  I	  can	  drive…	  I	  think	  we	  are	  still	  stuck	  in	  that,	  but	  a	  mental	  shift	  is	  taking	  place	  the	  bike	  culture	  could	  become	  recognised	  as	  a	  part	  of	  the	  road	  –	  and	  be	  a	  third	  choice.	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   So	   the	   alternative	   to	   the	   car	   is	   also	   a	   part	   of	   a	   shift	   away	   from	   thinking	   that	  	   public	   transport	   isn't	   a	  viable	  option.	  And	   I	  have	   to	   say	   that	   regardless	  of	  who	  	   the	  mayor	  was	  and	   is	  now,	   the	   change	   is	  phenomenal	   in	   the	  way	   that	   systems	  	   are	  being	  better	  and	  better	  run.	  	  	   Public	   transport	   use	   to	   have	   that	   New	   York	   -­‐	   70's	   -­‐	   80's	   dirty	   subway	   “thing	  	   going	  for	  it”	  –Making	  people	  think,	  “that	  I	  do	  not	  want	  to	  be	  down	  here...”	  	  For	  me,	  London	  is	  probably	  in	  the	  middle	  -­‐	  or	  maybe	  more	  1/3	  into	  its	  transition	  	  of	  the	  city	  changing…	  You	  know	  the	  congestion	  charge	  zone	   is	  another	  good	   idea	  which	   they	  have	  bottled,	  and	  Boris	  has	  shrunk	  it.	  They	  should	  implement	  the	  congestion	  zone	  far	  harder…	  	  I	  remember	  the	  first	  day	  with	  the	  congestions	  charge	  in	  the	  city,	  I	   	  was	  still	  working	  in	  SOHO	  a	   lot,	  and	  those	   first	   few	  weeks	  were	   incredible…	  You	  would	  hit	   the	  edge	  of	   the	  congestion	  zone	  ,	  and	  there	  would	  be	  no	  cars…	  	  	  	  and	  you	  got	  to	  Euston	  road	  and	  the	  top	  of	  Tottenham	  Court	  Road,	  and	  it	  was	  just	  clear	  quiet	  streets	  at	  the	  end	  of	  your	  journey…	  But	  then	  people	  figured	  it	  out	  and	  the	  effect	  sort	  of	  fizzled	  out.	  People	  didn't	  really	  try	  to	  enforce	  or	  try	  to	  calm	  the	  zone	  down	  and	  keep	  traffic	  out.	  I	   think	   the	   idea	   of	   congestion	   charging	   has	   gone	   backwards	   in	   recent	   years,	   and	   its	   a	  shame	  that	  Boris	  shrunk	  it,	  because,	  if	  anything	  they	  should	  be	  pushing	  it	  further	  out.	  	  	  For	  me	  a	  huge	  catalyst	  for	  changing	  the	  streets	  would	  be	  to	  pedestrianize	  or	  close	  of	  a	  lot	  of	  central	  roads,	  stating;	  "you	  know	  what,	  you	  just	  can't	  drive	  here	  anymore".	  Unless	  you	   have	   a	   valid	   reason	   or	   a	   work	   permit,	   these	   roads	   are	   off	   limits.	   Unless	   you	   are	  delivering	  or	  collecting	  something,	  you	  don't	  need	  to	  drive.	  Once	  you	  get	  of	  the	  tube	  you	  can	  walk	  everywhere	  in	  5	  minutes,	  so	  in	  central	  London	  you	  don’t	  need	  to	  drive.	  	  Pedestrianizing	   Regents	   Street	   would	   make	   sense.	   They	   do	   it	   with	   Oxford	   street	  sometimes.	  The	  last	  few	  Christmases	  they	  close	  the	  street	  of,	  it’s	  usually	  the	  week	  before	  Christmas	   for	   a	   shopping	   bonanza.	   They	   usually	   close	   it	   for	   buses	   and	   cars	   and	  everything,	  so	  that	  its	  just	  for	  people.	  And	  it	  actually	  makes	  the	  street	  quite	  nice,	  instead	  of	  10.000	  people	  crammed	  onto	  one	  pavement,	  which	  is	  another	  experience	  altogether.	  	  	   Its	  part	  of	  a	  shift:	  you	  have	  to	  get	  a	  city	  use	  to	  the	  idea	  that	  it	  would	  be	  a	  nicer	  	   place	  if	  cars	  were	  pushed	  back.	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I	  think	  the	  trouble	  is	  the	  mentality,	  and	  that	  the	  majority	  of	  people	  look	  at	  cyclists,	  and	  think	  that	  its	  just	  a	  little	  part	  of	  the	  community.	  You	  know	  those	  wallies	  on	  bikes.	  	  	  There	  isn't	  enough	  discussion	  and	  exposure	  of	  what	  its	  like	  to	  be	  a	  cyclist.	  So	  when	  these	  things	  happen	  ,	  the	  6	  deaths	  in	  13	  days,	  then	  people	  jump	  on	  it	  in	  the	  hope	  that	  they	  can	  raise	  the	  profile	  of	  cycling	  and	  make	  people	  think	  slightly	  differently.	  	  	  	   It	  doesn't	  necessarily	  have	  a	  great	  reaction,	  because	   it	   sounds	   like…	  How	  can	   I	  	   describe	   it?	   It’s	   sort	   of	   like	   a	   political	   party	   with	   mad	   views,	   shouting	   at	  	   everybody...	  	  Focussing	  on	  the	  safety	  issue	  might	  actually	  also	  deter	  a	  lot	  of	  people	  from	  taking	  up	  the	  bicycle	  	  Perhaps	   there	   is	   something	   in	   the	   British	   mentality.	   We	   are	   a	   notion	   who	   are	   never	  happier	   than	   when	   we	   are	   kind	   of	   moaning	   and	   complaining	   about	   things.	   We	   are	  brilliant	  at	  doing	  that.	  I	  mean	  we	  do	  "keep	  calm	  and	  carry	  on",	  but	  we	  like	  to	  complain	  while	  we	  are	  doing	  it.	  And	  there	  is	  a	  bit	  of	  that	  which	  doesn't	  help	  to	  push	  for	  change.	  	  It	  is	  a	  fine	  balance	  between	  highlighting	  the	  dangers	  	  of	  cycling,	  and	  saying	  that	  the	  state	  of	  things	  are	  unacceptable	  	  -­‐	  “for	  6	  people	  to	  die	  in	  2	  weeks	  is	  awful...”	  	  I	  don't	  think	  it	  helps	  that	  Boris,	  and	  people	  like	  him	  sitting	  in	  positions	  of	  power	  -­‐	  don't	  really	   answer	   any	   of	   the	   questions	   concerning	   cycling	   safety.	   I	   think	   something	   that	  would	  help,	  and	  I	  know	  it’s	  very	  difficult	  to	  talk	  about	  because	  of	  the	  legal	  aspects	  of	  any	  incidents	  that	  happens	  on	  the	  roads.	  But	  something	  that	  would	  really	  help	  is	  to	  say;	  "we	  have	   this	   issue,	   and	  6	   cyclists	  have	  died.	  Here	  are	   the	   circumstances	  around	  each	  and	  every	   accident.	   The	  moment	   that	   it	   has	   happened,	   not	   3	  months	   later	  when	   everyone	  has	  forgotten	  abut	  it	  	  	   So	   if	   4	   of	   the	   6	   where	   people	   riding	   up	   the	   inside	   of	   a	   truck	   and	   not	   paying	  	   attention	  -­‐	  yes	  the	  cyclists	  is	  at	  fault;	  "So	  cyclists	  learn	  from	  it,	  and	  lorry	  drivers	  	   bloody	  hell	  look	  out"	  	  I	  think	  its	  Islington	  who	  have	  started	  putting	  warnings	  on	  all	  their	  municipal	  trucks,	  and	  they	   have	   also	   started	   taking	   their	   drivers	   out	   on	   group	   rides	   (on	   bikes)	   to	   get	   them	  familiar	  with	  the	  experience	  of	  being	  around	  larger	  vehicles.	   	  -­‐	  Which	  is	  all	  good,	  but	  it	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always	  seems	  a	  little	  bit	  of	  an	  afterthought,	  and	  a	  slow	  reaction	  to	  something	  that	  quite	  clearly	  will	  improve	  the	  city.	  	  	   Cultural	  change	  is	  slow	  and	  painful,	  and	  cycling	  seems	  to	  be	  quite	  well	  placed	  to	  	   describe	  the	  transition	  that	  London	  is	  going	  through	  (-­‐	  Mark	  Deloughery).	  	  	  Most	   of	  my	   incidences	   recently	   	   -­‐	   you	  will	   have	   a	   fair	   few	   incidences	   during	   the	   year	  where	  your	  heart	  rate	  goes	  up	  because	  somebody	  does	  something	  stupid	  	  -­‐	  and	  it	  will	  be	  varied	   what	   those	   situations	   involve.	   This	   year	   more	   than	   any	   other	   year	   I	   can	  remember,	   all	   those	   incidences	   that	   I	   can	   remember,	   which	   made	   me	   thing	   "Christ	  what’s	  happening	  here",	  has	  been	  incidences	  with	  other	  cyclists	  ,	  not	  drivers…	  I	  mean	  I	  have	  had	  a	  few,	  where	  drivers	  do	  stupid	  things	  because	  they	  don't	  look…	  But	  if	  you	  are	  predicting	   that	   they	   don't	   look,	   then	   generally	   you	   are	   in	   a	   quite	   safe	  mentality.	   You	  become	  programmed	  to	  deal	  with	  it.	  	  -­‐	  But	  the	  amount	  of	  novices	  out	  there	  now	  is	  changing	  the	  how	  traffic	  works,	  and	  they	  are	  not	  really	  thinking	  at	  all,	  they	  are	  just	  on	  the	  bike,	  and	  then	  doing	  something	  crazy.	  	  	  	   I	  think	  there	  is	  a	  shift	  (where	  people	  are	  becoming	  more	  accustomed),	  but	  for	  us	  	   to	  be	  the	  catalyst	  for	  change	  you	  need	  to	  get	  on	  with	  it,	  you	  need	  to	  keep	  staking	  	   your	  claim	  for	  road	  space.	  	  	  Maybe	  to	  “drive	  aggressively”	  is	  the	  wrong	  words	  for	  it,	  because	  when	  I	  started	  out	  you	  really	  had	  to	  ride	  aggressively.	  Maybe	  now	  it’s	  more	  about	  confidence;	  "	  to	  say	  I'm	  here,	  and	  I'm	  doing	  this,	  and	  I'm	  well-­‐lit,	   I	  have	   lights…	  And	  I	  won't	  assume	  anything…	  So	   if	  somebody	  decides	  to	  take	  a	   left	   in	  front	  of	  me,	   I'm	  ready	  for	   it.	  And	  at	  the	  same	  time	  I	  will	  make	  very	  clear	  signals,	  to	  indicate	  what	  I	  will	  be	  doing.	  	  Most	   people	   only	   signal	   left	   and	   right	   …	   Something	   that’s	   very	   interesting,	   especially	  around	   cab	  drivers	   in	  London,	   is	   that	   if	   you	   indicate	  what	   you	  are	   actually	  doing,	   like	  putting	  my	  arm	  up,	  but	  pointing	  at	  the	  floor.	  Indicating	  that	  I	  will	  be	  changing	  lanes,	  and	  I'm	   going	   the	   same	   pace	   as	   you,	   -­‐	   generally	   as	   you	   are	   looking	   over	   your	   shoulder	   to	  check,	  the	  guy	  is	  going	  "	  I	  got	  you…	  I	  understand	  what	  you	  are	  doing”.	  You	  are	  not	  just	  suddenly	   flying	   across	   in	   front	   of	   the	   cab,	   upsetting	   his	   little	   calm	  box.	  When	   there	   is	  some	  communication,	  and	  it	  works…	  	  	  More	  than	  anything,	  I	  suppose,	  driving	  is	  the	  problem.	  Because	  driving	  promotes	  you	  to	  be	   quite	   separated	   from	   what	   you	   are	   actually	   doing…	   You	   are	   in	   a	   very	   quiet	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comfortable	  space…	  Where	  you	  have	  got	  the	  heating	  on,	  and	  the	  radio,	  and	  your	  phone	  plugged	  in,	  and	  all	  the	  rest.	  	  And	  the	  thing	  that	  annoys	  me,	  even	  with	  my	  parents,	   is	  that	  they	  are	  not	  really	  paying	  attention	  to	  the	  fact,	  that	  they	  are	  driving	  a	  car	  (A	  big	  piece	  of	  metal	  traveling	  very	  fast)...	  And	  when	  you	  are	  driving	  you	  have	   to	  be	  engaged…	  And	   that	   is	   the	  beauty	  of	   cycling;	  that	  you	  are	  fully	  engaged.	  I	  mean	  you	  feel	  the	  road,	  you	  feel	  the	  air.	  So	  you	  have	  to	  try	  and	  find	  that	  balance	  again	  between	  cars	  and	  cyclists	  and	  being	  avare	  of	  whats	  going	  on,	  and	  that’s	  where	  communication	  steps	  in.	  	  Because	   if	  you	  do	  all	   these	  different	   things,	  with	   flashing	   lights	  all	  over	  you,	  people	  go	  "okey	  I've	  seen	  you,	  and	  I	  get	  what	  you	  are	  up	  to"	  and	  if	  you	  don't	  see	  them	  when	  people	  are	  wearing	  all	  this	  gear	  and	  doing	  the	  right	  things,	  then	  they	  get	  really	  angry.	  	  	  	  	   The	  bicycle	  also	  seems	  to	  fit	  quite	  well	  into	  this	  new	  urbanism,	  with	  local,	  	  dense	  	   and	  liveable	  urban	  fabrics,	  promoting	  interaction	  and	  healthy	  living	  in	  the	  city.	  	  I	  think	  London	  would	  benefit	  -­‐	  any	  city	  would	  benefit.	  But	  London	  is	  overcrowded	  and	  flat,	  so	  its	  not	  hard	  to	  ride.	  	  	  A	   lot	  of	  my	   fiends	  now,	  will	  go	   to	   the	  pub,	  and	  put	  on	  a	  cycling	   jacked,	   -­‐	  but	   its	  a	  nice	  jacked,	  and	  they	  just	  jump	  on	  their	  fixie	  bike,	  and	  its	  only	  a	  6	  minute	  ride	  on	  their	  bike,	  but	  it	  would	  take	  20	  minutes	  by	  bus.	  -­‐	  I	  would	  love	  to	  see	  London	  like	  that,	  I	  dream	  of	  seeing	  London	  overrun	  with	  that	  kind	  of	  lifestyle,	  and	  convenience.	  	  	   Again	  its	  the	  snow	  ball	  effect;	  in	  that	  its	  self	  perpetuating.	  The	  more	  that	  lifestyle	  	   creeps	   in,	   the	  more	  bikes	   there	  are…	   the	  more	  people	  become	   familiar	  with	   it.	  	   The	  more	  it	  is	  just	  what	  people	  do.	  	  	  We	   definitely	   had	   a	   dip,	   where	   there	  were	   not	   that	  many	   people	   cycling,	   and	   then	   it	  started	  to	  grow.	  And	  then	  there	  was	  a	  lot	  of	  bike	  crime,	  where	  bicycles	  were	  being	  stolen	  all	  the	  time	  -­‐	  because	  they	  were	  nice	  bikes	  locked	  up	  on	  the	  street.	  That’s	  still	  a	  big	  issue,	  but	   its	  dropped	  of,	   because	   its	   gone	  past	   that	  point.	  A	   lot	  of	  people	  have	   realized	   that	  they	  don't	  need	  an	  expensive	  bike	  for	  going	  cycling.	  	  In	   London	   there	   isn't	   that	  much	   of	   a	   discussion	   of	   a	   city	   for	   children,	   as	   compared	   to	  Denmark	  where	  infrastructure	  and	  the	  culture	  promotes	  children	  riding	  from	  when	  they	  are	  kids.	  	   There	  is	  a	  disconnect	  between	  work,	  family	  life,	  children	  and	  getting	  around	  on	  	   the	  bicycle.	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  I	  think	  this	  is	  not	  just	  an	  issue	  for	  the	  UK.	  But	  the	  UK	  has	  followed	  some	  American	  model	  of	  how	  career	  and	  lifestyle	  has	  changed,	  where	  we	  work	  a	  lot	  of	  hours,	  with	  no	  real	  kind	  of	   control	   on	   it.	   And	   certainly	   in	  my	  working	   life	   I	   can	   see	   that	   people	   are	   doing	   that	  more	  and	  more,	  and	  are	  expected	  to	  do	  so.	  So	   you	   become	   very	   focused	   on	  work,	   and	   perhaps	   due	   to	   the	   stress	   you	   forget	   that	  there	  are	  other	  ways	  of	  living	  your	  life.	  -­‐	  And	  yes,	  people	  feel	  beaten	  down	  by	  that.	  	  And	  therefore	   they	   do	   easy	   options	   and	   they	   drive	   their	   kids	   everywhere...	   But	   there	   is	   a	  definite	  backlash	  to	  that	  lifestyle.	  	  There	  is	  this	  massive	  gap	  between	  kids	  using	  their	  bikes	  and	  using	  the	  roads,	  and	  then	  the	  adults.	  Like	  we	  were	  saying,	  you	  go	  to	  school,	  you	  get	  the	  little	  bike	  with	  no	  pedals	  -­‐	  But	  riding	  a	  bike	  here	  is	  something	  that	  you	  do	  in	  the	  park	  as	  a	  child	  Then	  you	  hit	  teens,	  and	  you	  learn	  about	  road	  safety,	  but	  then	  cycling	  just	  stops…	  I	  don't	  understand	   why	   people	   haven't	   married	   all	   of	   those	   issues,	   to	   try	   and	   focus	   on	   the	  lifestyle	   of	   cycling.	   	   	   	   But	   I	   guess	   safety,	   fear	   and	   all	   the	   rest	   of	   it,	   are	   contributing	   to	  children	  not	  being	  able	  to	  cycle…	  And	  it’s	  a	  very	  crowded	  city.	  	  	   I	   have	   heard	   that	   inside	   the	   M25,	   on	   a	   working	   day	   in	   London,	   as	   there	   are	  	   nearly	  as	  many	  people	  in	  London	  as	  there	  is	  living	  in	  Australia	  	  London	  starts	  vaguely	  vertical,	  and	  then	  falls	  into	  a	  lot	  of	  suburbs.	  But	  that’s	  very	  good	  for	  cycling,	  at	  least	  local	  cycling…	  The	  Only	  Problem	  is	  that	  most	  of	  the	  jobs	  are	  located	  in	  the	  city.	  A	  friend	  recently	  moved	  to	  Walthamstow	  -­‐	  just	  to	  the	  north	  east	  of	  Hackney.	  This	  district	  is	  becoming	  very	  popular	  with	  young	  people	  who	  want	  to	  start	  a	  family,	  because	  its	  still	  cheap	  and	  close	  to	  London,	  and	  its	  becoming	  an	  extension	  of	  Hackney.	  But	  she	  just	  found	  after	  6	  months,	  that	  she	  was	  so	  exhausted	  after	  trying	  to	  ride	  to	  the	  11	  miles	  in	  to	  work,	  that	   she	   stopped	   doing	   it.	   You	   need	   a	   good	   bike	   and	   a	   period	   of	   time	   to	   acclimatize	  yourself	  to	  the	  physical	  aspect	  of	  what	  you	  are	  putting	  your	  body	  through.	  But	  actually	  22	  miles	  a	  day	  is	  not	  a	  huge	  distance…	  You	  need	  to	  spend	  some	  time	  on	  the	  journey	  –	  But	  Its	  not	  a	  huge	  amount	  of	  exercise.	  	  	   The	  thing	  is	  that	  people	  like	  her,	  and	  me	  -­‐	  we	  come	  to	  an	  office,	  and	  we	  sit	  on	  our	  	   ass	  the	  whole	  day	  talking	  to	  people.	  And	  that’s	  why	  I	  love	  cycling	  because	  	  if	  I	  go	  	   and	  get	  on	  the	  tube	  I'm	  just	  stressed.	  I	  don't	  want	  to	  go	  anywhere	  near	  it.	  But	  if	  I	  	   get	  on	  a	  bike	  I	  feel	  alright.	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  But	  she	   found	   it	   to	  be	   too	  much.	  And	  you	  are	  right	   that	   the	   jobs	  are	  concentrated	   into	  this	  tiny	  little	  area	  in	  the	  middle,	  and	  in	  that	  you	  do	  end	  up	  doing	  a	  lot	  of	  long	  distance	  	  journeys	   if	  you	  want	   to	   take	  the	  bike,	  and	  that	  can	  be	  a	  bit	  hard	   if	  you	  want	   to	  have	  a	  social	  life	  when	  you	  get	  home.	  	  If	   you	  work	  more	  with	   advertising	   and	   the	   general	   integration	   of	   all	  media,	   like	   I	   do,	  then	   you	   have	   to	   be	   here	   (in	   SOHO).	   All	   the	   big	   agencies	   are	   here,	   all	   the	   big	  broadcasters	   are	   here...	   It	   just	   makes	   complete	   sense	   to	   be	   here…	   I	   can	   point	   in	   any	  direction,	  and	  with	  in	  2	  minutes	  ill	  have	  a	  client.	  I	  tried	  having	  an	  office	  in	  Finsburry	  park,	  and	  it	  failed	  completely.	  	  People	  like	  the	  west-­‐end	  of	  London.	  It’s	  a	  nice	  place	  once	  you	  are	  here.	  People	  may	  not	  like	  how	  they	  get	  here,	  but	  once	  they	  are	  in	  they	  like	  it…	  And	  with	  the	  nature	  of	  the	  work	  that	  I	  do,	  the	  clients	  may	  come	  in,	  and	  we	  may	  spend	  2	  hours	  in	  the	  morning	  together,	  talking	  and	  working.	  And	  then	  they	  disappear,	  because	  they	  don't	  really	  want	  to	  sit	  here	  while	  I	  do	  my	  work,	  so	  they	  go	  off	  for	  a	  bit	  of	  shopping,	   lunch	  or	  a	  coffee….	  Or	  they	  go	  back	   to	   their	   office	   for	   a	   little	   bit.	   And	   then	   they	   come	   back…	   And	   that	   convenience	  becomes	  quite	  Local	  -­‐	  Micro	  rather	  than	  Macro	  	  	   I	   very	   rarely	   have	   anything	   other	   to	   say	   about	   cycling	   home	   from	   the	   office;	  	   other	  than	  "that	  was	  nice".	  	  	   That	   is	   the	   beauty	   of	   cycling,	   its	   taking	   out	   the	   stresses	   that	   life	   put	   in,	   rather	  	   than	  adding	  more	  -­‐	  except	  on	  the	  rare	  occasions	  where	  something	  does	  happen	  -­‐	  	   and	  something	  silly	  is	  going	  to	  happen	  to	  everyone	  eventually…	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Appendix	  #	  6	  :	  Male	  	  Bike	  –ambulance	  driver,	  working	  in	  SOHO	  
	  
Interview	  with	   Informant	  –	  Male	  ambulance	  driver	  and	  
former	  first-­‐responder	  bike-­‐ambulance	  in	  SOHO	  	  
Central	  London	  
Meeting	  took	  place	  on	  19th	  of	  December.	  http://theironhorseproject.tumblr.com/post/72755048171/interview-­‐and-­‐video-­‐analysis-­‐interview-­‐with	  	  
	  	  	  I	   did	   an	   advanced	   cycling	   course	   when	   I	   was	   to	   work	   as	   an	   ambulance	   bicycle	   first-­‐responder	  in	  central	  London,	  where	  basically	  they	  told	  us	  that	  at	  junctions	  you	  have	  got	  to	  go	  around	  the	  traffic,	  and	  get	  in	  front	  to	  get	  eye	  contact	  with	  the	  drivers	  	  	   On	  a	  bike	  you	  have	  to	  drive	  aggressively,	  and	  you	  have	  to	  be	  a	  bit	  bold.	  	  	   So	  you	  need	  to	  be	  fairly	  certain	  when	  you	  ride	  a	  bike	  in	  the	  city.	  	  	   -­‐	  And	  that’s	  what’s	  its	  all	  about	  in	  a	  way.	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People	   do	   take	   chances,	   and	   in	   certain	   situations	   even	   though	   you	   might	   be	   very	  experienced,	  you	  will	  still	  get	  crushed	  if	  you	  ride	  confidently	  and	  a	  driver	  of	  a	  truck,	  car	  or	  bus	  does	  not	  see	  you	  and	  turns	  left	  for	  instance.	  A	   lot	  of	  cyclists	  are	  stupid	   in	  the	  way	  that	   they	  are	  not	  wearing	  high	  visibility	  clothing	  and	  don't	  have	  lights	  on	  at	  night.	   I	  always	  use	  to	  dress	  up	  like	  a	  Christmas	  tree	  almost	  when	  I	  was	  riding	  at	  night	  –	  for	  drivers	  to	  be	  able	  to	  see	  me.	  	  	   A	   lot	   of	   central	   London	   is	   slow	  moving	   traffic,	   and	   on	   a	   bike;	   “the	   ambulance	  	   bike”,	  you	  can	  jump	  up	  on	  the	  pavement.	  There	  is	  a	  lot	  of	  one	  	  way	   streets	   as	  	   well,	   so	   on	   a	   bicycle	   you	   can	   always	   take	   the	   most	   direct	   route.	   From	   my	  	   experience	  I	  find	  the	  cycling	  culture	  in	  central	  London	  is	  fairly	  well	  behaved.	  	  There	   are	   a	   lot	   of	   pedestrians	   on	   the	   pavement	   so	   you	   are	   not	   going	   to	   cycle	   on	   the	  pavement	  in	  central	  London.	  	  	  	   Personally	   I	   use	   to	   jump	   red	   lights,	   if	   I	   though	   it	   was	   safe	   to	   do	   so.	   My	  	   excuse	  use	  to	  be	  that	  ;	  yes	  its	  illegal,	  but	  I	  am	  only	  putting	  myself	  at	  risk	  and	  	  no	  	   one	   else's.	   You	   jump	   red	   lights	   because	   you	   loose	   momentum,	   and	   if	   its	   a	  	   pedestrian	  light	  and	  no	  one	  is	  crossing,	  then	  what’s	  the	  point	  in	  stopping.	  	  	  I	   think	  that	  most	  cyclists	  will	  say	  that	   the	  cycling	   infrastructure	  has	  been	  put	  up	  as	  an	  afterthought.	  In	  essence	  its	  just	  some	  paint	  and	  a	  bit	  of	  green	  tarmac	  at	  intersections.	  It	  so	  bad,	  even	  to	  the	  point	  where	  you	  are	  cycling	  on	  a	  road:	  on	  a	  "so	  called	  cycle	  path"	  and	  suddenly	  it	  just	  stops	  as	  a	  dodgy	  junction	  is	  coming	  up,	  basically	  defeating	  the	  purpose	  of	  them	  being	  there	  in	  the	  first	  place.	  The	  cycle	  paths	  stops	  and	  then	  obviously	  you	  then	  have	  to	  negotiate	  your	  way	  through,	  and	  then	  on	  the	  other	  side	  the	  cycle	  path	  will	  continue,	  which	  is	  a	  bit	  of	  a	  joke	  really.	  	  	   To	   be	   honest	   its	   almost	   better	   not	   to	   have	   the	   cycle	   path	   at	   all	   -­‐	   because	   it	  	   gives	  you	  a	  false	  sense	  of	  security.	  	  Parked	  cars	  are	  also	  a	  massive	  pain	  in	  the	  ass,	  and	  another	  thing	  is	  the	  drains	  which	  you	  have	  to	  swerve	  around	  a	  lot	  of	  the	  time.	  They	  are	  placed	  where	  the	  cyclists	  are	  driving	  with	  their	  small	  wheels,	  and	  it’s	  a	  problem.	  It	   seems	   that	   the	   infrastructure	   is	  all	  put	   in	  as	  an	  afterthought,	   that’s	   the	   impression	   I	  get.	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The	  thing	  is	  with	  the	  infrastructure	  as	  it	  is,	  you	  can't	  suddenly	  make	  the	  roads	  wider	  to	  accommodate	   cycling	   lanes,	   and	   you	   can't	   suddenly	   get	   rid	   of	   all	   the	   Heavy	   Goods	  Vehicles	  (HGV's)	  either,	  or	  tell	  them	  to	  drive	  at	  a	  different	  time	  of	  the	  day,	  because	  that	  will	  have	  a	  massive	  impact	  on	  the	  economy.	  	  -­‐	  So	  I	  don't	  think	  you	  are	  ever	  going	  to	  sort	  it	  out,	  really.	  	  It	   is	  really	  difficult	  to	  get	  rid	  of	  all	  the	  parked	  cars,	  and	  every	  government	  only	  looks	  5	  years	  ahead.	  Elected	  officials	  are	  not	  going	  to	  do	  anything	  that’s	  going	  to	  make	  them	  too	  unpopular,	  and	  because	  the	  majority	  of	  voters	  obviously	  still	  drive	  cars,	  politicians	  are	  not	  going	  to	  bring	  in	  too	  many	  new	  policies	  that	  will	  upset	  too	  many	  people.	  Its	  all	  about	  "to	  be	  seen	  to	  be	  green"...	  	  	   Its	   all	   "to	   be	   seen,	   to	   be	   green"	   -­‐	   and	   that’s	   all	   it	   is.	   There’s	   no	   serious	  	   commitment	  to	  cycling.	  	  	  	  	  Ken	  Linvingston	  started	  building	   the	   cycle	   infrastructure,	   and	  he	  had	   the	  ambition	   for	  promoting	   more	   cycling	   in	   London.	   Boris	   is	   carrying	   on,	   and	   the	   next	   mayor	   will	   be	  doing	  the	  same.	  Because,	  as	  I	  said,	  they	  all	  have	  to	  have	  a	  green	  agenda,	  or	  they	  have	  to	  be	  seen	  to	  have	  one…But	  they	  need	  to	  put	  more	  money	  into	  cycling	  awareness;	  I	  think.	  	  There	  are	  reasons	  for	  elderly	  people	  and	  for	  children	  not	  riding	  on	  the	  roads	   like	  they	  are	  now.	  Its	  bad	  infrastructure,	  and	  there	  is	  a	  road	  culture	  which	  is	  not	  safe	  enough.	  	  	   London	   is	   also	   overcrowded,	   and	   segregation	   is	   not	   passible	   on	   all	   the	  	   narrow	   streets.	   Overcrowding	   that’s	   another	   issue…	   But	   London	   does	  	   have	  brilliant	  public	  transport	  with	  buses,	  tubes	  and	  trains.	  	  You	  have	  got	  to	  be	  savvy…	  I	  mean,	  you	  have	  to	  be	  a	  little	  bit	  street-­‐wise	  when	  you	  are	  cycling	  in	  London.	  It	  helps	  to	  drive	  a	  car,	  as	  I	  know	  what	  traffic	  does,	  because	  you	  have	  to	  be	  able	  to	  anticipate	  what’s	  going	  on	  ahead.	  So	  you	  can't	  be	  too	  naive	  when	  riding	  in	  London.	  Most	  cyclists,	  even	  most	  drivers	  in	  cars,	  don’t	  have	  any	  forward	  vision.	  Most	  people	  only	  look	  20	  meters	  ahead	  of	   them,	  but	  advanced	  drivers	  will	  always	  tell	  you	  that	   the	  good	  driver	  will	  look	  as	  far	  forward	  as	  you	  possibly	  can	  go;	  constantly.	  The	  same	  could	  be	  said	  for	  the	  advanced	  cyclist	  to	  a	  certain	  extent.	  	  Even	  silly	  things	  like;	  is	  this	  person	  going	  to	  suddenly	  open	  his	  door	  as	  you	  are	  passing	  -­‐	  because	   you	   have	   noticed	   he	   has	   pulled	   into	   the	   side	   of	   the	   road,	   and	   you	   are	  anticipating	  that	  he’s	  wants	  to	  get	  out	  of	  his	  car.	  There	  are	  a	  few	  accidents	  that	  happen	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to	  cyclists	  with	  opening	  doors,	  and	  a	  bit	  of	  forward	  visions	  could	  maybe	  prevent	  some	  of	  them.	  	  So	  as	   a	   cyclist	   you	   sometimes	  have	   to	  give	  parked	   cars	   a	  wider	  berth	   than	  you	  would	  normally.	   Of	   course	   you	   have	   to	   make	   sure	   that	   nobody	   is	   coming	   up	   behind	   you,	  because	  when	  doing	  that	  you	  are	  moving	  into	  the	  middle	  of	  the	  road.	  	  	   Therefore	   the	   cyclists	   often	   has	   to	   drive	   both	   defensively	   and	   aggressively	   to	  	   predict	  the	  opening	  car	  door	  and	  the	  traffic	  coming	  at	  you	  from	  any	  	   angle…	   But	  	   it	  makes	  you	  feel	  alive	  though...	  and	  maybe	  that	  explains	  the	  demographic….	  (I.e.	  	   mostly	  young	  men	  riding	  their	  in	  London).	  	  	   Its	   very	   different	   in	   Copenhagen	   -­‐	   you	   would	   see	   very	   well	   dressed	   ladies	   in	  	   expensive	  overcoats,	  and	  you	  just	  would	  not	  see	  that	  in	  London.	  	  The	  speed	  in	  London	  is	  quicker	  because	  you	  are	  on	  the	  road	  and	  its	  probably	  a	  younger	  average	  in	  London,	  than	  in	  Copenhagen	  -­‐	  but	  when	  you	  look	  at	  the	  bikes	  in	  Copenhagen	  they	  are	  kind	  of	  the	  upright	  bikes	  -­‐	  the	  Dutch	  bikes.	  In	  London	  if	  you	  want	  to	  commute;	  you	  want	  to	  get	  from	  A	  to	  B	  as	  fast	  as	  possible.	  -­‐	  so	  the	  hybrid	  bikes	  are	  more	  common	  than	  the	  Dutch	  bikes.	  	  Traffic	   in	  London	   is	  all	   changing	  and	   it	  will	   carry	  on	  changing.	  Because	  every	  year	   the	  cost	  of	  pubic	  transport	  goes	  up,	  and	  every	  year	  the	  cost	  of	  petrol	  goes	  up	  -­‐	  and	  I	  reckon	  that	  motorist	  will	  be	  priced	  of	  the	  roads	  in	  about	  20	  years	  time.	  	  Its	  kind	  of	  getting	  that	  way	  already.	  	  	   I	   reckon	   that	   if	   you	   speak	   to	  most	   people	   that	   the	   overriding	   issue	   driving	   up	  	   cycling	  is	  that	  its	  just	  cheaper	  	  -­‐	  rather	  than	  doing	  it	  for	  health	  and	  	   exercise.	  	  	  And	  that	  is	  the	  other	  thing,	  that	  in	  the	  cyclists	  physique	  they	  think;	  that	  because	  I	  am	  on	  a	  bike	  I	  shouldn't	  be	  sitting	  in	  traffic.	  	  Hence	  that’s	  the	  reason	  that	  there	  is	  the	  constant	  go-­‐ahead	  attitude.	  In	  London	  the	  road	  hierarchy	   is	  not	  clear	  cut	  anymore;	  Pedestrians	  does	  have	  right	  of	  way	  in	  the	  highway	  code	  –	  but	  I	  think	  that	  especially	  in	  London	  etiquette	  gets	  lost;	  "goes	  out	  the	  window"	  	  and	  it	  becomes	  everyman	  for	  himself.	  	  	  You	   see	   that	   clearly	   when	   you	   drive	   in	   the	   suburbs	   of	   London,	   and	   then	   you	   go	   into	  central	  London,	  where	  people	  drive	  more	  aggressive	  -­‐	  generally.	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   Here	   its	   every	   man	   for	   himself	   -­‐	   whether	   you’re	   a	   cyclists,	   pedestrians	   or	  	   sitting	  in	  a	  car;	  everyone	  is	  for	  himself...	  	  Moreover	   as	   a	   driver,	   and	   probably	   cyclists	   as	   well	   -­‐	   you	   have	   to	   be	   aggressive,	  otherwise	  you	  will	  be	  sitting	  in	  traffic	  for	  a	  long	  time.	  Therefore,	  you	  have	  to	  push	  out,	  stick	  your	  nose	  out	   to	  claim	  the	  space.	   I'm	  not	  an	  aggressive	  person,	  but	   I	  know	  that	   I	  drive	  aggressively	  -­‐	  its	  just	  what	  I'm	  use	  to.	  	  You	  have	  got	  to	  be	  a	  little	  bit	  wise	  on	  the	  bike.	  When	  I	  use	  to	  cycle	  to	  work	  in	  Croydon,	  the	  most	  direct	   route	   to	  work	   involved	  me	  going	  over	  a	   flyover,	  which	   is	  a	  bit	  of	  dual	  carriageway.	  I	  tried	  it	  once	  but	  never	  again!	  	  Because	  you	  cycle	  along	  a	  bit	  of	  road	  and	  then	  traffic	  merges	  in	  from	  the	  left,	  and	  if	  you	  are	  a	  cyclists	  its	  quite	  dangerous	  -­‐	  so	  I	  use	  to	  deliberately	  avoid	  that	  bit	  of	  road…	  and	  by	  getting	   to	   know	  your	   routes,	   you	   learn	   to	   avoid	   a	   particular	   stretch	   of	   road.	   I	   suspect	  other	  people	  do	  the	  same	  to	  avoid	  certain	  roads	  on	  their	  commutes.	  There	  was	  also	  another	  stretch	  of	  road,	  which	  had	  a	  lot	  of	  lorries	  going	  down	  this	  pretty	  narrow	   road.	   Because	   the	   road	   was	   so	   crappy,	   full	   of	   drains	   and	   potholes	   	   I	   used	   to	  actually	  cycle	  along	  the	  pavement,	  along	  this	  particular	  stretch	  of	  road.	  	  	  	   I	   always	   though	   if	   I	   get	   stopped	   by	   the	   police;	   I	   don't	   care.	   Because	   there	   are	  	   lorries	   going	   past	   you,	   about	   6	   inches	   from	   you	   on	   the	   road.	   So	   I	   chose	   the	  	   pavement,	  even	  if	  it	  meant	  getting	  a	  ticket.	  	  It	   sometimes	   feels	   like	  you	  are	  being	   squeezed	  out	   -­‐	   and	   thats	  why	  you	  have	   to	  make	  yourself	   big,	   you	   have	   to	   wear	   high	   visibility	   gear,	   and	   claim	   your	   space.	   If	   it	   means	  cycling	  along	  the	  middle	  part	  of	  certain	  roads	  then	  so	  be	  it,	  and	  that	  goes	  back	  to	  being	  slightly	  aggressive	  as	  a	  cyclist,	  in	  order	  to	  look	  after	  yourself.	  	  	   There	  use	  to	  be;	  at	  school,	  a	  cycling	  proficiency	  test,	  that	  all	  the	  kids	  had	  	   to	  go	  through.	  I	  did	  it	  when	  I	  was	  at	  school,	  but	  I	  don’t	  think	  its	  a	  	   compulsory	  thing.	  	  A	   lot	  of	  drivers	  also	  have	  the	  attitude	  that;	  “I	  pay	  car	  tax	  to	  drive	  on	  these	  roads.	  Why	  don't	  cyclists	  have	  to	  do	  the	  same	  thing…?”Because	  cyclists	  are	  using	  the	  same	  roads	  as	  we	  are.	  And	  I	  think	  that	  is	  a	  somewhat	  valid	  point.	  I	  know	  that	  investments	  in	  roads	  are	  mainly	  paid	  for	  through	  general	  taxation,	  but	  the	  more	   petrol	   you	   fill	   on	   your	   car,	   the	  more	   tax	   you	   pay	   effectively.	   So	   car	   drivers	   are	  paying	  more,	  and	  there	  is	  some	  irritation	  because	  of	  that.	  
	   	   	   184	  
	  	   I	   think	   you	   are	   never	   going	   to	   sort	   out	   the	   cycle	   lane	   issue	   in	   London	   -­‐	  	   that’s	  never	  going	  to	  happen.	  	  Its	  all	  about	  awareness,	  that’s	  all	   it	   is.	  Lorry	  drivers,	  I	  think,	  are	  becoming	  more	  aware	  now….	  with	  mirrors	  and	   signs	  at	   the	  back	  of	   their	   trucks	  and	   stuff.	   So	   they	  are	   taking	  more	  responsibility.	  But	  cyclists	  necessarily	  are	  not.	  	  The	  one	  thing	  that	  always,	  always	  surprises	  me	  is	  the	  idiots	  that	  ride	  around,	  especially	  in	  the	  dark,	  without	  any	  lights	  on	  and	  without	  any	  high	  visibility	  gear.	  I	  don't	  think	  that	  they	  will	  ever	  introduce	  a	  license	  to	  ride	  a	  bike,	  but	  there	  needs	  to	  be	  something….	   like	   that….	   -­‐	  whereby	  cyclists	  are…	  You	  know	   if	   the	  police	   stops	  a	   cyclist	  without	   lights	   on	   or	   high	   visibility,	   then	   you	   will	   have	   to	   go	   on	   a	   cycling	   awareness	  course	  or	  something	  like	  that.	  	  	   It’s	   all	   about	   awareness,	   taking	   responsibility,	   driving	   aggressively	   and	  
	   being	  forward	  looking	  and	  driving	  somewhat	  defensively	  at	  the	  same	  time.	  
	  
	  	   –	  the	  Authors	  5	  point	  summation	  of	  cycling	  in	  London,	  taken	  from	  this	  	   interview.	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Appendix	  #	  7	  –	  Informant	  riding	  to	  work;	  Interview	  with	  video	  of	  route.	  	  	  
Meeting	  took	  place	  on	  7th	  of	  January.	  
	  	  	  Bus-­‐lanes	  are	  shared	  space	  infrastructure	  now,	  -­‐	  I	  think	  it	  always	  has	  been	  for	  bicycles	  -­‐	  but	  is	  now	  also	  for	  motorbikes	  and	  taxi's.	  	  This	   is	   an	   okay	   road,	   but	   you	   get	   busses	   coming	   down	   here	   -­‐	   but	   nobody	   goes	  particularly	   fast.	  But	  you	  see	  that	  cyclist	  coming	  the	  wrong	  way.	   Its	  a	  one	  way	  street	   -­‐	  and	  he	  didn't	  make	  any	  move	  to	  get	  out	  of	  my	  way,	  so	  I	  had	  to	  move	  in	  towards	  the	  bus	  to	  get	  out	  of	  his	  way.	  	  Here	  I	  go	  on	  the	  pavement,	  because	  there	  is	  some	  building	  work,	  so	  you	  can't	  get	  your	  bike	  through	  where	  I	  would	  normally	  go.	  So	  I	  have	  to	  cut	  across.	  The	  way	  I	  look	  at	  it	  is;	  if	  there	  is	  a	  lot	  of	  people	  on	  the	  pavement	  I	  will	  get	  off	  and	  walk,	  but	  generally	  speaking	  I	  will	   be	   going	   the	   same	   speed	   as	   people	  walking	   -­‐	   because	   if	   you	   get	   of	   your	   bike	   you	  actually	  take	  up	  more	  space	  than	  if	  you	  sit	  on	  it.	  	  This	  takes	  me	  to	  a	  place	  where	  a	  bus	  driver	  missed	  my	  head	  by	  about	  an	  inch	  with	  his	  side	  mirror	  -­‐	  I	  went	  to	  remonstrate	  with	  him,	  and	  he	  claimed	  I	  was	  swerving	  all	  over	  the	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road.	   I	  don't	  believe	   I	  was,	  but	  regardless	  of	   that	   I	  managed	  to	  get	  him	  to	  apologize	   to	  me,	   	  because	  as	   I	  explained;	  even	   if	   I	  had	  been	  swerving	  on	   the	  road,	  does	   that	   justify	  nearly	  killing	  me?	  	  This	  is	  always	  a	  tricky	  bit,	  just	  by	  "Edge	  row	  station"	  -­‐	  because	  there	  are	  always	  people	  walking	  across,	  and	  they	  don't	  look.	  In	  fact,	  I	  would	  say	  that	  although	  the	  consequences	  of	  being	  struck	  by	  a	  vehicle	  are	  much	  more	  serious,	   I	  am	  far	  more	  scared	  on	  a	  regular	  basis	  by	  pedestrians,	  because	  they	  just	  do	  no	  look	  (where	  they	  are	  going)	  and	  they	  walk	  out	  just	  in	  front	  of	  you.	  Its	  like	  anything;	  you	  just	  have	  to	  assume	  that	  somebody	  is	  going	  to	   step	  out	  n	   front	  of	   you	   -­‐	   like	  with	   these	   two…	   I	  will	   assume	   that	   they'll	   step	  out	   in	  front	  of	  me	  without	  looking.	  In	  fact	  they	  didn't',	  but	  if	  you	  assume	  they	  will	  then	  at	  least	  you	  are	  prepared	  for	  it.	  	  You	   kind	   of	   as	   a	   cyclist	   have	   to	   ride	   defensively	   and	   aggressively	   at	   the	   same	   time	   -­‐	  claiming	  your	  space	  but	  also	  pay	  attention	  to	  something	  happening	  out	  of	  the	  blue.	  This	  roads	  here	  (in	   inner	  London)	  are	  generally	  quite	  good	  -­‐	   in	   terms	  of	  not	  being	  too	  dangerous	   –	   (on	   the	   video	   filmed	   for	   the	   research)	   I	   had	   a	   lot	   of	   green	   light,	   which	  normally	  does	  not	  really	  happen.	  	  This	  is	  a	  bit	  of	  a	  weird	  road	  -­‐	  because	  they	  have	  a	  cycle	  lane,	  and	  then	  they	  put	  a	  cycle	  stand	   (Borris	  bikes)	   right	   in	   front	  of	   it,	   so	  you	  can't	  get	   to	   it.	  Planners	  might	  not	  have	  experience	  or	  might	  not	  know	  what	   they	  are	  doing,	  Because	   logically,	   as	  a	   cyclist,	   you	  would	  never	  place	  a	  bicycle	  stand	  there.	  Preventing	  cyclists	  from	  getting	  into	  an	  area	  of	  safety.	  	  This	  is	  a	  tricky	  road,	  because	  you'll	  get	  people	  walking	  towards	  you,	  and	  all	  of	  a	  sudden	  they	  will	  	  walk	  across	  the	  road	  -­‐	  And	  this	  narrow	  one-­‐way-­‐street	  is	  for	  bikes	  and	  cars,	  so	  you	  have	  to	  pay	  attention.	  	  	  You	  have	  to	  be	  careful	  when	  turning	  a	  corner,	  because	  there	  are	  a	  lot	  of	  people	  getting	  off	  from	  work	  or	  whatever,	  and	  often	  they'll	  be	  right	  in	  the	  middle	  of	  the	  road.	  	  This	   junction	   is	   so	   dangerous.	   Its	   madness,	   because	   there	   are	   two	   crossings,	   and	   the	  pedestrian	  crossing	  located	  at	  the	  end	  of	  the	  road,	  means	  that	  even	  if	  you	  do	  manage	  to	  go	  across	  you	  can	  end	  up	  sitting	   in	  front	  of	  oncoming	  traffic,	  because	  you	  have	  to	  stop	  for	  someone	  at	  the	  crossing.	  So	  why	  on	  earth	  do	  they	  put	  the	  pedestrian	  crossings	  at	  the	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end	  of	  the	  road	  -­‐	  why	  not	  put	  it	  a	  few	  feet	  down	  the	  road?	  (Then	  cyclist	  would	  not	  run	  the	  risk	  of	  being	  held	  back	  in	  front	  of	  moving	  traffic).	  Realistically	   pedestrians	   are	   going	   to	  want	   to	   go	   straight	   across	   (desire	   line)	   	   -­‐	   but	   it	  leaves	  you	  as	  a	  cyclist	  sat	  in	  the	  middle	  of	  traffic	  	  I	   think	   that	   you	  have	   to	  be	   confident	  when	  you	  are	   riding.	  That	  doesn't	  mean,	   or	   that	  specifically	  means	  not	  being	  aggressive	  -­‐	  because	  there	  is	  no	  bonus	  to	  being	  aggressive.	  But	  you	  do	  have	  to	  be	  confident	  and	  you	  have	  to	  occupy	  your	  space.	  And	  you	  have	  to	  risk	  people	  being	  unhappy	  with	  you	  being	  in	  the	  way…	  Particularly	  coming	  up	  to	  Tottenham	  Court	  Road	  (in	  central	  London).	  Tottenham	  Court	   Road	   is	   one	   place	  where	   you	   really	   have	   to	   stand	   your	   ground,	   and	  people	  might	  shout	  at	  you.	  See	  that	  guy?	  Motorcyclist	  are	  amongst	  the	  worst.	  I	  have	  had	  motorcyclist	  abuse	  me	  for	  not	  using	  the	  cycle	  lane,	  which	  is	  the	  height	  of	  irony	  as	  they	  in	  general	  are	  among	  the	  worst	  for	  road	  positioning	  and	  safety.	  	  At	  this	  junction	  a	  lot	  of	  people	  pull	  out	  without	  looking.	  	  The	  reason	  why	   I	  go	   Into	  work	  early	   is	   to	  come	  back	  yearly	  as	  well.	   I	  do	   this	   to	  avoid	  both	  rush	  hours	  as	  much	  as	  possible.	  I	  get	  away	  with	  it	  more	  in	  the	  morning,	  because	  I	  am	  traveling	  at	  around	  7:00-­‐7:30.	  In	  the	  evening	  the	  rush	  hour	  is	  hard	  to	  avoid.	  	  Here	   there	   is	  a	  cycle	   lane	  but	   I	  never	  use	   it.	   	  This	   is	  because	   I	  don't	  want	   to	  be	  on	  the	  right	   side	  of	   the	  road	  where	   the	  cycle	   lane	   is	  position.	  There	  are	  also	  a	   lot	  of	   turnings	  across	   the	  bicycle	   lane…	  And	   if	  you	  are	  not	  on	  the	  road	  making	  your	  presence	  known,	  then	  people	  will	   just	  drive	  across	  without	   looking,	   and	  you'll	   be	  masked	  by	   the	   traffic	  which	  is	  also	  dangerous	  –	  So	  I	  don’t	  use	  the	  bicycle	  lane.	  	  On	  this	  bicycle	  lane	  I	  would	  be	  positioned	  on	  the	  right	  side	  of	  the	  road.	  But	  because	  I	  am	  going	  across	  the	  street,	  where	  I	  will	  then	  want	  to	  be	  on	  the	  left	  side	  of	  the	  road,	  this	  is	  badly	  designed.	  So	  if	  I’m	  on	  the	  right	  side,	  with	  cars	  next	  to	  me	  wanting	  to	  turn	  right	  on	  this	  busy	  road,	  and	  I’m	  crossing	  on	  the	  right	  side	  of	  him	  wanting	  to	  be	  on	  the	  left	  side	  of	  the	  road	  when	  I	  get	  to	  the	  other	  side,	  its	  dangerous.	  	  Because	   there	   are	   road	  works	  here,	   the	   traffic	   even	  when	   the	   lights	   are	   red	  would	  be	  backed	  up	   across	   this	   junction.	  And	  busses	   are	   the	  worst	   at	   blocking	   junctions,	  which	  makes	   it	   really	   difficult	   to	   get	   across	   the	   street	   -­‐	   and	   then	   you	   have	   pedestrians	   not	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realizing	   that	   the	   lights	  have	  changed,	  and	  are	  running	  across	  even	  when	  they	  can	  see	  the	  lights.	  	  A	  lot	  of	  people	  use	  the	  cycle	  lane,	  even	  when	  they	  are	  positioned	  on	  the	  right	  side	  of	  the	  road.	   But	   often	   they	   just	   stop	   as	   you	   are	   nearing	   the	   end	   of	   the	   street,	   getting	   to	   a	  junction.	  	  	  There	   was	   no	   reason	   for	   this	   guy	   to	   overtake	   me	   (in	   his	   car),	   and	   the	   road	   was	  narrowing,	  and	  he	  overtook	  me	  right	  at	  the	  point	  where	  the	  road	  got	  narrow	  -­‐	  there	  was	  no	  benefit	  to	  him	  in	  overtaking	  me,	  but	  for	  making	  it	  dangerous	  for	  me.	  	  I	  use	  to	  turn	  left	  here,	  because	  there	  is	  a	  cycle	  lane.	  But	  it’s	  impossible	  to	  go	  that	  way…	  Its	   to	   dangerous,	   because	   of	   all	   the	   pedestrian.	   There	   are	   so	   many	   people	   from	   the	  University,	   going	   into	   the	   bookshop	   there.	   And	   that’s	   the	  most	   dangerous	   part	   of	   the	  journey.	  It’s	  too	  dangerous,	  so	  I	  don't	  go	  near	  it	  	  There	  are	  no	  Cycle	  Superhighways	   in	  Hackney.	  And	  I	  don't	  pay	  too	  much	  attentions	  to	  the	  plans	  for	  them	  because	  I'm	  not	  going	  to	  use	  them	  anyway	  -­‐	  The	  only	  place	  where	  I	  can	  see	  that	  a	  dedicated	  cycle	  lane	  would	  be	  a	  benefit	  is	  on	  a	  really	  busy	  road	  like	  a	  dual	  carriageway,	   anywhere	   else	   I	   probably	   would	   not	   use	   it.	   Generally	   I	   try	   to	   take	   the	  smaller	  side	  streets.	  	  I	  took	  up	  biking	  in	  about	  2005-­‐06,	  so	  about	  6-­‐7	  years	  ago	  now.	  	  I	  didn't	  take	  up	  cycling	  because	  of	  the	  7/7	  bombing.	  It	  was	  because	  I	  happened	  to	  work	  by	  the	  post	  office	  tower,	  about	  30	  minutes	  away.	  And	  it	  was	  much	  faster	  to	  take	  the	  bike	  than	  using	  public	  transport.	  	  -­‐	  And	  healthier…	  	  There	   is	  often	   traffic	  backed	  up	  here,	   and	  people	   trying	   to	   cut	  across,	   and	  you	  kind	  of	  have	  to	  manoeuvre	  your	  way	  through,	  often	  on	  the	  outside	  of	   the	  cars,	  with	  oncoming	  traffic	  and	  turning	  cars	  coming	  from	  the	  opposite	  direction.	  	  This	   is	   the	   place	   I	   have	   been	   knocked	   off	   my	   bike	   by	   a	   pedestrian,	   which	   has	   only	  happened	  once.	  On	  the	  other	  side	  off	  the	  intersection	  the	  lights	  for	  the	  pedestrian	  were	  red,	  and	  it	  was	  green	   for	  me,	   so	   I	  was	  going	  across	   -­‐	  and	   this	  woman	  started	  crossing.	  She	  was	   in	   the	  middle	  of	  the	  road,	  so	  I	  went	  on	  the	  inside	  of	  her,	  and	  then	  she	  decided	  without	  looking	  -­‐	  and	  having	  walked	  out	  on	  a	  red	  light,	  that	  she	  was	  going	  to	  turn	  back	  again.	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She	  caught	  my	  handle-­‐bar	  with	  her	  hand	  bag	   -­‐	  This	  was	   just	  before	  we	  were	  going	  on	  holiday,	  and	   it	  nearly	   ruined	   the	  holiday	  because	   I	   thought	   I	  had	  broken	  my	  elbow.	   In	  fact	  I	  didn't	  but	  I	  thought	  I	  had.	  	  The	  thing	  with	  the	  busses	  and	  the	  bicycle	  -­‐	  the	  weakest	  vehicle	  next	  to	  the	  biggest	  one	  -­‐	  is	   that	  because	  of	   the	  way	   that	   London	  has	   grown…	   Its	   a	  bit	   like	  with	   the	   trucks,	   and	  there	  has	  been	  a	  lot	  of	  stuff	  said	  rightly	  about	  the	  number	  of	  deaths	  and	  casualties,	  just	  in	  the	  last	  few	  months	  -­‐	  And	  while	  I'm	  by	  no	  means	  putting	  the	  blame	  on	  the	  cyclists	  -­‐	  Its	  a	  bit	  dumb	  to	  go	  up	  the	  inside	  of	  a	  truck…	  You	  know…	  And	  in	  the	  case	  of	  that	  doctor	  that	  was	  run	  over,	  CCTV	  showed	  that	  the	  driver	  was	  pulling	  away	  slowly,	  he	  was	  signalling	  and	  he	  just	  couldn't	  see	  her…	  	  She	  shouldn't	  have	  gone	  on	  the	  inside	  of	  him…	  I	  feel	  sorry	  for	  both	  parties...	  But	  with	  respect	  to	  the	  busses,	  you	  just	  have	  to	  use	  a	  bit	  of	  common	  sense,	  and	  not	  try	  to	  overtake	  them.	  Which	  is	  annoying	  when	  they	  overtake	  you	  and	  then	  immediately	  after	  they	  pull	  in	  at	  a	  bus	  stop.	  So	  that’s	  where	  I	  will	  assert	  my	  confidence	  and	  I	  will	  sit	  in	  the	  middle	  of	   the	   lane.	  And	   if	   the	  bus	  has	   to	  go	  a	  bit	   slower,	   it’s	  not	   really	   that	  much	  of	   a	  problem,	  because	  busses	  don't	  go	  that	  fast	  anyway.	  	  Here	  there	  is	  a	  Parked	  van	  on	  the	  cycle	  path.	  I	   don't	   think	   that	   you	   can	   do	   anything	   from	   preventing	   vehicles,	   particularly	   delivery	  vehicles,	   from	  parking	   in	  a	  bicycle	   lane.	  Because	   they	  are	  not	   there	   long	  enough	   to	  be	  caught,	  and	  the	  drivers	  think	  that	  they	  are	  there	  doing	  a	  job,	  so	  they	  don't	  give	  a	  toss.	  Even	  if	  bicycle	  paths	  were	  elevated	  with	  a	  curb	  I	  don't	  think	  they	  would	  stop	  parking	  on	  them,	   I	  mean	   they	   park	   on	   the	   double	   drawn	   lines	  where	   they	   shouldn't	   park	   as	   it	   is	  now.	  	  I	   think	  all	   these	   little	  green	  cycle	   lanes	  and	  boxes	  at	   intersection,	  are	   there	  more	   for	  a	  political	   show	   of	   action,	   in	   other	   words;	   "Look	   we	   have	   done	   something"	   -­‐	   even	   if	   it	  doesn't	  really	  help	  anybody.	  Because	   a	   lot	   of	   accidents	   happen	   at	   junctions,	   planners	   and	   politicians	   seem	   to	   just	  throw	  something	  at	  the	  junction	  and	  go;	  "there	  you	  go,	  we	  have	  solved	  it",	  without	  any	  thought	   to	   how	   you	   build	   up	   or	   get	   to	   the	   junction,	   how	   you	   get	   there	   and	   how	   you	  proceed	  after	  it.	  To	  them	  it’s	  just	  a	  question	  of;	  "we	  have	  sorted	  the	  junctions	  out"	  -­‐	  "look	  there	  is	  something	  there"...	  In	   fact	   often	   it	   doesn't	   work	   (because	   you	   are	   stuck	   in	   traffic	   and	   cant	   get	   to	   them),	  although	   I	  do	   like	   the	  boxes	  at	   the	   intersections.	  And	   I	  will	  make	  a	  point	  of	   going	  and	  placing	  myself	  in	  front	  of	  vehicles	  -­‐	  Partly	  because	  it	  makes	  me	  feel	  better	  -­‐	  but	  mainly	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so	  that	  I	  know	  that	  drivers	  will	  see	  me,	  and	  I	  want	  them	  not	  to	  be	  able	  to	  avoid	  me.	  	  	  	  And	  Ill	  move	  away	  faster	  than	  them	  anyway...	  	  I	  have	  slowed	  down	  my	  speed.	  I	  use	  to	  go	  faster,	  but	  then	  I	  realized	  that	  it	  was	  too	  risky	  -­‐	  Because	  you	  then	  start	  to	  get	  too	  aggressive,	  trying	  to	  go	  for	  things	  that	  you	  should	  not	  be	   going	   for…	   So	   I	   have	   actually	   slowed	  myself	   down	   for	   preventing	  myself	   thinking;	  “Ohh	   I	   could	   just	   go	   though	   there,	   or	   make	   that	   crossing,	   or	   overtake	   that	   person…	  because	  that’s	  when	  it	  gets	  really	  dangerous”.	  The	  other	  thing	  I	  do,	  is	  that	  when	  there	  is	  a	  group	  of	  cyclists,	  I	  never	  try	  to	  get	  in	  front	  of	  them.	  I	  always	  sit	  at	  the	  back.	  Even	  if	  I	  can	  see	  that	  there	  are	  people	  who	  are	  going	  to	  be	  really	  slow.	  Because	  if	  you	  try	  and	  fight	  yourself	  through	  a	  big	  knot	  of	  cyclists,	  that	  you	  get	   particularly	   in	   the	   centre	   of	   London,	   then	   you	   just	   get	   yourself	   into	   all	   kinds	   of	  trouble.	  And	  Ill	  rather	  just	  wait,	  and	  let	  them	  go,	  and	  carry	  on	  my	  way.	  	  	  And	  what	  happens	  to	  me	  is	  when	  I	  was	  in	  the	  habit	  of	  going	  faster.	  Of	  trying	  to	  get	  away	  really	  fast,	  and	  then	  there	  is	  someone	  in	  your	  way,	  and	  a	  car	  approaching,	  and	  you	  end	  up	  going	  across	  the	  road	  and	  there	  is	  a	  car	  coming	  towards	  you.	  	  I	  once	  had	  a	  guy	  who	  was	  trying	  to	  overtake	  me,	  and	  he	  cut	  in,	  and	  our	  pedals	  got	  stuck	  together.	  And	  we	   just	  got	   into	  all	   sorts	  of	  problems.	   I	  mean	   it	  was	  his	   fault,	   I	  mean	  he	  shouldn't	  have	  been	  trying	  to	  overtake	  me.	  But	  if	  I	  hadn't	  been	  trying	  to	  be	  faster	  than	  other	  people	  I	  wouldn't	  have	  been	  in	  that	  position.	  There	  are	  a	  significant	  number	  of	  people	  who	  ride	  very	  fast.	  	  That	  was	  a	  situation	  where	  a	  cyclist	  was	  being	  wrongly	  assertive	  of	  his	  position	  of	  the	  road,	  as	  he	  was	  right	  in	  the	  middle	  of	  the	  road	  -­‐	  and	  was	  going	  really	  slowly.	  Therefore,	  for	  me	  to	  have	  overtaken	  him	  "properly",	  I	  would	  have	  had	  to	  go	  right	  into	  the	  opposite	  lane	  of	  traffic.	  So	  I	  went	  on	  the	  inside.	  But	  he	  was	  absolutely	  determined	  to	  overtake	  me	  again,	  after	  I	  had	  passed	  him.	  I	  don't	  think	  he	  liked	  that	  I	  had	  "undertaken	  him"	  -­‐	  and	  you	  can	  tell.	  	  This	  is	  a	  really	  narrow	  road,	  so	  you	  either	  sit	  and	  wait	  for	  a	  long	  time,	  or	  you	  hop	  on	  to	  the	  pavement	  to	  get	  to	  the	  front.	  Another	  reason	  for	  skipping	  though	  by	  using	  the	  idewalk,	  is	  also	  the	  pollution	  aspect	  of	  waiting	  behind	  all	  the	  parked	  cars.	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I'm	   sure	   that	   for	   some	  people	   the	   animosity	  between	  drivers	   and	   cyclist	   does	   revolve	  around	  cyclist	  trying	  to	  get	  in	  front.	  But	  the	  thing	  is	  that	  if	  they	  were	  in	  your	  place	  they	  would	  be	  doing	  the	  same.	  In	  England	   	  as	  only	  2%	  of	  British	  people	  cycle,	   they	  maybe	  don't	  get	   	  cyclists	  so	  much.	  Maybe	  as	  a	  driver	  you	  should	  have	  at	  least	  1	  day	  a	  year	  where	  you	  cycle	  -­‐	  to	  see	  what	  it	  feels	  like	  being	  surrounded	  by	  these	  dangerous	  big	  metal	  boxes	  In	  Holland	  there	   isn't	  a	  Dutch	  person	  who	  didn't	  grow	  up	  riding	  a	  bike.	  So	   the	  drivers	  have	   the	  mentality	  of	  a	  cyclist	   (they	  understand	  what	   its	   like)	  so	  you	  see	   them	  always	  looking	  for	  cyclists.	  Its	  just	  different	  to	  England.	  Most	  people	  think	  that	  cycling	  is	  just	  the	  most	  dangerous	  thing	  you	  could	  do.	  	  This	   is	  a	  horrible	   junction.	  Whenever	  I	  get	  stuck	  there,	   I	   feel	   like	  I'm	  just	  waiting	   for	  a	  car	  hitting	  me	  from	  behind,	  as	  you	  are	  placed	  in	  the	  middle	  of	  the	  junction	  to	  make	  your	  	  right	  turn,	  crossing	  oncoming	  traffic.	  I	  always	  try	  to	  jump	  the	  light	  here,	  if	  I	  possibly	  can	  -­‐	   by	   which	   I	   mean	   ;	   because	   you	   can	   see	   the	   colour	   changing	   	   -­‐	   when	   I	   can	   see	   that	  nothing	  is	  coming	  and	  could	  possibly	  hit	  me,	  as	  soon	  as	  the	  light	  turns	  orange	  -­‐	  that’s	  it,	  I'm	  across…	  Because,	  by	  the	  time	  that	  the	  cars	  have	  actually	  started	  moving,	  you	  would	  have	  gone	  past	  them.	  But	  often	  you	  can't	  do	  that.	  And	   that’s	   not	   a	   particularly	   safe	   thing	   to	   do,	   because	   you	   never	   know	   if	   someone	   is	  going	   to	   come	  whizzing	  down,	   trying	   to	   jumpy	   the	   light.	  There	  are	  alternatives	   to	   this	  junction,	  but	  its	  faster	  this	  way...	  	  In	   the	  mornings	  coming	  down,	   I	  have	   to	  put	  myself	   in	   the	  middle	  of	   the	  road,	  because	  there	  is	  always	  someone	  who	  tries	  to	  get	  past	  me	  on	  certain	  stretches	  of	  road	  -­‐	  but	  then	  they	  realize	  that	  there	  is	  an	  island	  in	  the	  middle	  of	  the	  road,	  and	  instead	  of	  pulling	  back	  they	  just	  turn	  sideways	  and	  force	  you	  of	  the	  road	  So	  I	  get	  right	  in	  the	  middle,	  and	  I	  absolutely	  do	  not	  let	  anyone	  past	  me.	  Because	  of	  the	  traffic	  island,	  this	  car	  nearly	  hit	  me.	  Its	  the	  classic	  thing	  where	  the	  cars	  go	  really	  fast	  in	  order	  to	  overtake	  you,	  and	  then	  they	  slam	  the	  brakes.	  	  This	  is	  one	  of	  those	  funny	  junctions	  where	  people	  (pedestrians	  and	  cyclists)	  just	  seems	  to	  go	  whenever	   it	   feels	  safe,	  not	  waiting	   for	   the	   lights	   to	  change.	   It	   seems	   to	  work,	   for	  some	  reason,	  particular	  at	  this	  junction	  on	  Kingsland	  Road	  (in	  Hackney).	  	  	  This	   roads	  are	   really	  bumpy,	  which	  means	   if	   you	  are	   riding	  here	   -­‐	   and	   in	   the	   summer	  time	  I	  would	  turn	  right	  to	  cut	  through	  the	  park.	  You	  look	  behind	  you,	  hit	  a	  bump	  and	  you	  nearly	   come	   off	   your	   bike	   before	   making	   the	   turn.	   In	   general	   the	   road	   surface	   in	  Hackney	  is	  pretty	  appalling.	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  I	  think	  when	  you	  ride	  in	  London,	  you	  are	  hyper	  aware.	  And	  riding	  the	  bike,	  when	  you	  are	  already	  paying	  attention	  to	  traffic,	  combined	  with	  bad	  road	  surfaces	  is	  definitely	  a	  work	  of	  concentration.	  In	  London	  you	  need	  all	  your	  senses	  -­‐	  you	  can't	  have	  things	  going	  on	  in	  your	  ears	  (iPod)	  -­‐	  you	  need	  to	  be	  able	  to	  hear	  if	  a	  person	  is	  coming	  up	  behind	  you.	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Appendix	  #	  8	  –	  Survey	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  Weekly use of bike Monthly use of bike 
Participant 1  7 days 28 days 
Participant 2 7 days 30 days 
Participant 3 6-7 days 28 days 
Participant 4 N/A 1 day 
Participant 5 6-7 days 28 days 
Participant 6 7 days 30 days 
Participant 7 6 days N/A 
Participant 8 2 days 8 days 
Participant 9 2-3 days N/A 
Participant 10 6 days 25 days 
Participant 11 2-3 days N/A 
Participant 12 7 days 28 days 
Participant 13 7 days 31 days 
Participant 14 7 days 30 days 
Participant 15 7 days 30 days 
Participant 16 5 days 22 days 
Participant 17 4 days N/A 
Participant 18 7 days 25 days 
Participant 19 1 day 5 days 
Participant 20 5 days 20 days 
Participant 21 1 day N/A 
Participant 22 6 days N/A 
Participant 23 4 days N/A 
Participant 24 7 days 30 days 
Participant 25 7 days 30 days 
Participant 26 7 days 30 days 
Participant 27 5 days 20 days 
Participant 28 4 days N/A 
Participant 29 7 days 30 days 
Participant 30 5 days 20 days 
Participant 31 1 day N/A 
Participant 32 6-7 days N/A 
Participant 33 7 days 30 days 
Participant 34 7 days 30 days 
Participant 35 7 days 30 days 
Participant 36 1-6 days N/A 
Participant 37 7 days 30 days 
Participant 38 6-7 days N/A 
Participant 39 N/A 25 days 
Participant 40     
Participant 41 6 days N/A 
Participant 42 7 days 30 days 
Participant 43 7 days 30 days 
Participant 44 6-7 days 30 days 
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  Biking to work? For how many years? 
Biking during 
winter 
Participant 1  Yes, for 3 years Yes 
Participant 2 Yes, for 30 years Yes 
Participant 3 Yes, for 4 years Yes 
Participant 4 No No 
Participant 5 Yes, for 2 and a half years Yes 
Participant 6 Yes, for 6 months Yes 
Participant 7 Yes, for 5 years Yes 
Participant 8 No Yes 
Participant 9 Yes, for 1 year No 
Participant 10 Yes, for 5 years Yes 
Participant 11 Yes, for over 20 years Yes 
Participant 12 Yes, for 12 days Yes 
Participant 13 Yes, for 3 years Yes 
Participant 14 Yes, for 7 years Yes 
Participant 15 Yes, forever Yes 
Participant 16 Yes, for 12 years Yes 
Participant 17 Yes, for 3 years N/A 
Participant 18 Yes, for 9 years Yes 
Participant 19 No Yes 
Participant 20 Yes, for 5 years Yes 
Participant 21 Yes, for 20 years Yes 
Participant 22 Yes, for 8 years Yes 
Participant 23 No Yes 
Participant 24 Yes, for 1 year Yes 
Participant 25 Yes, for 8 years Yes 
Participant 26 Work at home, for 4 years Yes 
Participant 27 Yes, for 1 year Yes 
Participant 28 Yes, for 20 years N/A 
Participant 29 Yes, for 20 years Yes 
Participant 30 Yes, for 1 month Yes 
Participant 31 No Yes 
Participant 32 Yes, for 6 years Yes 
Participant 33 Yes, for 5 years Yes 
Participant 34 Yes, for 3 years Yes 
Participant 35 Yes, for 7 years Yes 
Participant 36 Yes, for 7 years Yes 
Participant 37 Yes, for 1 year Yes 
Participant 38 Yes, for 14 years Yes 
Participant 39 Yes, for 5 years Yes 
Participant 40 Yes, for 3 years Yes 
Participant 41 Yes, for 6 months Yes 
Participant 42 Yes, for 5 years Yes 
Participant 43 Yes, for 10 years Yes 
Participant 44 Yes, for 8 years Yes 
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  Why biking? 
Bicycle    
Infrastructure  
Participant 1  All of the answers Inadequate 
Participant 2 All except cheaper Inadequate 
Participant 3 All of the answers Inadequate 
Participant 4 Good for exercise/enjoy the city Inadequate 
Participant 5 Good for exercise/more convenient Inadequate 
Participant 6 Good for exercise/cheaper Inadequate 
Participant 7 Good for exercise/cheaper/preference/faster Inadequate 
Participant 8 Cheaper/preference/faster Inadequate 
Participant 9 Good for exercise/cheaper/preference Inadequate 
Participant 10 Good for exercise/preference/enjoy the city Inadequate 
Participant 11 Cheaper/preference/more convenient Inadequate 
Participant 12 
Good for exercise/preference/more 
convenient/faster Adequate 
Participant 13 Good for exercise Adequate 
Participant 14 More convenient/enjoy the city Inadequate 
Participant 15 Cheaper/preference/enjoy the city Inadequate 
Participant 16 Cheaper/preference Inadequate 
Participant 17 All of the answers Adequate 
Participant 18 All of the answers Adequate 
Participant 19 All except cheaper Inadequate 
Participant 20 Good for exercise/cheaper/more convenient N/A 
Participant 21 
Good for exercise/cheaper/more 
convenient/enjoy the city Adequate/okay 
Participant 22 Good for exercise/preference/more convenient Adequate 
Participant 23 Cheaper/more convenient Inadequate 
Participant 24 More convenient Adequate 
Participant 25 All of the answers Inadequate 
Participant 26 Preference/more convenient Adequate 
Participant 27 
Good for exercise/more convenient/enjoy the 
city Adequate 
Participant 28 Good for exercise Adequate 
Participant 29 All of the answers Inadequate 
Participant 30 All of the answers Adequate 
Participant 31 All of the answers In between 
Participant 32 Preference/more convenient Inadequate 
Participant 33 Preference Inadequate 
Participant 34 Enjoy the city Inadequate 
Participant 35 Preference Adequate 
Participant 36 More convenient/enjoy the city Inadequate 
Participant 37 All except preference Inadequate 
Participant 38 All of the answers Inadequate 
Participant 39 All except cheaper Adequate 
Participant 40 All except preference In between 
Participant 41 All of the answers Inadequate 
Participant 42 All except preference Inadequate 
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Participant 43 All of the answers Inadequate 
Participant 44 Good for exercise/preference/more convenient Inadequate but slowly improving 
 
 
 
  Biking safety Biking problems 
Participant 1  Unsafe Intersection 
Participant 2 Safe Roundabouts/Intersection 
Participant 3 Unsafe Roundabouts/Intersection/on the main streets 
Participant 4 Unsafe Roundabouts/Intersection 
Participant 5 Unsafe Main streets/overtaking parked car/buses 
Participant 6 Unsafe Roundabouts 
Participant 7 Unsafe Roundabouts/Main streets 
Participant 8 Unsafe Roundabouts/Intersection 
Participant 9 Unsafe Roundabouts/Intersection 
Participant 10 Safe Intersection 
Participant 11 Safe Main streets 
Participant 12 Safe Designated parking spaces 
Participant 13 Unsafe Main streets 
Participant 14 Safe Roundabouts/Main streets 
Participant 15 Safe Main streets 
Participant 16 Safe Roundabouts 
Participant 17 Safe Roundabouts 
Participant 18 N/A Roundabouts/untrained Boris bike users/black cabs 
Participant 19 Unsafe All of them + main roads 
Participant 20 Safe Intersection 
Participant 21 Safe Roundabouts 
Participant 22 Safe Nowhere 
Participant 23 Unsafe Roundabouts/Main streets 
Participant 24 Unsafe Roundabouts 
Participant 25 Unsafe Intersection/aggresive drivers 
Participant 26 Safe Outside Hackney 
Participant 27 Safe Roundabouts/Main streets 
Participant 28 Safe Roundabouts 
Participant 29 Safe/ unsafe (a bit) 
Intersection/main streets/motorbikes occupying cyclist 
intersection area 
Participant 30 Unsafe Roundabouts 
Participant 31 
Safe/ unsafe on major 
roads Roundabouts/Intersection 
Participant 32 Safe Intersection 
Participant 33 Unsafe Intersection 
Participant 34 Unsafe Main streets 
Participant 35 Unsafe Main streets 
Participant 36 Safe Roundabouts/Main streets 
Participant 37 Unsafe Roundabouts/Intersection/Turning left at lights 
Participant 38 Unsafe Intersection 
Participant 39 Safe Main streets 
Participant 40 In between Roundabouts/Main streets 
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Participant 41 In between Roundabouts 
Participant 42 Unsafe Main streets 
Participant 43 Unsafe Roundabouts/Main streets 
Participant 44 Mostly safe 
Main streets/poor driver awareness/poor pedestrian 
awareness/other bike users 
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Biking as a 
child 
Allow your 
kids to bike 
Part of a London 
cycling 
association 
Is enough being done to 
improve cyclists' safety? 
Participant 1  No No No Yes 
Participant 2 No Yes No No 
Participant 3 No Yes No N/A 
Participant 4 No No No No 
Participant 5 No Yes No No 
Participant 6 No Yes No No 
Participant 7 No No No No 
Participant 8 No No No No 
Participant 9 Yes Yes No No 
Participant 10 No Yes No No 
Participant 11 Yes Yes No No 
Participant 12 No No No No 
Participant 13 No No No No 
Participant 14 No No No No 
Participant 15 Yes Yes No No 
Participant 16 No Yes Yes No 
Participant 17 No No No No 
Participant 18 No Maybe No N/A 
Participant 19 Yes Yes No No 
Participant 20 No Yes No No 
Participant 21 No Yes No No 
Participant 22 Yes Yes No Yes 
Participant 23 Yes 
Yes (depends on 
roads) No No 
Participant 24 No Yes No No 
Participant 25 No Yes Yes No 
Participant 26 No Yes No No 
Participant 27 No No No No 
Participant 28 Yes Yes No No 
Participant 29 Yes No No No 
Participant 30 No Yes Yes Yes 
Participant 31 Yes Yes No No 
Participant 32 No Yes No No 
Participant 33 No No No No 
Participant 34 No Yes No No 
Participant 35 Yes Yes No No 
Participant 36 No Yes No No 
Participant 37 No No No No 
Participant 38 Yes No No No 
Participant 39 No Yes No No 
Participant 40 No Yes No No 
Participant 41 No No N/A 
Yes & No, it's more about 
education 
Participant 42 No Yes No No 
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Participant 43 Yes No No No 
Participant 44 Yes Yes No No 
 
	  
